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Working for Victory Today— 
Better Distribution Tomorrow 


Today in America there is one dominant idea—Win 
Victory, and Soon! Your energies and ours are 
directed toward attainment of that goal. But what 
about the post-war tomorrow? Have you planned for 
more efficient, more economical distribution? 
Strategic warehousing can simplify selling and dis- 
tributing operations and help you attain better net 
results. Through one source you can secure complete 
information of the rail, water and truck facilities, ex- 
perience and services of this group of terminal ware- 
houses in major marketing centers. 
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Space, Secates and Facilities in: 


BUFFALO 13, NEW YORK 

Buffalo Merchandise Warehouses, Inc. 
CHICAGO 7, ILLINOIS 

Crooks Terminal Warehouses, Inc. 
CLEVELAND 14, OHIO 

Cleveland Storage Co., Inc. 
DETROIT 16, MICHIGAN 

Edgar's Sugar House, Inc. 
DETROIT 26, MICHIGAN 

Michigan Dock Corporation 
GREEN BAY, WISCONSIN 

Leicht Transfer & Storage Co. 
HOUSTON 2, TEXAS 

Federal Warehouse Company 
KANSAS CITY 7, MISSOURI 

Crooks Terminal Warehouses, Inc. 
LOS ANGELES 21, CALIFORNIA 

Overland Terminal Warehouse Co. 
MILWAUKEE 2, WISCONSIN 

Hansen Storage Company 
MUSKEGON 17, MICHIGAN 

West Michigan Dock & Market Corp. 
PORTLAND 9, OREGON 

Rudie Wilhelm Warehouse Co., Inc. 
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BUY WAR BONDS 





The Biggest 
Isn't Always 
the Best 


By the same token, the biggest 
ports may not be able to offer you 
the best facilities for your individual 
shipping needs. 


Why not investigate our present 
accommodations and, while we are 
at it, let us show you what our plans 
are for the future. We think you will 
then understand why we are so proud 
of our port. 


The 


ort of olong Weach 
California 





BUY WAR BONDS 


THe Traryic Service Corp., Ss. St., Chi . Tl. Entered 
anuary 1, 1913, ‘at the postofiice Fy Chicago, mn. under the “Act of March 3, vet 
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i air Said the Air Surgeon General’s report “The record 
places air evacuation in a group with the sulfa drugs and in long-range transport planes such as the Libera- 
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The ambulance, hospital train, and hospital ship 

¢ still transport most of our war casualties. But many a 

time when minutes can save a life, the 4-mile-a-minute 
speed of the flying ambulance does exactly that! 


One reason we are winning the war is the way 

@ in which the truck, the train, the ship, and the plane 

are teaming up together. And the task of rebuilding the 

peacetime world will be a challenge which all forms of 
transportation must meet in the same way 


But the plane, in addition to its use as a global air trans- 
Port, will have still another role to fulfill: a permanent 
Postwar Air Force can well become the ever-watchful 
guardian of the peace we shall have won so dearly. 


CORPORATION 


Tucson, Ariz 


No spot on earth is 
more than 60 hours’ 
flying time from your 


local airport 


From “Flying Jeeps” to Leviathans of the air — The 


planes shown below were all designed and developed 
by Consolidated Vultee. When peace comes, the company 
will be in a position to provide the postwar equivalent of 
such planes, from small, privately owned “‘air flivvers’’ to 


San Diego, Calif 
Vultee Field, Calif. 
Fairfield, Calit. 


huge, transoceanic cargo-and-passenger planes 


CORONADO. ..patro! bomber 


) 
VENGEANCE.. .dive bomber 


) 


LIBERATOR EXPRESS... transport 


CATALINA... patro! bomber 


SENTINEL ,..’“Flying Jeep’ 


QUICK FACTS FOR AIR-MINDED READERS 


Air Giant —The new Consoli- 
dated Vultee Mode} 39 trans- 
port plane— the Liberator Liner 
— has passed its test flights 
successfully Capacity of this 
4-engine transoceanic airliner 
48 passengers—or, as a sleeper, 
24. Top speed: 275 m.p.h. Fly- 
ing range: over 4000 miles. 


1000-mile Shuttie Trips — The 
Naval Air Transport Service 
in the Pacific now flies 320,000 
miles per week, carries over 
5500 passengers monthly, re- 
ports that it “adds another 
stop every time the Japs lose 
another island.” 


Airport for Air Giants — New 
York City’s projected airpor 
will have runways totalling 13 
miles in length, one of which 
will be over 2 miles long. This 
airport can handle 1000 plane 
movements per day. (Capacity 
of present N. Y. airport: 270 
plane movements pe: day.) 


Tomorrow's Airmen: The total 
strength of the Army Air Forces 
now exceeds 2,300,000 officers 
and enlisted men—a vast reser- 
voir of skilled pilots and air- 
craft technicians which will 
insure postwar America’s re- 
maining “a nation on wings.” 


Consolidated Vultee is the largest builder 
of airplanes in the world. 


Fort Worth, Texas 
New Orleans, La. 
Nashville, Tenn. 


Louisville, Ky. 
Wayne, Mich. 
Dearborn, Mich 


Allentown, Pa. 
Elizabeth City, N. C 
Miami, Fla 


Member, Aircraft War Production Council 
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V-DAY will find 


SIGNAL TRUCKING SERVICE 


facilities again serving all steamship lines at 
LOS ANGELES — LONG BEACH HARBOR 


We are looking forward to resumption of this 
service which had always been an important 
part of our service covering Los Angeles 
Metropolitan Area and more than 200 points 
in Southern California. 
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SIGNAL SERVICE Includes: 
\ 1. Pool Car Distribution 3. Contract Trucking 





2. City Drayage 4. Harbor Hauling mH age 
5. Motor Truck Rental Service a 
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Unified Regulation 


For years, with little official or public support from 
anywhere and with much opposition from many 
} sources, we have advocated unification of regulation— 
that is, the placing of regulation of all agencies of trans- 
portation in one body—the Interstate Commerce Com- 
mission—instead of distributing it among several agen- 
cies, thus setting up competition and inconsistency in 
§ regulation instead of unification and sound policies with 
respect to competitive forms of transportation. 
But now comes the Southern Traffic League with a 
i recommendation that just what we have advocated be 
done. It does, indeed, suggest the setting up of a new 
»} machine—an “interstate transport commission,” with 
the present Interstate Commerce Commission as a 
“nucleus’”—but the principle is the same. We see no 
particular need for changing the name of the regula- 
tory body, but we have no objection to doing it if that 
will bring support to the plan. A rose by any other 
name would smell as sweet. As we view it, all that 
would be necessary would be to place the function of 
regulation of all transportation agencies in the hands 
of the Interstate Commerce Commission, perhaps en- 
larging that body by two or three members, and pro- 
vide for enlarging its staff to take care of additional 
duties, amending the law accordingly. 


Our campaign for such a plan has not been en- 
tirely without results for, against strenuous opposition 
from persons and interests, most of whom have since 
come to realize the wisdom of the plan, regulation of 
motor carriers was provided for and put in the hands 
of the Commission. The same thing, to some extent, 
has been done with respect to water carriers, though 
Congress has not yet gone “whole hog”’ for that idea. 
But aviation still is outside the pale of Commission regu- 
lation. It should be brought in, especially now, when, 
after the war, aviation bids fair to become an increas- 
ingly important factor in commercial transport. 

The advantages of such unified regulation to us 
seem obvious. Without it we have inconsistencies, pro- 
motion of one kind of transport at the expense of an- 
other, and a lack of that.coordination and unification 
in the regulation of transportation that we are trying 
to bring about in transportation itself. The objection 
to it seems to answer itself. It is mainly that each kind 
of transport, to the extent that it is regulated at all, 
ought to be regulated by its friends—which is exactly 
what it ought not to be. It is not necessary even that 
rail, or motor, or water, or air transport be regulated 
by persons who are especially familiar with that kind 
of transportation. That has not been found essential 





OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. ; 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 















_ Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure.  . 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ratien rail passenger travel. 
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in the case of Interstate Commerce regulation of rail 
and motor transport. It is true, of course, that men 


appointed to this body should be intelligent in trans- 
portation and acquainted with the broad picture, but 
that railroads should be regulated by railroad men, 
motor transport by men in the motor transport busi- 
ness, water transport by waterway advocates, or air 
transport by aviation enthusiasts, is an unsound idea. 

We welcome the action of the Southern Traffic 
League and hope to see it materialize in legislation. 
The plan would save money, and time, and confusion. 


Railroad Anti-Trust Suit 


Assuming, at least for the sake of the argument, 
® that the Attorney General’s anti-trust suit against 
the western railroads is sound in law (and most persons 
qualified to judge think it is, by the way), it is still to be 
condemned, first, because this is no time to institute 
such a legal proceeding when the railroads are burdened 
with an immense war task from which their attention 
should not be diverted, and, second, because, if the suit 
is successful, there will be chaos in transportation rates 
and competition. If it be said—as it well may be—that 
the law is the law and should be enforced regardless of 
whom enforcement hurts or helps, then the answer is, 
of course, that the anti-trust act, so far as it applies to 
the regulated transportation industry, should be re- 
pealed. The present system of making rates cannot be 
tampered with but to the detriment of sound transporta- 
tion; if the law interferes with that system, then the 
law should be changed. 


Campaign Embarrassments 


It is typical of this presidential campaign, as of 

other political campaigns, national and local, that 
partisans cheer what their candidates have to say and 
swallow it whole, and bitterly condemn what the opposi- 
tion candidates have to say on the same subject, regard- 
less of the facts and without stopping to think. There 
could be no better example of this than what is being 
said about labor strikes, nor could there be a better 
example than this of the embarrassment to candidates 
who are seeking the support of this or that group. 


Mr. Dewey has charged to Mr. Roosevelt responsi- 
bility for what strikes there have been in this war time 
because of his confused manner of dealing with labor. 
He even includes the recent threatened railroad strike 
in this category. Mr. Roosevelt, of course, repudiates 
the charge. But neither candidate can tell the truth 
about the situation without, he fears, alienating some 
part of the “labor vote.”’ The truth is that, as we have 
pointed out before, the rail workers voted to strike and, 
so far as anybody knows, would have carried out the 
threat had the government not taken over the railroads. 
They should be severely condemned for this act of pro- 
posed sabotage in time of war. But Mr. Dewey, of 
course, cannot take that position. Neither can Mr. 
Roosevelt. So that part of the public not acquainted 
with the facts is confused and divides in opinion accord- 
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ing to its liking for one candidate and dislike of the 
other. One who knows about the facts being discussed 
in a given political speech can hardly help a feeling of 
disgust whenever he listens. He must make due allow- 
ances and make up his mind on the general*aspect of 
things rather than on the frankness and honesty with 
which specific things in which he is interested are dis- 
cussed by candidates. 







































Conserving Pullman Space 


There is one specific respect in which conservation 

of Pullman space has received little or no attention, 
at least from the Office of Defense Transportation. That 
is in the matter of occupancy of drawing rooms, com- 
partments, and double bedrooms. Pullman tariffs pro- 
vide that agents may not sell a section for single occu- 
pancy except when bought from the conductor, if avail- 
able, between 8 o’clock P. M. and 8 A. M., but no re- 
strictions have been placed on single occupancy of draw- 
ing rooms, compartments, or double bedrooms, provided, 
of course, the passenger buys the required tickets, as 
many are able and willing to do. 

We realize that it is difficult to get passengers to 
“double up,” as the railroads say they try to do, but 
something more than is being done could, doubtless, be 


accomplished by present methods and, if not, there § 


could be a rule by the O. D. T. against single occupancy 
of such accommodations. 
travel in luxury and has the money to enable him to do 
so is not a good reason why he should be permitted to 
use space he does not need while others go without. We 
imagine that, on most runs at most times, there would 
be no difficulty in filling all available double accommoda- 
tions. 


SENATOR LANGER AND I. C. C. 


In a long address in the Senate, constituting, as he termed 
it, an answer to an “unwarranted attack” on him by his North 
Dakota colleague in the Senate (Senator Nye), Senator Langer, 
of North Dakota, stated that he had acted “promptly” on a 


request by Neal E. Williams, commerce counsel for the Cham-: 


ber of Commerce of Fargo, N. D., that Senator Langer call 
on the President personally to urge “the reappointment of 
Claude Porter, a Democrat from Iowa, and Clyde Aitchison, 
a Republican from Oregon, as members of the Interstate Com- 
merce Commission.” 
Senator Langer also said that he had “cooperated with 
Senator George (chairman of the Senate finance committee) 
in eliminating from the 1942 revenue bill a House provision 
providing a 5 per cent sales tax on freight and express charges’ 
and that Mr. Williams thereafter had expressed, in a letter to 
Senator Langer, pleasure that the senator could “step in to 
block this unfair measure.” 
Congressional Record excerpts from a letter, dated February 29 


1943, addressed to him by Mr. Williams, thanking the senator 
for “the prompt action you gave us in getting refrigerator cals 


for the movement of seed potatoes out of the Red River Valley’ 


and for “the good work you did in jarring these refrigerato! 


cars loose.” 


Senator Langer reported that, in a conversation he had 
with some of his friends from North Dakota, in Septembe!, 
1943, in Washington, statements were made that Senator Ny‘ 
would “have an awful lot of money back of him” and thal 
“Jaffrey, the president of the Soo Line at the time Nye hal 
his automobile accident, had placed his own special privat 
railroad car at Nye’s disposal, had taken him to Washingtol, 
and that the Fargo Forum had* printed a picture of Nye ! 
Jaffrey’s special railroad car with a nurse taking care of hil 
and someone said, ‘How are you going to beat Senator Nyé 
when the Soo Railroad is back of him and when you remembe! 
that this man Jaffrey is also the head of one of the chain of 
banks all over the northwest, and worth millions upon milliom 


of dollars?’ ” 


Because a man desires to 
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Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 


American Transfer Motor Rights 


The Commission, division 4, has ruled that, at this time, 
it is not necessary that a construction engineering company, 
controlling the purchasing carrier in MC F-2189, Davidson 
Transfer & Storage Co.—Purchase—American Transfer Co., 
be subjected to the provisions of sections 204(a)(1) and (2) 
and 220 of the interstate commerce act. In its report and order 
approving and transaction, with conditions, the Commission 
said that Day & Zimmerman, controlling Davidson through 
ownership of 51 per cent of its common stock and 66% of its 
preferred stock outstanding, had asked that it not be sub- 
jected to the aforementioned provisions of the act because it 
would be impracticable for it to keep the accounts and records 
of its business under the Commission’s uniform system of 
accounts designed for motor carriers, but had said it was 
willing to furnish such information as the Commission might 
request, and to permit the Commission’s representatives to 
inspect its books. It said that Day & Zimmerman, a Maryland 
corporation, was engaged in construction engineering, contract- 
ing, and industrial development, and that its investment in 
Davidson was its only interest in the transportation field. 

The rights proposed to be purchased, for $5,000, according 
to the report, were those authorizing the transportation of 
general commodities over regular routes between Washington, 
D. C., and Richmond, Va., serving the intermediate point of 
Fredericksburg, and, over irregular routes, of matches, clothes- 


f pins, toothpicks, paper and pulpboard articles, from Baltimore, 


Md., to Norfolk, Va.; of heavy machinery, between Baltimore, 
on the one hand, and, on the other, Washington, Norfolk, 
Portsmouth, Richmond, Alexandria, Fredericksburg, and New- 


| port News, Va., and points and places within 10 miles of each; 


and of household goods between Baltimore, on the one hand. 
and, on the other, Richmond, Fredericksburg, Petersburg, Nor- 
folk, Portsmouth, Suffolk, Newport News, and Hampton, Va. 
Saying that the agreement between the parties stated that 
American’s right to continue to operate between Baltimore and 
Washington over its retained regular route would be unaffected, 
but that the intention as to the authority to serve intermediate 
points within the Washington commercial zone on the Wash- 
ington-Richmond route was not clear, the report said that 
“under our findings such rights will be acquired by vendee.” 


Lett & Co. Rights 


“Section 5 is primarily concerned with the transfer of pos- 
session or control of operations, and, in determining the appli- 
cability of that section, the status of the parties and operations 
conducted is controlling,” said the Commission, division 4, in a 
report and order dismissing the applications in MC F-2381, 
V. W. and Harris W. Lee—Control; Carolina Motor Express 
Lines, Inc.—Purchase—Lett & Co. of Indiana, Inc. (Louis R. 
Schear, Trustee), embracing MC F-2382, W. L. Draper and 
Harry G. Bour—Control; Evans Line, Inc.—Purchase—Lett & 
Co. of Indiana, Inc. (Louis R. Schear, Trustee). The report 
said that, although there had been a controversy between Lett 
& Co., and Miami Transportation Co. of Indiana over the 
amount of the remaining balance of the purchase price and the 
time of payment, under an agreement by which Miami pur- 
chased the identical rights sought to be purchased in the two 
proceedings involved in the instant report, Miami had consum- 
mated the transaction under section 5 and assumed the opera- 
tions on May 30, 1942. It said that Lett had acquiesced in the 
consummation at that time as evidenced by the fact that, at 
no time, had it made any attempt to resume operations in its 
own behalf. 

The report also pointed out that Lett had gone into bank- 
Tuptcy, and that, as a result of the controversy between its 
trustee and Miami, the court had ordered the considered rights 
to be resold at public auction. It said that the highest bidders 
at the sale had made the purchase, under the court’s order ap- 
Proving the sale, of “whatever” operating rights Lett might 
have. It said that “we have consistently refrained from adjudi- 
cating disputes between the parties involving interpretation of 
the terms of agreements, such matters being for settlement be- 
tween the parties themselves or by the courts.” It said that the 
conclusion reached was based on the fact that control and pos- 
Session of the considered operations had passed to Miami pur- 





suant to authority granted in MC F-1719, and that Lett there- 
fore no longer had any operating rights or claimed “grand- 
father” rights and was not a motor carrier within the meaning 
of section 203(a) (14) of the interstate commerce act. 

The rights involved covered transportation over regular 
routes of general commodities, between Indianapolis and Cleve- 
land, O., and between Cincinnati and Charleston, W. Va., over 
a prescribed route, serving certain intermediate and off-route 
points, and of special commodities from and to specified points 
in the same general territory. 


Freight Forwarder Operations 


The extent to which one freight forwarder may utilize 
facilities or services of another was discussed in some detail 
by the Commission, division 4, in a report, permit, and order, 
effective November 16, in FF-33, J. R. Kelly Freight Forwarder 
Application. In that proceeding, the division found that the 
applicant was a freight forwarder subject to part IV of the 
interstate commerce act, and should be granted a permit au- 
thorizing him to forward general commodities in interstate 
commerce from all points in Connecticut, Delaware, Illinois, 
Indiana, Iowa, Kentucky, Maine, Maryland, Massachusetts, 
Michigan, Minnesota, Missouri, New Hampshire, New Jersey, 
New York, Ohio, Pennsylvania, Rhode Island, Vermont, Vir- 
ginia, West Virginia, Wisconsin, and the District of Columbia, 
to all points in Texas. 

After discussing the provisions of the act relative to the 
utilization by one forwarder of the facilities or services of an- 
other, the division said it found that the applicant sometimes 
received shipments at its assembly station in Chicago that ap- 
parently had been forwarded thereto by other forwarders for 
their own account, but on which the applicant applied published 
through rates from point of origin in the east to final destina- 
tion in Texas. Such a practice should be discontinued, it said. 
It added that the details of applicant’s arrangement with Lif- 
schultz Fast Freight were not of record, and that “they should 
be scrutinized with care so that the arrangement may conform 
to the principles herein set forth.” 

The division also concluded that the respective operations 
of J. R. Kelly under the trade names of Texas Shippers’ Asso- 
ciation and Seaboard Package Car Co. constituted a single busi- 
ness and that only one permit should be issued to J. R. Kelly, 
doing business as Texas Shippers’ Association. The report 
pointed out that Mr. Kelley had instituted the overland for- 
warder service in October, 1941, when discontinuance of steam- 
ship service forced the discontinuance of the forwarder service 
he had previously conducted, making use of the Morgan Line 
from New York and Boston to Houston, Tex. 

The report said that, because the applicant had been and 
was providing a forwarding service in conjunction with other 
freight forwarders, issues had been raised as to the lawfulness 
of his operating methods and his right to receive a permit based 
on past services. As to the latter, it said, it was sufficient to 
point out that section 410(c) of the act required the issuance 
of a permit to any qualified applicant, if the Commission found 
that the applicant was ready, able and willing properly to per- 
form the service proposed, and that the service, to the extent 
authorized, was or would be consistent with the public interest 
and the national transportation policy. However, it added, it is 
important that “we here interpret the provisions of the statute 
to determine whether one freight forwarder may utilize the 
facilities or services of one or more other freight forwarders.” 

The report then quoted section 418 of the act, and followed 
this with a reference to section 402(a)(5) providing that for- 
warders, subject to part IV, must utilize “for the whole or any 
part of the transportation” of forwarder shipments, ‘‘the serv- 
ices of a carrier or carriers subject to part I, II, or III of this 
act.” The report pointed out that nowhere in part IV was a 
freight forwarder as such referred to as a “carrier” and that 
from the history of the statute it seemed clear that Congress 
had deliberately refrained from so designating freight for- 
warders. It also pointed out that prior to the enactment of part 
IV the Commission and the courts had found that the forwarders 
had the status of shippers in their dealings with rail carriers, 
although in their relation to the public they had characteristics 
of a common carrier transportation agency. 

“It seems to us clear, therefore, that the above quoted pro- 
















820 


visions of part IV are intended to define those whose facilities 
as underlying carriers a freight forwarder may use for the 
transportation outside of terminal areas,” the report said. ‘“‘They 
embody no specific or implied prohibition against the use by a 
freight forwarder of facilities or services of other freight for- 
warders.” 

The report continues: 


However, the extent to which one forwarder may utilize the facili- 
ties or services of another is restricted by other provisions of the statute. 
Section 404(d) provides that forwarders may enter into agreements with 
one another for the joint loading of traffic, and the Commission is given 
power to pass upon the propriety of such agreements. Section 402(a) (5) 
defines a freight forwarder subject to the act, among other things, as 
one which ‘‘assumes responsibility for the transportation * * from point 
of receipt to point of destination.’’ A forwarder cannot assume responsi- 
bility for the transportation from origin to destination unless (a) the 
point or points of origin and destination are encompassed in the terri- 
tory or territories embraced in the permit, and (b) the undertaking is 
evidenced by the issuance of a bill of lading in which such responsibility 
is plainly assumed. Moreover, the term ‘‘joint loading’’ connotes a com- 
mon relation or interest in the operation. In other words, in order to be 
engaged in joint loading two or more freight forwarders, at least theo- 
retically, must load their shipments together in the same car, truck, 
vessel, or airplane. This does not mean, of course, that one forwarder 
may not employ another forwarder to perform terminal services for it, 
provided that the forwarder performing the terminal service acts in a 
true capacity as agent and does not accept as its own the shipments of 
the other forwarder. 


The report said that the applicant solicited Texas con- 
signees, whom he asked to specify that the shipments be for- 
warded in his service, and in his care at Chicago. When this 
was done, it said, the consignors generally selected the type of 
transportation or service used as far as Chicago, and routed 
the shipments accordingly. Such shipments, it said, moved to 
Chicago under standard bills of lading issued by the railroads 
or other common carriers handling that portion of the trans- 
portation and that neither the consignors or the consignees had 
any control over the shipment after the carrier had assumed 
possession, it being understood that the merchandise was under 
the applicant’s service as a freight forwarder. 

The report described the handling of shipments beyond 
Chicago and St. Louis to Texas break-bulk points. It said that 
loss and damage claims were handled by the applicant except 
in those instances where his merchandise had moved in a car 
with freight under the control of another freight forwarder, in 
which event it said the claim might be filed with the other 
forwarder, who would look to the railroad or truck line for 
settlement. Under any circumstances, it said, the claim pay- 
ments were made direct to the applicant or through another 
forwarder to the applicant, and that he then made settlement 
with the consignee. 

The report said that Lifschultz was the applicant’s pre- 
ferred service east of Chicago and was used for a great many 
of his shipments. The record indicated that this service, “which 
is that of a freight forwarder” was frequently specified by the 
consignors as a result of applicant’s solicitation. It said that the 
routing instructions in the applicant’s tariff, with one excep- 
tion, specified that shipments should be routed “Texas Shippers 
Association c/o Lifschultz Fast Freight. . . .” New York, Bos- 
ton, Philadelphia, and Newark were listed in the tariff as the 
points at which freight was to be delivered to Lifschultz, the 
report said, and that “pursuant to agreement Lifschultz per- 
forms all the necessary shipping details for applicant, particu- 
larly at the terminal areas just named including the selection 
of the railroad or other common carrier which will transport 
the merchandise to Chicago.” It said that the applicant’s traffic 
was loaded in the same car with other merchandise moving in 
Lipschultz service, and that after the car arrived at Chicago 
the applicant’s merchandise was removed and placed in the 
care of his warehouseman at that point. It said the applicant 
paid —_—— an agreed compensation for the service per- 
formed. 


Great Northern Refinancing 


Halsey, Stuart & Co., Inc., and 110 associates offered the 
most advantageous bids on new bonds in connection with the 
proposed redemption of approximately $119,887,700 of out- 
standing Great Northern bonds, according to a report and order 
of the Commission, division 4, Commissioner Porter not par- 
ticipating, in Finance No. 14665, Great Northern Railway Co. 
Bonds. The Great Northern was granted authority to issue not 
exceeding $100,000,000 of general mortgage gold bonds, con- 
sisting of $35,000,000 of 34% per cent series K, $30,000,000 of 
3% series L, and $35,000,000 of 3% per cent series M, to be 
sold at 100.88, 100.18, and 100.81, respectively, and accrued 
interest. 

The report said the applicant proposed to call for redemp- 
tion on January 1, 1945, approximately $110,192,700 of out- 
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standing bonds consisting of $35,668,000 of first and refunding 
mortgage 4% per cent gold bonds, $56,524,700 of general-mort- 
gage 4 per cent convertible bonds, and $18,000,000 of collatera] 
trust 4 per cent bonds; and to call for redemption on April 1, 
1945, $9,695,000 of Eastern Railway Co. of Minnesota, northern 
division, first mortgage 4 per cent bonds. It said the applicant 
would use approximately $23,441,097 cash from its treasury. 

It said that the bonds of the new series would be redeem- 
able at the option of the applicant in whole or from time to 
time in part on any interest date prior to their maturity, and 
set forth the redemption percentages. It said that a sinking 
fund provision for the three series required the applicant to pay 
the trustee $1,000,000 annually on July 1 of each year beginning 
in 1946 and continuing so long as any of the bonds were out- 
standing or until adequate provision had been made for their 
payment, unless bonds issued and outstanding (excluding those 
held by the applicant) on any July 1 amonted to not more than 
$225,000,000, in which event, it said, the applicant would pay 
the trustee the sum of $1,000,000, or the amount by which the 
applicant’s net income after fixed charges and other deductions 
for the year ending on December 31 next preceding exceeded 
$10,000,000 whichever was the lesser amount. It said that if the 
net income for any such calendar year preceding a July 1 on 
which not more than $225,000,000 principal amount of general 
mortgage bonds were outstanding, should not exceed $10,000,000 
or, if it should exceed $10,000,000 by less than $1,000,000, the 
applicant would be under no obligation on such July 1 or at 
any later date to make “any sinking fund payment in respect of 
such calendar year in the first eventuality, and in the second, it 
will be under no such obligation on such July 1 or at any later 
date to make any sinking fund payment in respect of such 
calendar year in excess of the amount by which the net income 
for such year exceeded $10,000,000.” 

The report said the applicant expected to begin publication 
of calls for redemption of the outstanding bonds on or about 
October 29. 

It said that the effect of the proposed re-financing would 
be a net saving of $7,126,562.89, computed as set forth in the 
report. 

The report described certain provisions in the purchase 
agreement to become applicable in the event that some of the 
general mortgage series of G and H bonds might be converted, 
in which event, it said, more money would have been provided 
than was necessary to carry out the program. 














































Petroleum Carrier Status Change 


By a report in MC 64932, Sub. 30, Rogers Cartage Co., 
Extension—Petroleum Products, the Commission, division 5, 
with Commissioner Lee writing a concurring opinion, has ap- 
proved the issuance of a certificate to the applicant, subject to 
the cancellation at applicant’s request, of its permit in MC 
102374, which the report said embraced MC 102374, Sub. 1. The 
Commission found that present and future convenience required 
operation by the applicant as a common carrier in interstate or 
foreign commerce, of petroleum and petroleum products in bulk, 
in tank trucks, (1) from Hartford, Ill., to points in Indiana, 
Iowa, and Missouri; (2) from Blue Island, Ill., and points within 
one and one-half miles of Blue Island to points in Indiana; (3) 
from Lawrenceville, Ill., to St. Louis, Mo.; and (4) from East 
Peoria, Ill., to points in Iowa on and east of U. S. highway 63 
and on and south of U. S. highway 20, all over irregular routes. 

The report pointed out that the applicant held a permit 
authorizing contract carrier service in territory identical with 
that in which it sought authority to perform as a common Car- 
rier. It said the applicant also held a certificate authorizing 
common carriage of general commodities within a 50-mile radius 
of Chicago, and of petroleum products from East Chicago, Ind., 
and points within 10 miles thereof, to certain territory in north- 
eastern Illinois, together with certain contract and common car- 
rier operations under temporary authorities which did not con- 
flict with those here proposed. } 

The report said the applicant had written contracts with 
three oil companies and that it originally sought contract carrier 
authority because at that time it intended to serve those com- 
panies only. It said that it had developed that, by reason of 
exchange of products between certain of these companies and 
other petroleum producers, for sales by these companies based 
on deliveries at their plants, other shippers had called on the 
applicant to provide transportation from three of the origins. 

Such exchange of products had long been customary among 
petroleum producers, the report said, and that its importance 
had increased as a result of war conditions. It said that the 
applicant urged that operation by it as a common carrier would 
facilitate the making and carrying out of such ‘arrangements, 
as it would not be necessary as at.present to execute a contract 
and make the prospective shipper a party to its schedules of 
minimum rates in each case, which, the report said, had pre- 
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vented the applicant from rendering a prompt service. The re- 
port said the applicant additionally desired to change its status 
to enable it to eliminate its present dual operations under per- 
manent authority and simplify its operations from an adminis- 
trative viewpoint. : 

The report said the record left no doubt as to a need for 
the applicant’s service, and the sole issue was whether “there 
is a public need, or, in other words, whether its service is re- 
quired by public convenience and necessity,” and continued: 


It is clear that applicant does not desire to devote its service to the 
limited number of shippers now served by it, but, on the contrary, 
intends to make its service available to any shipper desiring its service. 
Because of the more frequent use of exchange agreements among ship- 
pers of petroleum products, applicant has experienced increased de- 
mands for its service from other shippers. The supporting shippers 
have manifested a need for aplicant’s service as a motor common carrier. 
In our opinion, the evidence establishes a public need for the proposed 
service. The granting of a certificate herein will, however, be condi- 
tioned upon the surrender for cancellation of the permits issued to 
applicant in the proceedings heretofore mentioned. 


Commissioner Lee said that, in his opinion, the real reasons 
for changing the applicant’s status were not stated in the report. 
He pointed out that Congress had recognized the two classes of 
carriers for hire in the motor carrier act, 1935, as it was orig- 
inally enacted, and that the distinctions between the two was 
that the common carrier served the public generally on a basis 
of charges to be set forth in its published tariffs. The contract 
carrier, he said, served only selected persons under individual 
contracts or agreements, and that it was required to file only a 
schedule of minimum charges. In filing “grandfather’’ applica- 
tions, carriers were free to request certificates or permits, he 
said, and that many applicants who were transporting property 
for a relatively few shippers sought permits. He added that “we 
accorded weight to these requests in the determination of the 
applications.” 

The Commissioner then said that “a couple of years after 
the act was passed, division 5 took the drastic step of requiring 
contract carriers to make and enter into contracts in writing 
with their shippers, specifying the exact charges to be paid, 
which had to be the same as their minimum charges, and to file 
copies of such contracts with us. Contracts of Contract Carriers, 
1M. C. C. 628, Filing of Contracts by Contract Carriers, 2 M. 
C. C. 55, 41 M. C. C. 527.” He said that Congress had later 
amended section 220(a) -to validate the requirement that con- 
tract carriers could make and file contracts in writing. He said 
that division 5 had also held common and contract carriers could 
not interchange traffic, Holmes Contract Carrier Application, 
8M. C. C. 39. 

He said that for these and other reasons many contract 
carriers found that they could not operate successfully as such, 
and that a considerable number had asked for common carrier 
authority. He said the Commission had acceded to their requests 
in many cases where justified by the evidence, and that he could 
think of none that had been denied. He continued: 


The instant applicant is a transporter of petroleum products, in 
bulk, in tank trucks. It holds both classes of authority. It serves a 
few oil companies. Logically and lawfully I think it is a contract carrier 
insofar as the transportation here considered is concerned. However, 
other petroleum haulers, performing the same kind of service, hold 
common carrier authority, and they have evidenced no desire to be 
made contract carriers. Being both a common and contract carrier of 
petroleum products, applicant has concluded that, because of the dif- 
ferent regulation of the two classes of carriers, it prefers to operate 
only as a common carrier, and, therefore, it has filed this application. 
As either a common or contract carrier, applicant holds itself out to 
serve, and is desirous of serving, the general public to the extent that 
Such general public is engaged in shipping petroleum products, in tank 
trucks. There are, however, relatively few persons or corporations so 
engaged. While the test is whether the carrier is holding itself out to 
serve the general public, I believe applicant is serving the public, as a 
contract carrier of petroleum products, in tank trucks, to the same ex- 
tent as are common carriers engaged in transporting the same com- 
Modities. There is no doubt in my mind that the present regulation of 
such common carriers is less irksome than that of such contract carriers, 
and that applicant can comply with our regulations as a common carrier 


much easier than it can comply with the regulations governing a con- 
tract carrier. 


ALTERNATE ROUTE RULING 


In MC.1362, Sub. 13, Highway Express, Inc., Extension— 
Fredericktown, Mo., embracing also MC 11220, Sub. 33, Gordons 
Transports, Inc., Extension—Fredericktown, Mo., the Commis- 
Sion, division 5, has granted these carriers, both of Memphis, 

enn., certificates to operate as common carriers of general 
Commodities, with exceptions, between junction U. S. highways 
61 and 67, near Fredericktown, Mo., and Little Rock, Ark., over 
U. S. highway 67, as an alternate route for operating conveni- 
€nce only, with no service at the described: junction or at any 
intermediate points. 


The report pointed out that because of the circuity of the 
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presently authorized routes, the carriers had been forbidden to 
operate over them by O. D. T. order 3. It pointed out further 
that Highway had carried 3,553,948 pounds of freight in the six 
months’ period ending January 31, 1943, between St. Louis and 
Little Rock, and that Gordon, in the six months’ period ending 
May 31, 1942, had transported 3,330,878 pounds of freight from 
St. Louis to Little Rock, and 2,989,528 pounds in the reverse 
direction. It said that the alternate route authority would re- 
store these carriers to the competitive position they had for- 
merly enjoyed and would result in their rendering a more effi- 
cient and economical operation. 


0. W. R. & N.-U. P. Financing 


In granting the authority sought by the Oregon-Washing- 
ton Railroad & Navigation Co. to issue refunding mortgage 
bonds, the Commission, division 4, in a report in Finance No. 
14689, Oregon-Washington Railroad & Navigation Co. Bonds, 
conditioned the authorization on increasing of the annual sink- 
ing fund payments proposed for the new series A bonds from 
$375,000 to $547,500. It said that, while it might be possible 
that the price received for short-term bonds was slightly better 
than would have been received for a longer-term bond, it was 
of the opinion that the Oregon-Washington Railroad & Naviga- 
tion Co., subsidiary of the Union Pacific, should have availed 
itself of the favorable market now obtaining for low-rate rail- 
road bonds and provided for a term longer than the proposed 
16 years. 

The O. W. R. & N. was granted authority to issue not 
exceeding $72,194,000 of refunding mortgage bonds, consisting 
of $54,750,000 of series A, and $17,444,000 of series B, the 
series A bonds to be sold at 102.098 and accrued interest from 
October 1, 1944, to date of delivery (Kuhn, Loeb & Co. and 85 
associates having made the better of two bids), and the series 
B bonds to be sold to the Union Pacific at the same price. 
Authority was granted to the Union Pacific to assume obliga- 
tion and liability in respect of the payment of the principal of 
and interest on the $54,750,000 of series A bonds, by endorsing 
its guaranty thereon. 


The report said O. W. R. & N., a subsidiary of the Union 
Pacific, proposed to call for redemption on January 1, 1945, at 
105, its 4 per cent first and refunding mortgage bonds, matur- 
ing January 1, 1961. It said that the bonds presently outstand- 
ing in the hands of the public consisted of $54,201,000 of series 
A bonds and £109,800 of series B bonds, both guaranteed as to 
principal and interest by the Union Pacific, and that the latter 
owned $2,444,000 of these series A bonds and £3,000,000 of the 
series B bonds. It said the series B bonds, including those out- 
standing and those owned by the Union Pacific, were convertible 
into $15,549,000 of series A bonds on payment to the subsidiary 
of $466,470. Such conversion, it said, would increase the total 
of the old bonds outstanding to $72,194,000, all series A, of 
which $54,750,000 would be owned by the public and $17,444,000 
by the Union Pacific. It said the subsidiary held $253,000 of 
the series A bonds in its treasury, it would surrender to the 
trustee for cancellation at the time of the redemption, when 
the mortgage would be cancelled. 

The prdposed refinancing would be advantageous to the 
Union Pacific, the report said, as the interest on the old bonds 
was guaranteed by it and the proposed bonds would be so 
guaranteed, so that in case of nonpayment of interest its obli- 
gation would be less, and pointed out that under its lease of 
the subsidiary’s properties the rent payable, including interest 
on the subsidiary’s outstanding bonds, would be reduced ac- 
cordingly. 

The report said the proposed bonds would be secured by a 
new refunding mortgage to be made to the City Bank Farmers 
Trust Co., as trustee, under date of October 1. Part of the 
property to be subjected to the lien of the new mortgage was 
acquired by the subsidiary subject to the lien of a consolidated 
mortgage dated August 17, 1896, made by the Oregon Railroad 
& Naviagtion Co. to the New York Security & Trust Co., trus- 
tees, and the properties to be included under the new mortgage 
would be subject to the lien of that mortgage, under which 
$23,380,000 of consolidated mortgage bonds, due June 1, 1946, 
were outstanding, according to the report. It added that provi- 
sion would be made in the new mortgage for the issue of 
$23,380,000 of bonds thereunder to refund or retire these bonds. 
In addition thereto, it said, and to the series A and B bonds, 
refunding mortgage bonds would be issuable without limitation 
as to aggregate amount to reimburse partially the subsidiary 
company for expenditures chargeable to capital account made 
after October 1, 1944, subject to certain limtations. After the 
discharge of the consolidated mortgage of the Oregon Railroad 
& Navigation Co., bonds other than series A and B issuable 
under the proposed new mortgage might be entitled to first 
mortgage bonds, the report said. 

The report pointed out that the series A and series B bonds 
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would bear interest at 3 per cent a year. It said the effect of 
the proposed refinancing as estimated by the applicants showed 
a net saving of $6,639,655 over a 16-year period, and pointed 
out that the term of the proposed bonds, 16 years, was approxi- 
mately the unexpired term of the first and refunding mortgage 
bonds to be redeemed. After reviewing the terms of the sink- 
ing fund provisions, the report said that all bonds retired 
through the operation of the sinking fund were to be cancelled 
and that no bonds might be issued under the mortgage in sub- 
stitution thereof. 


In connection with the conversion of the sterling bonds, 
the report said: , 


As indicated above, the conversion of £3,109,800 of sterling bonds 
into $15,549,000 of first and refunding mortgage bonds, series A, would 
require paying to the subsidiary $466,470. Our order of January 22, 
1921, in Bonds of Oregon-Washington R. R. Navigation Co., 65 I. C. C. 
739, required that the proceeds of all payments received in connection 
with the exchange of dollar bonds for sterling bonds should be used 
solely for capital purposes. This provision might be construed as 
permitting such payments to be used to retire outstanding first and 
refunding mortgage bonds, but in our opinion would not permit the 
use thereof for the payment of the premium on the bonds to be 
redeemed. As a possibility exists that the payments to be received 
in the exchange of dollar bonds for sterling bonds and the proceeds 
from the sale of the proposed refunding-mortgage bonds will be 
greater than the principal amount of first and refunding mortgage 
bonds to be redeemed, our order herein will provide that any pro- 
ceeds from the sale of the refunding-mortgage bonds which are not 
applied to the redemption of first and refunding mortgage bonds shall 
be paid into the sinking fund for the new series A bonds as an 
additional payment thereto. 


FARM COOPERATIVE MOTOR PURCHASE 


Pointing out that certain member stockholders of the farm 
cooperative wholesale organization proposing to purchase motor 
carrier operating rights owned stock in other cooperatives that 
conducted operations by motor vehicle in interstate or foreign 
commerce in the performance of service for such stockholders, 
the Commission, division 4, has denied the application in MC 
F-2377, Farmers Union Transporters of Williston—Purchase— 
H. F. Johnson. The report said that, while Farmers Union 
conducted no operations in interstate or foreign commerce, and 
that, except for the fact that the record contained some indi- 
cation that it might be controlled by or be under common con- 
trol with companies that did operate in interstate or foreign 
commerce, it would be clear that the proposed purchase was 
not a transaction subject to section 5 of the interstate commerce 
act. However, it added, as to those other companies, the record 
was wholly inadequate to support findings as to the nature and 
extent of their operations, whether or not they did or properly 
might operate under the partial exemption of section 203(b) (5), 
and the exact nature of their relationship to vendee. As these 
essential facts had not been established, the application must 
be denied for lack of evidence, the report said. 


The cooperative, of Billings, Mont., according to the re- 
port, proposed to purchase that portion of the operating rights 
of H. F. Johnson, also of Billings, authorizing the transporta- 
tion of liquid petroleum products, in bulk, in tank trucks, over 
irregular routes, from Laurel, Mont., and points within 5 miles 
thereof, to points in North Dakota on and west of U. S. high- 
way, for $2,000. 


Railroad Abandonments 
H. and L. F. 


By a report and order in Finance No. 14660, Hampton & 
Langley Field Railway Co. Abandonment, the Commission, di- 
vision 4, has authorized the applicant to abandon, as to inter- 
state and foreign commerce, its line of railroad, about three 
miles in length, between the Chesapeake & Ohio right of way 
at the city limits of Hampton, to Langley Field, Va., in Eliza- 
beth City county, Va. The applicant said that the reason for 
the abandonment was that the government desired to purchase 
the physical assets of the company, and was operating the same 
for its benefit. 

R. G. & E. P. 


By a report and certificate in Finance No. 14669, Rio 
Grande & Eagle Pass Railway Co. Abandonment, the Commis- 
sion, division 4, has authorized the applicant to abandon a por- 
tion of its line of railroad extending from milepost 7 to the end 
of the line at Gardner, approximately 14.47 miles, in Webb 
county, Tex. The certificate was made effective 15 days after 
its date, September 18. The report said that the segment was 
used for only a small portion of the traffic naturally tributary 
to it and that it did not appear that the line served a substan- 
tial public need. The vegetables now shipped over it appar- 
ently could be handled to other available loading points without 
undue difficulty, it said, and that, under such circumstances, 
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the applicant should not be required to continue the operation 
at substantial losses. 


Wabash 


In Finance No. 1388, Wabash Railroad Co. Abandonment, 
a proceeding in which the Commission, division 4, denied, in 
February, 1943, an application for authority to abandon the 
branch line extending from Helmer to Stroh, Ind., approxi- 
mately 4.83 miles, without prejudice to renewal of the applica- 
tion after one year, the Wabash has again asked for authority 
to abandon that branch. The applicant said that all of the 
buildings owned by a cement company at Stroh, with certain 
exception, had been sold, and the equipment removed, and that 
it had been informed that the building would be wrecked and 
all rails on the cement company’s property would be taken up 
and shipped. It pointed out that the chief ground for the previ- 
ous denial had been that the operation of the branch resulted 
in a net profit except when the cement factory was temporarily 
idle. The Wabash said all the information available indicated 
that any intention to operate the cement plant in the future 
had been abandoned. 

Great Northern 


The Great Northern Railway Co., by an application in 
Finance No. 14711, has asked the Commission for authority to 
abandon a line of railroad extending from a point near Bend, 
Ore., to Hixon Junction, Ore., about 15.41 miles, all in Des 
Chutes county. The applicant said the Commission had author- 
ized construction of the involved line, on the “easterly side” of 
the Des Chutes River in Finance No. 8747, 175 I. C. C. 367, but 
that, in that same proceeding, the Commission had dismissed its 
application to suspend operations on a line of railroad between 
the same points on the “westerly side” of the river on the ground 
that its authority under the interstate commerce act extended 
only to authorization of abandonment and that it was not pro- 
posed to abandon the line. The applicant said it regarded the 
construction of the involved line as a relocation of its line. It 
said that the Shevlin-Hixon Co., which was operating its private 
logging trains over the line west of the river under its rights 
as a one-quarter owner of that line, desired to purchase the 
applicant’s three-quarters interest in the line, and added that 
the applicant desired to make the sale for the reason that it had 
no present or prospective need or use for that line. Its continued 
ownership of a three-fourths interest was unwarranted, it said, 
would serve no public or private purpose, and would constitute 
an unreasonable burden on its operations in interstate commerce. 


A. C. L. 


In Finance No. 14714, the Atlantic Coast Line Railroad Co. 
has asked the Commission for authority to abandon a line of 
railroad extending from Sprague to and including Luverne, in 
Montgomery and Crenshaw counties, Ala., a distance of approxi- 
mately 33 miles. The A. C. L. said that the line proposed to be 
abandoned was, and for some time had been, unproductive and 
unprofitable, and that the traffic was insufficient to justify its 
continuance. It said that no improvement in traffic or revenues 
was expected. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be om 
bained by prompt application to the Commission.) 


Wallboard 


I. and S. M-2297, Wallboard to and from New England. 
By division 3. Discontinued. Suspended schedules ordered can- 
celled. Increased motor common-carrier rates resulting from 
proposed restriction of less-than-truckload and truckload com- 
modity rates on fiber wallboard so as to apply only on fiber 
wallboard not over three-eighths inch thick, between points 
in New England and points in southeastern New York and 
northeastern New Jersey, found unjust and unreasonable. By 
schedules filed to become effective September 13, 1943, motor 
common carriers parties to certain joint agency tariffs issued 
by the New England Motor Rate Bureau, proposed to restrict 
the application of the commodity rates as aforementioned. On 
protests of the Celotex Corporation and the Price Administrator, 
the schedules were suspended until April 13, and their effective 
date postponed by respondents until October 10. The report 
said the bureau contended that fiberboards in excess of three- 
eighths of an inch in thickness were insulating boards and not 
wallboards, adding that, although there was some general evV!- 
dence in support of that contention, it appeared to be based 
largely on the use to which the commodity was put, which, 
it said, was not a transportation characteristic. It said the 
record was clear that the shipping densities did not necessarily 
decrease with an increase in the thickness of fiber wallboar 
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and that rates on wallboards, therefore, could not be predicated 
on thickness if they were to be consistent with the weight 
density of the articles. 


Shavings, Etc. 


No. 29041, E. I. Dupont de Nemours & Co., vs. Chicago, 
North Shore & Milwaukee Railroad Co., et al., embracing No. 
29041, Sub. 1, Same vs. Indiana Harbor Belt Railroad Co., et al. 
By division 2. Reparation awarded. Rates charged or sought 
to be applied on carload shipments of small wood particles and 
shavings, that had been reduced in size by saws and by ham- 
mering and grinding processes and of which not more than 75 
per cent by weight would pass through screens having 60 
meshes to the linear inch, from Laona, Wis., to Seneca, IIl., 
Carl Junction, Mo., and Mineral Springs, Ala., found inap- 
plicable in some instances. Rates maintained on sawdust found 
applicable. Rates applicable on carload shipments of the de- 
scribed commodity from Laona to Mineral Springs, found un- 
reasonable. Reasonable rate for the future prescribed as to 
these. Defendants authorized to waive collection of outstanding 
undercharges. The principal question for determination, ac- 
cording to the report, was whether the shipped commodity was 
sawdust or wood flour within the meaning of the tariff descrip- 
tions. Both materials, the report continued, were used in the 
manufacture of dynamite and other explosives as absorbents 
to prevent the leakage of liquid ingredients and to control the 
explosives’ weight density. The report said that the commodity 
under consideration was readily distinguishable from wood 
flour within the meaning of the tariff descriptions; that it had 
been and was sawdust and that the rates contemporaneously 
maintained on sawdust from Laona to Seneca, Carl Junction, 
and Mineral Springs had been and were applicable on the 
complainant’s shipments. The report asserted that the rates 
applicable without the addition of the general increases au- 
thorized March 2, 1942, were, on the shipments to Seneca 18 
cents, on the shipments to Carl Junction 38 cents, and on the 
shipments to Mineral Springs 47 cents, prior to December 1, 
1942, and 48 cents on and after that date; and that the rates 
applicable on the shipments to Mineral Springs had been, were, 
and for the future would be unreasonable to the extent that 
they had exceeded, exceed or would exceed 42 cents. General in- 
creases authorized March 2, 1942, the report asserted, should be 
in addition to the rates found applicable and reasonable in the 
period they were in effect. The applicable rates in No. 29041, 
Sub. 1, were ordered established on or before December 26, 
on not less than 30 days’ notice. 


Handling Charge 


I. & S: Docket No. 5295, Handling Freight by C. & N. W. 
Ry. at Chicago. By division 3. Order of suspension vacated and 
proceeding discontinued. Schedules proposing increased charges 
by respondent for handling freight at certain of its Chicago, 
Ill., freight stations found just and reasonable. By schedules 
filed to become effective May 1, 1944, respondent Chicago & 
North Western Railway Co. (Claude A. Roth, trustee) proposed 
to increase the separate charges for handling traffic at its de- 
scribed freight stations. On protest of the Price Administrator 
and the Director of Economic Stabilization, operation of the 
schedules was suspended until December 1, 1944. The report 
said that in connection with traffic on which it performed no 
rail transportation, the respondent charged 3.75 cents a hundred 
pounds for transfer at its freight stations, and that it proposed 
to increase its present handling charges to 10 cents a hundred 
pounds, except on traffic on which it performed a line-haul 
service and for which it received a division of the line-haul 
revenue, and except on traffic interchanged with the Santa Fe 
and Rock Island railroads, on which it received a division of the 
line-haul revenue although it performed only terminal rail 
transportation. The report asserted that although the respond- 
ent proposed to continue the loading and unloading charge of 
3.75 cents on traffic on which it received line-haul revenue, it 
did not consider that charge compensatory. According to the 
report, the record indicated that the respondent’s costs for per- 
forming its freight handling services at its Chicago freight 
Stations were in excess of the proposed charges. The report said 
it found the schedules under suspension just and reasonable. 





Commission Water Reports 


(An asterisk before the docket number means that the report 
will not de printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*\W-347. Seaport Navigation Co., Application. Certificate 
granted. By division 4. Applicant found entitled to continue 
operation as a common carrier by self-propelled vessels of not 
more than 100 indicated horsepower and not more than 100 
tons cargo-carrying capacity in the transportation of commodi- 
ties generally between Eastpost, Me., on the one hand, and, on 
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the other, Lubec, Jonesport, Millbridge, Machiasport, and Rob- 
binston, Me. The applicant also asked for authority to serve 
St. Andrews, N. B., Canada. The report noted that the appli- 
cant interchanged traffic with the Canadian Pacific Railway Co., 
at St. Andrews, but said that the water transportation per- 
formed in connection with such traffic was not from a place in 
the United States to another place in the United States and 
was not included within the term “interstate or foreign trans- 
portation” as defined in section 302(i) of the interstate com- 
merce act. The report concluded, therefore, that the applicant 
needed no authority from the Commission to continue service 
between Maine ports and St. Andrews. The report said that 
the applicant interchanged traffic with the Main Central Rail- 
road Co., at Eastport and participated in through route and 
joint rate arrangements with the railroads under a common 
control, management, or arrangement. The certificate was made 
effective December 11. 

*W-706. Smith Scow Corporation Contract Carrier Appli- 
cation. By division 4. Permit granted. On reconsideration, the 
applicant was found to have been in bona fide operation at 
New York on January 1, 1940, as a contract carrier by water 
in furnishing (under charter, lease, or other agreement) non- 
self-propelled deck scows to persons other than carriers subject 
to the act to be used by them in the transportation of their 
own property. The report said that such service had been con- 
tinued since that date. The report said the applicant did not 
restrict the use of its scows to the transportation of particular 
commodities but furnished them for the transportation of any 
property for which they were suited, and that the only limita- 
tion on its service had been on the particular type of vessel 
furnished, namely, non-self-propelled deck scows. -The report 
pointed out that on April 16, 1942, division 4 dismissed an appli- 
cation originally filed by the applicant under provisions of sec- 
tion 309(f) of the act, on the ground that its service to carriers 
subject to the act was not subject to part III of the act. The 
certificate was made effective December 11. 

*W-318, California Transportation Co. Common Carrier 
Application, embracing W-319, Sacramento & San Joaquin 
River Lines, Inc., Common Carrier Application. By division 4. 
Certificate granted, effective December 9, authorizing the ap- 
plicants, under the trade name of The River Lines, to continue 
jointly the transportation of commodities generally by self- 
propelled vessels and by non-self-propelled vessels with the 
use of separate towing vessels, between ports and points on 
the San Francisco, San Pablo, and Suisun Bays, the Sacra- 
mento River, and on the San Joaquin River, below and includ- 
ing Stockton, and their tributaries. The report said the appli- 
cants’ service on the San Joaquin River had been confined to 
points below and including Stockton, and that the authority 
granted must be limited accordingly. It also denied that por- 
tion of the application of California Transportation Co. seeking 
authority to transport passengers. The report said that such 
service had been abandoned September 29, 1940, and that the 
applicant did not expect to engage in passenger service again. 





Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 96525, Morris Gettinger, New York, N. Y., common 
carrier. Certificate denied. Uncrated machinery and machines, 
including electric motors and generators, between New York, 
N. Y., and points in Mass., R. I., Conn., N. Y., N. J., a described 
area of Pa., Del., Md., and the District of Columbia. 

*MC 21866, Sub. 16, Winfield Alfred West, Boyertown, Pa., 
extension. Certificate granted. Fruit juices from Fleetwood, 
Pa., to points in N. J., and new fruit juice containers from 
Bridgeton and Glassboro, N. J., to Fleetwood, over irregular 
routes. 

*MC 100543, J. C. Wooten, Navasota, Tex., contract car- 
rier. Permit denied on reconsideration, the Commission, divi- 
sion 5, finding that the collection and delivery services per- 
formed by the applicant within the corporate limits of Nava- 
sota, Tex., are exempt, under section 202(c)(2), from the cer- 
tificate and permit requirements of the interstate commerce 
act. 

*MC 104767, Knight and Brogdon, Valdosta, Ga., common 
carrier. Certificate denied. General commodities, including 
household goods, between points in Ga., on the one hand, and, 
on the other, points in N. C., S. C., Ala., and Fla., over irreg- 
ular routes. 

*MC 104928, David D. Derstine, Telford, Pa., common car- 
rier. Certificate: denied. Road-building machinery and equip- 
ment and road construction materials and supplies, between 
Telford, Pa., and points within 25 miles thereof, and between 
those points, on the one hand, and, on the other, points in Pa., 
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N. J., N. Y¥., Del., and Md., within 175 miles of Telford, over 
irregular routes. 

*MC 66817, Sub. 16, Hayes Freight Lines, Inc., Mattoon, 
lil., extension. Certificate granted. General commodities, 
with certain exceptions, between certain Ind. points, and be- 
tween Memphis, Tenn., and Cairo, Ill., over specified alternate 
routes, for operating convenience only, in connection with the 
applicant’s presently authorized routes, with no service at 
intermediate or off-route points not otherwise authorized. Serv- 
ice authorized: (1) Between junction of Ind. highways 62 and 
37 (near St. Croix) and junction Ind. highways 66 and 45 (near 
Rockport), over Ind. highway 37 to junction Ind. highway 66, 
thence over Ind. highway 66 to junction Ind. highway 45; and 
(2) between Memphis, Tenn., and Cairo, Ill., over U. S. highway 
61 to Sikeston, Mo., thence over U. S. highway 60 to junction 
U. S. highway 51, thence over U. S. highway 51 to Cairo; sub- 
ject, however, to the restrictions (a) that no shipments origin- 
iating west of a line extending south along the IIl.-Ind. state 
line from Lake Michigan to its junction with Ind. highway 66, 
near New Harmony, Ind., thence along Ind. highway 66 to 
Evansville, Ind., thence along U. S. highway 41 to Hopkinsville, 
Ky., thence along U. S. highway 41W to Clarksville, Tenn., and 
thence along Tenn. highway 13, to the Tenn.-Ala. state line 
may be transported over the above-specified route (2), and (b) 
that no shipments originating at or moving through Memphis 
may be transported over the above-specified route (2) when 
destined to points west of the line described in (a) above. 

*MC 93701, Sub. 4, Rosario Bernier, Greenville, N. H., ex- 
tension. Certificate granted. Petroleum products, in bulk, in 
tank trucks, from Boston, Chelsea, Revere, Everett, Somer- 
ville, and Waltham, Mass., to points in a described area of N. H. 

*MC 31285, Sub. 1, Tower Trucking Co., Inc., Wheeling, 
W. Va., extension. Certificate granted on further hearing, and 
findings in prior report, 42 M. C. C. 399, reversed in part. 
Specified commodities, from or to certain points in Pa., W. Va., 
Va., Ga., N. C., and S. C., over irregular routes. 





FINANCE APPLICATIONS 


Finance No. 14691, second amendment, Union Stockyards Corpora- 
tion, in connection with application for authority to issue $5,500,000 
principal amount of first mortgage and collateral trust sinking fund 
bonds, series A, files a memorandum of changes in the form of indenture 
of mortgage and deed of trust, which it says have been agreed to by 
the applicant and the Northwestern Mutual Life Insurance Co., proposed 
purchaser of the bonds. 

Finance No. 14712, Cleveland & Pittsburgh Railroad Co., asks 
authority to issue and sell $11,000,000 of general and refunding mortgage 
bonds, series C, to be dated October 1, 1944, and to mature October 1, 
1974, to bear interest at a rate to be determined by competitive bid- 
ding; and the Pennsylvania Railroad Co. asks authority to assume, as 
lessee and guarantor, obligation and liability in respect of said bonds. 

Finance No. 14713, Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co. asks authority to issue and sell $23,735,000 of general 
mortgage bonds, to be dated October 1, 1944, and to mature October 1, 
1975, to bear interest at a rate to be determined by competitive bidding; 
and the Pennsylvania Railroad Co., as lessee and guarantor, asks 
authority to assume obligation and liability in respect of said bonds. 

MC F-2657, Joseph F. Whelan, president of Joseph F. Whelan Co., 
Ine., of New York, N. Y., a contract carrier, asks authority to acquire 
control of Ferris & Rossborough Co., a common carrier, also of New 
York. The application says it is not proposed that Mr. Whelan shall 
become either a stockholder, officer, or director of Ferris & Ross- 
borough, but only that he shall be available from time to time for 
consultation and expression of judgment concerning policy matters, 
when he shall be asked to do so. It says it is not proposed that Mr. 
Whelan shall receive any compensation or other consideration, and 
that it is not believed that this would constitute ‘‘control in a common 
interest’’ of the two corporations by means of ‘‘common management”’ 
and for that reason asks that the application be dismissed; or, if deemed 
by the Commission under the facts described that such an application 
is required, then that it may be granted. 

MC F-2658, Elmer C. Breuer, Inc., and Elmer C. Breuer, of Cleve- 
land, O., asks authority to purchase certain operating rights of Wilson 
Motor Lines, Inc., also of Cleveland. 

Finance No. 14706, Columbia & Millstadt Railroad Co., asks author- 
ity to purchase from the Gulf, Mobile & Ohio a part of the latter’s 
lines extending between Millstadt Junction, Monroe county, Illinois, 
and Millstadt, St. Clair county, IIl., 7.61 miles, together with side, 
industry and terminal tracks, buildings, and other appurtenances, all 
referred to as the Millstadt branch. The application said the purchase 
price represented approximately the salvage value, $27,100. It said 
that the G. M. & O. had approached local interests in connection with 
proposed abandonment of the branch for their suggestions, and that 
those interests had organized a new Illinois corporation to take over 
and operate the branch. 

Finance No. 14707, Columbia & Millstadt Railroad Co. asks authority 
to issue $25,000 of capital stock to consist of 2,500 shares of a par 
value of $10 a share. The applicant said all of the stock must be 
issued at par and for cash and that 500 shares had been subscribed 
for issuance at once, the remainder to be issued from time to time 
as required. The application was submitted concurrently with the 
application in Finance No. 14706. : 

Finance No. 14710, Missouri-Illinois Railroad Co., asks authority 
to issue and deliver to the Boatmen’s National Bank of St. Louis its 
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promissory note for $750,000 to be dated December 30 and payable in 
monthly installments of $12,500 each on the first day of each month 
beginning February 1, 1945, with interest from date until maturity 
at 2 per cent a year, payable monthly on the unpaid principal, ang 
from maturity whether by acceleration or by otherwise, at the rate 
of 4 per cent a year until paid, and to assume obligation and liability 
with respect thereto. The application said the loan and additional 
cash of the applicant would be used to pay off $1,177,500 principal 
amount of first mortgage series A 5 per cent bonds maturing January 
1, 1959. It said the bonds were callable on any interest date on or 
before January 1, 1954, in the principal amount and accrued interest, 
together with a 5 per cent premium on the principal amount. 

MC F-2653, Herrin Motor Lines, Inc., of Shreveport, La., asks auv- 
thority to purchase certain operating rights, equipment, and property of 
Leonard Truck Lines, Inc., also of Shreveport, and temporarily to 
operate. 

MC F-2654, Hughes Transportation, Inc., of Charleston, S. C., asks 
authority to purchase certain operating rights, equipment, and prop- 
erty of R. D. Nilson, dba Nilson Motor Express, of Walterboro, S. C.,, 
and temporarily to operate. 

MC F-2655, Standard Freight Lines, Inc., of Chicago, Ill., asks for 
authority to merge with it the operating rights, equipment, and prop- 
erty of Bates Motor Transport Lines, Inc., also of Chicago, Standard 
to become the surviving corporation. 

MC F-2656, R. A. Brown, C. F. Iles, and H. E. McKinney, dba 
Meadows Transfer Co., of Des Moines, Ia., asks authority to lease 


certain motor equipment from Meadows Transfer, Inc., also of Des 
Moines. 


COMMISSION ORDERS 


No. 28974, Interstate commutation fares, Chicago, Ill., district. 
Respondent railroads granted leave to file petition for reconsideration 
on or before November 8. 

1. & S. M-2442, Falwell Fast Freight, cancellation of participation. 
Reopened for further hearing, on October 12, at 9:30 o’clock a. m. at 
Washington, D. C., before Examiner Stillwell. 

MC 10875, Branch Motor Express Co., a corporation, common car- 
rier application and, MC 10876, Branch Motor Express Co., a corpora- 
tion contract carrier application. Reopened for further hearing, in 
order to determine whether a certificate should be issued to applicant 
to operate as a common carrier by motor vehicle, in interstate or 
foreign commerce, of garments and materials and supplies used in 
manufacture of garments from, to, or between all of points, and over 
all routes over which applicant is presently authorized to transport 
general commodities, with exceptions, in certificate of June 6, 1942, 
Orders of June 10, 1938, in MC 10875, and May 17, 1941, in MC 10876, 
vacated to extent applicant was denied right to continue above- 
described transportation of garments and material and supplies used 
in manufacture of garments. 

MC-C 352, George E. Sabin, Gladys Sabin and Vera L. Sabin, dba 
Bell Potato Chip Co. vs. Aberdeen Truck Line et al. Defendants’ peti- 
tion for reconsideration, denied. 

MC-F 1951, Refiners Transport & Terminal Corp., purchasé, Leander 
G. Tait. Application dismissed. : 

MC-F 2128, Refiners Transport & Terminal Corp., purchase, W. T. 
Holt, Ine., and W. T. Holt. Application dismissed. 

MC-F 2618, Davidson Transfer & Storage Co., issuance of securities. 
Application dismissed. 

No. 28892, C. E. Mitcham vs. A. T. & S. F. Petition of complainant 
for reconsideration, denied. ~ 

No. 28895, Elmer W. Henderson vs. Southern. Petition of com- 
plainant for further hearing and oral argument, denied. 

No. 28932, Cincinnati Meat Packers Assoc. vs. Alton et al. Com- 
plainant granted leave to file petition for reconsideration on or before 
October 28. 

No. 28977, Limits Industrial Building Corp. et al. vs. B. & O. C. T. 
Petition of complainants for rehearing, denied. 

W-384, Sudden & Christenson (Arrow Line), common carrier appli- 
cation, W-383, Christenson Steamship Co., common carrier application, 
and W-388, Waterman Steamship Corp., common carrier application. 
Reopened for rehearing and assigned for rehearing on November 13, 
9:30 o’clock a. m., at Washington, D. C., before Examiner Walsh. 

W-413, Wilbur J. Smith, common and contract carrier application. 
Petition of applicant for reopening and reconsideration accepted and 
filed in proceeding, and time for filing reply to petition extended to 
October 18. 

W-432, Longview Tugboat Co., common and contract carrier appli- 
cation. Petition of applicant for reopening and reconsideration accepted 
and filed in proceeding, and time for filing reply to petition extended 
to October 18. 


RAIL STATISTICAL STATEMENTS WAIVED 


The Commission, division 1, issued an order September 21, 
to the effect that the requirements of the Commission’s order of 
December 18, 1941, and amendments thereof, relating to the con- 
solidated statistical statements, were waived for the year ended 
December 31, 1943. It said that the accounting division of the 
Association of American Railroads had requested that the filing 
of consolidated statistical statements, by steam railway com- 
panies that had annudl railway operating revenues of $10,000,- 
000 or more, be waived for the duration of the war and one 
year thereafter, because of the shortage of experienced per- 
sonnel necessary for the preparation of such statements on 
account of war conditions. 

The order provided that the Commission’s order of Decem- 
ber 18, 1941, and amendments thereof, should in all other re- 
spects remain in full force and effect. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 








Freight Forwarder Applications 


Permits for two San Francisco freight forwarder corpora- 
tions to forward commodities generally in a described area 
were recommended by R. W. Snow, assistant director of the 
Commission’s Bureau of Water Carriers and Freight Forward- 
ers, in a report in No. FF 51, Merchant Shippers Association, 
Inc., Freight Forwarder Application, embracing also No. FF 48, 
Stor Dor Forwarding Co., and No. FF 49, Westland Forward- 
ing Co. 

. The report recommends that Merchant Shippers Associa- 
tion and Stor Dor Forwarding Co., both of San Francisco, be 
granted permits to forward commodities generally from points 
in Louisiana, Arkansas, Kansas, Nebraska, South Dakota, North 
Dakota, and points each of such States, to points in Arizona, 
California, Nevada, Utah, Oregon, Washington, Idaho, El Paso 
county, Tex., and points in New Mexico south of U. S. highway 
60. The report also recommends that the application of West- 
land Forwarding Co., San Francisco, affiliated financially with 
Stor Dor Forwarding Co., be denied, because of their common 


f ownership by T. R. Sorensen, of San Francisco, and the appli- 


cants’ preference that if only one application were to be granted 
it be issued to Stor Dor. 

As to Merchant Shippers Association, the report said, the 
situation differed materially from that of the other two corpora- 
tions. The report recited that Merchant maintained a separate 
set of books and that although it jointly loaded with Westland 
and Stor Dor and they jointly used the same facilities, it main- 
tained a separate sales organization. The report said that while 
Mr. Sorensen and Mable A. Sorensen, his wife, owned 10 shares 
more than one-half cf this company’s capital stock, the remain- 
ing shares were held by 27 other individuals or companies and 
it would be manifestly unjust to these minority stockholders 
not to issue a permit to Merchant because of the issuance of a 
permit to Westland or Stor Dor, in which they had no financial 
interest. 

Protests against the granting of the applications, the report 
said, were filed by National Carloading Corporation and Uni- 
versal Carloading & Distributing Co., Inc. 


Gulf Coast Towing Applications 


In W-262, Gulf Coast Towing Co., Inc., Applications, the 
Commission’s Bureau of Water Carriers and Freight Forward- 
ers has recommended that the applicant be granted authority 
as a common carrier by self-propelled vessels in the perform- 
ance of general towage and by non-self-propelled vessels with 
the use of separate towing vessels between described ports and 
points on the Gulf Intracoastal Waterway, Gulf of Mexico, and 
Mississippi River. 


The bureau also recommended that inasmuch as the appli- 
cant operated primarily as a common carrier the portion of its 
application seeking authority to furnish vessels to persons 
other than carriers subject to the interstate commerce act be 
denied. It pointed out that in view of the fact that the appli- 
cation’s operation as a contract carrier would be competitive 
with its operation as a common carrier, and that the holding 
of both a certificate and a permit was found not to be :consis- 
tent with the public interest and the national transportation 
Policy, it followed that its requested exemption from the pro- 
visions of section 302(e) of the act would not be warranted. 

The report pointed out that the applicant chartered vessels 
to shippers to be used by them in transporting their own prop- 
erty; that this constituted operation as a contract carrier: and 
that under provisions of section 310 of the act the applicant 
might not be granted a certificate to perform common carrier 
service and a permit to charter its vessels unless the Commis- 
Sion found that both might be held consistently with the public 
interest and the national transportation policy. The report said 
that the applicant’s common and contract carrier services were 
performed in a common territory, that they involved the trans- 
portation of similar commodities, and that the two services 
were competitive with each other. 

_ “Under dual authority there would be opportunity for dis- 
crimination among shippers and unfair competitive practices 
among carriers,” the report said. “No showing has been made 
by the applicant that the holding of dual authority would be 





consistent with the public interest and the national transporta- 
tion policy.” 

It recommended that the Commission find Gulf Coast Tow- 
ing Co., Inc., to have been a bona fide operator as a common 
carrier by towing vessels in the performance of general towage 
and by non-self-propelled vessels with the use of separate 
towing vessels in the transportation of commodities generally 
between ports and points on the Gulf Intracoastal Waterway 
and its tributaries from Mobile to Franklin, inclusive (but not 
including the Mississippi River), and on the Mobile, Alabama, 
Tombigee, and Warrior Rivers from Lynn Park to Mobile, in- 
clusive. 


The bureau further recommended that the applicant be 
granted authority as a common carrier by self-propelled ves- 
sels in the performance of general towage and by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of commodities generally by way of the Gulf 
Intracoastal Waterway or the Mississippi River, between ports 
and points on the Gulf Intracoastal Waterway and the Gulf of 
Mexico and its tributaries from Mobile to Ft. Myers and from 
Franklin to Port Aransas, inclusive, and on the Mississippi 
River from New Orleans to Baton Rouge, incdusive. 


Red River Lumber Switching 


Following rehearing in Red River Lumber Co., Terminal 
Allowances, Ex Parte No. 104, Practices of Carriers Affecting 
Operating Revenues or Expenses, Part II, Terminal Services, 
Examiners Leonard Way and S. R. Diamondson have recom- 
mended to the Commission that the obligations of respondents 
Southern Pacific Co., and Western Pacific Railroad Co., to the 
Red River Lumber Co., for performing switching services at its 
plant at Westwood, Calif., under their line-haul rates, did not 
extend beyond present points of interchange, and that payment 
by them for switching service beyond those points was unlawful. 

It was definitely clear, the report said, that the respondents’ 
trainyard at Westwood lacked sufficient capacity to hold the 
number of empty and loaded cars delivered to and received 
from the-lumber company daily, in addition to certain loaded 
and empty log cars. The report said the evidence disclosed that 
the trainyard area, because of physical limitations, could not be 
enlarged. It was equally clear, the report continued, that the 
interchange of loaded and empty cars on described tracks in the 
drying yard of the lumber company was not desired, and, in 
fact, not feasible under present conditions. The report recom- 
mended that, under these circumstances, the present arrange- 
ment of delivering empty cars to the lumber company in 
the respondents’ trainyard and receiving outbound loaded cars 
on the wye tracks near the lumber company’s plant constitute 
reasonably convenient points of interchange. 


Further recommendations of the report were that the inter- 
state line-haul rates of the respondent railroads covered the 
delivery and receipt of carload shipments at reasonably con- 
venient points; that the transportation services performed for 
the lumber company by the respondents began and ended at 
the described tracks; and that the movement by the lumber 
company of empty cars from the trainyard and outbound loaded 
cars to the wye were plant services that it was not the duty of 
the respondents to perform. 


The report also recommended that allowances made by the 
respondent railroads to the lumber company constituted refunds 
of a portion of the rates or charges that were collected or re- 
ceived as compensation for the interstate transportation of prop- 
erty in violation of section 6(7) of the interstate commerce act. 


Ohio River Sand Co. Operations 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-254, Ohio River Sand 
Co., Applications, has recommended that the applicants be found 
entitled to continue operation at Louisville, Ky., as a contract 
carrier in furnishing (under charter, lease, or other agreement) 
non-self-propelled deck scows to persons other than carriers 
subject to the interstate commerce act. At the same time the 
bureau recommended that the application in so far as it sought 
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exemption under sections 302(e) and 303(h), be denied and 
dismissed. 

The bureau said that approximately 95 per cent of the 
transportation performed by the applicants was the carriage of 
its own sand and gravel and that no permit was required to 
continue such transportation. The bureau pointed out that the 
certificate of exemption sought under section 303(h) was in- 
tended to cover transportation performed by the applicant for 
itself, but that the section provided that the Commission should 
issue a certificate of exemption to a water carrier engaged 
solely in transporting the property of a person that owned all 
or substantially all of the voting stock of the carriers. It said 
that, inasmuch as the involved transportation was for the ap- 
plicant and not for a parent or affiliated company the provi- 
sions of section 303(h) were inapplicable. 

After discussing other exempt transportation performed by 
the applicant the bureau said that the only complete transpor- 
tation service it had performed was in 1939 when a land crane 
was transported in each direction between Covington, Ky., and 
Aurora, Ind. It said that the movement of this crane, in the 
absence of other evidence of actual transportation of other 
commodities since the statutory date was not sufficient evidence 
of past operations to entitle the applicant to a certificate or 
permit under the “grandfather” provisions of part III, to per- 
form a complete freighting service and that such authority 
should be denied. 

Concerning the authority granted, the bureau made the fol- 
lowing comments: 


Under section 302(e) applicant seeks an order exempting its 
services in the furnishing of vessels to persons other than carriers 
subject to the act. In C. F. Harms Co. Contract Carrier Application, 250 
I. C. C. 513, the Commission, division 4, found that the regulation of 
furnishers of vessels to shippers was necessary to carry out the national 
transportation policy. This conclusion was affirmed by the Commission 
in its report on reargument in that case reported in 260 I. C. Ce 171. 
Applicant’s barges or deck scows are chartered to shippers and 
earriers for any use for which they are suited without limitation as 
to the commodities to be transported or the place or places to which 
they are to be moved. The provisions of section 302(e) define its 
services in the furnishing of vessels to persons other than carriers 
subject to the act to be those of a contract carrier. In 1939 and since 
it has chartered barges to carriers subject to the act and to shippers 
which used them for the transportation of coal, sand, gravel, land 
cranes, and housing units, and for the purpose of laying cable and 
performing other marine contract work. Applicant does not restrict 
the use of its vessels to the transportation of particular commodities, 
but they are chartered for the transportation of any kind of property 
for which they are suited. The only limitation in its service has 
been in the particular type of vessels which it furnished, namely, 
non-self-propelled barges or deck scows. Following the decision in 
the report on reargument in the Harms case, supra, applicant is enti- 
tled to a permit to continue to operate at Louisville in the furnishing 
of non-self-propelled deck scows to persons other than carriers subject 
to the act for the transportation of their own property. 











Motor Proposed Reports 


rRecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed bu other parties, or 
*he order has been stayed or postponed by the Commission. State 
*n which applicant has home office is shown in “‘black face’’ type, 
with name of town or city following.) 


Missouri (Kansas City)—-MC 36422, Sub. 3, Stanford S. 
Block and Selma S. Block, extension. Permit proposed. Mer- 
chandise, such as is dealt in by retail department stores, trans- 
ported under individual contracts or agreements with persons 
who operate retail department stores, between points in Leav- 
enworth, Johnson, and Wyandotte counties, Kan., on the one 
hand, and, on the other, Kansas City, Mo. 

Pennsylvania (Philadelphia)—-MC 15003, Henry J. Fried- 
man, broker, embracing MC 15003, Sub. 1, Henry J. Friedman, 
dba O. Henry & Co., broker. On further hearing, recommends 
affirming findings in prior reports, 30 M. C. C. 514 and 43 
M. C. C. 1, denying license. General commodities, with excep- 
tions, between points in Pa., N. J., N. Y., Conn., Mass., Del., 
Md., District of Columbia, and Va. 


Proposed Reports 


Bags, Boxes 


I. and S. M-2354, Bags, Boxes—Omaha and Council Bluffs 
to Iowa Points. By Examiner Roy L. Burge. Proposed restric- 
tions on less-than-truckload classification exceptions rating on 
bags and boxes between Omaha and South Omaha, Neb., and 
Council Bluffs, Iowa, and points in Iowa and Illinois not just 
and reasonable. Recommends cancellation of suspended sched- 
ules and discontinuance. By schedules filed to become effective 





TRAFFIC WORLD 


January 10, approximately 100 common carriers, parties to a 
Middlewest Motor Freight Bureau Tariff, proposed to cance] 
present 1. t. 1. classifications exceptions rating of fourth class 
(50 per cent of first class) on bags and boxes between the 
aforementioned points, except for single-line application on the 
lines of 10 carriers, resulting in higher commodity rates or a 
classifications exceptions rating of column 55-A (approximately 
63 per cent of first class). On protest of the Price Administra- 
tor the schedules were suspended until August 10, and their 
effective date postponed indefinitely. The report said the sched- 
ules were filed to satisfy complaints of Iowa shipping interests 
that present rates accorded preferential treatment to Omaha 
shippers to the prejudice of Iowa shippers. It said that the 10 
carriers had requested that the present fourth class-exceptions 
rating be maintained on single-line traffic only on their lines, 
It said that continuation of the present exceptions rating by 
those carriers on single-line traffic, and by none of the carriers 
on joint-line traffic, would serve only further to complicate the 
rate situation without eliminating any unlawful preference and 
prejudice that might exist, and that the respondents had not 
sustained the burden of showing that the proposed changes 
were just and reasonable. 


Paints, Etc. 


I. and S. M-2380, Paints and Materials—Chicago to Omaha 
and Sioux City. By Examiner Roy L. Burge. Proposed cancel- 
lation of commodity rates on paint and paint materials, min- 
ima 5,000 and 12,000 pounds, from Chicago, Ill., to Omaha, 
Neb., and Sioux City, Ia., just and reasonable. Recommends 
vacation of suspension order and discontinuance. By schedules 
filed to become effective March 15, members of Middlewest 
Motor Freight Bureau proposed to cancel commodity rates as 
aforementioned, and in lieu thereof to apply higher class rates, 
On protest of the Office of Price Administration and the Direc- 
tor of Economic Stabilization, the schedules were suspended 
until October 15, and their effective date postponed indefinitely. 
The report said that column 52 rates of 85 and 86 cents, min- 
imum 5,000 pounds, and column 50 rates of 82 and 83 cents, 
minimum 10,000 pounds, to Omaha and Sioux City, respectively 
would apply in lieu of the commodity rates of 63 cents, min- 
imum 5,000 pounds, and 58 cents, minimum 12,000 pounds. It 
said that average expense for handling truckload and l. t. 1. 
traffic in the considered area had been shown to be 25.44 cents 
a truck-mile; that the ton-mile revenue under the existing rate 
from Chicago to Omaha was 2.61 cents on 5,000 pounds, and 
2.4 cents on a 10,000 pound shipment. From Chicago to Sioux 
City, it said, the ton-mile revenue on 5,000 pounds was 2.5 
cents and on a 10,000-pound shipment, 2.3 cents. A 20,000- 
pound shipment of paint under the present rate would produce 
earnings varying from 23 to 26 cents a mile, it said. The 
quantities considered were actually 1. t. 1., it said, and that the 
respondents did not maintain commodity rates anywhere else 
in the territory on paint in the stated quantities and that the 
present record failed to show any sufficient reason for accord- 
ing Omaha and Sioux City special treatment. The report said 
higher class rates would apply on a few articles in the paint 
list, because of a difference between the lists of those on which 
commodity rates, and those on which exceptions ratings, ap- 
plied, and that the exceptions ratings should be amended to 


include all articles on which the commodity rates presently 
applied. 


Soap, Etc. 


I. and S. M-2426, Soap, etce.—Over Lyman Truck Lines. 
By Examiner Roy L. Burge. Increased motor common-carrier 
rates resulting from proposed restrictions of classification- 
exceptions ratings on soap, soap powder, and related articles, 
over the lines of Lyman Truck Lines, between southwestern 
and western trunk-line territories not just and reasonable. 
Recommends cancellation of suspended schedules, and discon- 
tinuance. By schedules filed to become effective May 25, car- 
riers parties to an exceptions to the national motor freight 
classification of the Mid-Western Motor Freight Tariff Bureau, 
Inc., and certain other agents, proposed to restrict the excep- 
tions ratings on the involved traffic, between southwestern and 
western. trunk-line territories, so that they would not apply on 
traffic moving over the lines of Ralph W. Porter, executor of 
the estate of E. W. Lyman, deceased, dba Lyman Truck Lines. 
On protests of the Price Administrator and the Director of 
Economic Stabilization, the schedules were postponed to De- 
cember 25. The report said the proposed restrictions would 


result in the application of the full classification rating of col- : 


umn 37.5, subject to a minimum of 18,000 pounds, on shipments 
transported by Lyman, but that the other carriers, parties t0 
the exceptions, generally would continue the present exceptions 
ratings. It pointed out that the respondent’s soap traffic was 
shipped from Kansas City, mainly to Oklahoma, and that the 
north-bound tonnage of respondent was about one-half of that 
moving south-bound. It said the respondent’s contention was 
that a basis of rates was justified on south-bound traffic that 
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would yield sufficient revenue to compensate for the alleged 
unprofitable north-bound operation. It said that if the north- 
pound rates were less than reasonably compensatory, it ap- 
peared they should be revised instead of increasing south-bound 
rates, now on a higher level than north-bound. 


Paper Articles 


I. and S. M-2414, Paper Articles in Middle Atlantic Terri- 
tory. By Examiner Harold P. Boss. Proposed cancellation of 
truckload commodity rates on boxes, paper, paperstock, and 
boards between points in trunkline territory not just and rea- 
sonable. Recommends suspended schedules be ordered can- 
celled and proceeding discontinued. By schedules filed to be- 
come effective May 3, 1944, respondent motor common car- 
riers, parties to certain tariffs of the Middle Atlantic States 
Motor Carrier Conference, Inc., proposed to cancel their truck- 
load commodity rates on boxes, paper, paperstock, and boards 
between numerous points-in trunkline territory. On protest 
of certain shippers, the Price Administrator, and the Director 
of Economic Stabilization, schedules were postponed until De- 
cember 3. The report said it was proposed to cancel described 
scale rates on the involved commodities, which, it said, were 
approximately 35 per cent of first class where the first-class 
rate exceeded 69 cents but did not exceed $1.29, and approxi- 
mately 55 per cent of first class where the first-class rate ex- 
ceeded $1.29. It said the respondents proposed to continue the 
specific commodity rates, apparently because there was a large 
volume of movement thereunder. It said these latter rates were 
generally no higher than the scale rates that were said to be 
non-compensatory, and that, on the contrary, respondents indi- 


cated their willingness to establish additional point-to-point 


commodity rates, apparently on the same basis as the present 
rates, from and to points where it could be shown there was 
a large movement. In the circumstances, it said, it appeared 
that little, if any, additional revenue would result from the 
proposed adjustment. It pointed out that the involved com- 
modities were comparable in value and transportation charac- 
teristics to roofing and building materials, on which respond- 
ents’ rates were generally based on the commodity scales, and 
that apparently no change in those rates was proposed. The 
report said the respondents had not sustained the statutory 


burden of showing the proposed changed rates just and rea- 
sonable. 


Motor-for-Rail Service 


_ Protestant motor carriers in MC 23929, Sub. 6, Alto Truck- 
ing Co., Inc., the applicant, and the Lehigh Valley Railroad 
Co., have filed exceptions to the proposed report of Examiner 
Reece Harrison in that proceeding. The examiner recom- 
mended a grant of authority to the applicant for the transpor- 
tation of general commodities between points in Pennsylvania 
and New Jersey that were stations on the Lehigh Valley Rail- 
road, subject to the conditions that the service be auxiliary to, 
or supplemental of, that of the railroad, and that the ship- 
ments handled be limited to those moving under through bills 
of lading or express receipts (see Traffic World, Sept. 2, p. 
504). The railroad, and the applicant, asked that the certificate 
to be granted contain names of a number of stations on the 
Lehigh not mentioned in the proposed report. 

The protestant motor carriers, Arrow Carrier Corporation, 
Modern Transfer Co., Karns Transfer Co., Inc., and Highway 
Express Lines, Inc., said that the examiner had recommended 
a grant of authority larger in territorial extent than that re- 
quested in the amended application, and asked that any order 
granting authority be restricted to the scope of the amended 
application, or that the case be reopened for further hearing 
as to the broader territory recommended by the examiner. 

The protestants also objected to the distinction drawn by 
the examiner between the instant proceeding and that involved 
in Thomson vs. United States, 321 U. S. 19, on the ground that 
the railroad was supporting the applicant in this case. They 
said that every significant fact in the instant case corresponded 
to those enumerated by the Supreme Court of the United 
States in its opinion in the Thomson case, and that the exam- 
Iner had not “said to the contrary,” but that he had committed 
the error of supposing that under identical operating facts the 
decision as to whether the railroad or the vehicle operator 
would be the motor carrier depended entirely on the wishes of 
the railroad. It was not believed, they said, that the Commis- 
sion would deem the distinction well-grounded in law, and 
that the Commission was “bound to know that the view of its 
examiner, if adopted by the Commission, would lack any merit 
before a judicial reviewing tribunal if otherwise the decision 
In this case should make such review necessary.” 

‘he motor carrier protestants also objected to the fact 
that the report was written by Examiner Harrison although, 
they said, the matter had been referred to a joint board with 
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Examiner Harrison designated to advise with and assist the 
joint board. They said that if the joint board members had 
not declined to perform their statutory functions, the proceed- 
ing required to be decided at least initially by the joint 
board. 

They said that without discussing or citing them, Examiner 
Harrison had followed the reasoning of other Commission de- 
cisions to the effect that improvement of railroad services 
through the institution of railroad motor truck operations estab- 
lished public convenience and necessity regardless of other 
available and qualified motor carriers being in the field. They 
said that “whether or not that is a correct view of the law is 
a question that is now in course of submission to the Supreme 
Court of the United States.” 

The Office of Defense Transportation has issued supp. order 
O. D. T. 2-9, authorizing the Potomac Edison Co. to substitute 
motor bus service over that section of its electric railway line 
between Middletown and Myersville, Md., for the electric service 
now operated by it between those points. 


EX PARTE 148 RATE SUSPENSION 


In response to a request from J. M. Souby, general solicitor 
for the Association of American Railroads, the Commission has 
extended to October 6 the time for filing a reply to the petition 
of the National Association of Railroad and Utilities Commis- 
sioners and others, for issuance of a citation requiring the rail- 
roads to show cause why the freight rate increases in Ex Parte 
No. 148, Increased Railway Rates, Fares and Charges, 1942, 
now suspended until December 31, should not be permanently 
cancelled. 

In a letter to the Commission, Mr. Souby said that the re- 
quest was necessitated because representatives of the railroads 
found it impossible to hold the necessary conferences for the 
purpose of preparing a reply to the petition within the limit of 
time fixed under the Commission’s rules. He said that “can- 
vass of the situation has developed that the earliest date on 
which a conference for that purpose can be arranged is in the 
first week of*October.” 

The Commission has reopened the proceeding for further 
hearing October 23 in Washington, D. C., before Commissioners 
a Mahaffie, and Splawn (see Traffic World, Sept. 23, 
p. ‘ 


Petroleum Carrier Denial 


Petroleum Carrier Corporation has asked that the entire 
Commission reconsider the decision of division 5 in MC 63517, 
Sub. 8, Petroleum Carrier Corporation Common Carrier Appli- 
cation, in which the division denied the request of the applicant 
that its status be changed from that of a contract carrier to 
that of a common carrier, and that it be allowed to serve a 
more extensive origin and destination territory as a common 
carrier than it had served as a contract carrier (see Traffic 
World, Aug. 26, p. 490). The carrier said the decision was 
predicated on four conclusions, each of which, it said, was 
either fallacious in fact or based on an untenable legal conclu- 
sion, departing from the established decisions of the Commis- 
sion, even on the same set of facts in the same territory. 

“The effect of division 5’s report is to create the necessity 
for additional expenditure of time, money, and labor, not only 
on the part of applicant but also interested shippers, at some 
future time when conditions may be deemed ‘normal,’ in renew- 
ing the instant application. Not only is such a result unfair 
and unjust, in view of the action taken on other like applica- 
tions, but may create serious economic problems in the time 
lag between application and approval, bearing in mind the 
dependence of shippers on applicant’s outstanding position in 
the territory.” The division’s conclusions should be reconsid- 
ered and the application granted, it said. 

The first premise on which the division’s decision rested, 
the carrier said, was that “it was incumbent on applicant to 
prove both present and future public convenience and neces- 
sity.” It said that section 207(a) of the interstate commerce 
act imposed no such requirement, and that the entire Commis- 
sion had recognized “the proper disjunctive reading of the sec- 
tion” in the analogous section 309(c) in W-592, T. J. McCarthy 
Steamship Co. Common Carrier Application. 

The second premise, it said, was that no shipper could say 
with certainty the full extent to which it would use either in- 
volved pipe line after the ocean terminals were restored to 
normal use. The carrier quoted the decision in Casey Jones, 
Extension, 11 M. C. C. 235, as saying, in part, that allowance 
must be made “for the inability of representatives of the in- 
dustry which they serve (the petroleum industry) to definitely 
outline the changes which may occur in the future,’ and that 
it had made a far more particular proof as to the need of 
its service on the return of normal conditions than had been 
called for by the Casey case., It further cited four cases in 
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which, it said, ‘on only a fraction of the evidence in this case, 
and on applications filed long after the one at bar,” division 5 
had granted permanent authority to part of the requested 
destination territory from certain of the Southeastern and 
Plantation Pipe Line outlets. 

As to what it said was the third premise of the division’s 
decision, that numerous other carriers holding temporary au- 
thority might be in a position in the future to serve the new 
original points, Petroleum said a wholly new conception of 
public convenience and necessity and the effect of temporary 
authority was introduced. It said that no statutory authority 
for the position taken—that the division would have to ignore 
such temporary authority granted other carriers—and no cita- 
tion of precedent had been given by the division “for this novel 
addition to the rights granted under the temporary authority 
section of the act.” 

The final premise, it said, was that the applicant’s services 
were or would be those of a contract carrier rather than a com- 
mon carrier and that, therefore, no change in status should be 
permitted. It said that its request for a change in status was 
partly voluntary and partly compulsory—voluntary in respect 
of its desire to hold itself out to transport for all petroleum 
shippers on call, and compulsory in respect of the Commis- 
sion’s special permission order No. 4557, of September 22, 1941, 
requiring the proportional rates of the Southeastern Pipe Line 
to be applied only in connection with common carrier service 
beyond the pipe line outlets. It quoted N. S. Craig Contract 
Carrier Application, 24 M. C. C. 331, 28 M. C. C. 629, 31 M. C. C. 
705 to the effect that ‘even specialization in physical operations 
does not necessarily negative a common carriage status where, 
for example, such physically specialized services are held out 
to all shippers in that particular class of the public having need 
therefor.” 

“If applicant elects to hold itself out to transport for the 
general public and become subject to the more rigid regulation 
to this Commission rather than to hide its holding out, mean- 
while adding to its contracts as it may do under the act, it 
seems public policy would be furthered, not retarded, by such 
a change in status,” said the carrier. 


REPARATION ORDERS 
Reparation orders have been issued in No. 28708 (supplemental), 
Ott Coal Co. et al. vs. Ann Arbor et al., No. 28708 Sub. 1 (supple- 
mental), Wisconsin Retail Lumbermen’s Association et al. vs. Same 


et al., and No. 28899, Gaines Food Co., Inc., vs. Aberdeen & Rockfish 
et al. 


PETITIONS FOR REHEARING, ETC. 


MC-F 1989, Peerless, Inc., purchase, Minority Interest in Karst 
Freight Lines, Inc. Peerless, Inc. asks Commission to review and recon- 
sider Division 4 report and order of July 27. 

No. 29180, Ringsby Truck Lines, Inc., vs. A. T. & S. F., C. B. & 
Q., and Un. Pac. Union Pacific asks that complaint be dismissed. 

MC-F 1818, National Transportation Co., purchase, George B. Base- 
hore et al. Applicants ask Commission to modify report and order of 
October 14, 1942, and order of October 13, 1943. 

1. & S. 4664, Handling carload shipments in west, Il. & S. 4668, 
Loading of multiple cars in west, Il. & S. 4678, Cars furnished at vari- 
ance with shipper’s order, and No. 27365, Freight forwarding investi- 
gation, reopened in part. L. E. Kipp on behalf of railroads in west, 
respondents, files amendment 1 to petition for modification of Commis- 
sion’s decision of July 7, 1941. 

W-115, Chotin & Pharr, Inc., application. Applicant asks that cer- 
tain matter be stricken from brief filed by protestants. 

1. & S. M-2298, Boots, shoes, paints in New England, and I. & S. 
M-2308, Boots and shoes, New England points to New York. Respond- 
ents, New England Motor Rate Bureau, Inc., and Boston & Maine 
Transportation Co., ask for reconsideration and stay of effective date 
of order of July 27. 

MC-F 2407, Jacob Gold et al., control; National Transportation Co., 
Lease, Capitol Motor Lines, Ine. Applicants ask Commission to modify 
report and order of June 9. 


UNCONTESTED FINANCE CASES 


Action by Division 4 on Sept. 26 in Finance Docket No. 14689, 
Oregon-Washington Railroad & Navigation Co. Bonds, report and order 
granting authority to the Oregon-Washington Railroad & Navigation 
Co. to issue not exceeding $72,194,000 of refunding-mortgage bonds, con- 
sisting of $54,750,000 of series A, and $17,444,000 of series B, the series 
A bonds to be sold at 102.098 and accrued interest from Oct. 1, 1944, 
to date of delivery, and the series B bonds to be sold to the Union 
Pacific Railroad Co. at the same price, the proceeds from their sale, 
together with other funds, to be used to redeem outstanding first and 
refunding mortgage bonds, and also granting authority to the Union 
Pacific Railroad Co. to assume obligation and liability in respect of 
the payment of the principal of and the interest on the $54,750,000 of 
series A bonds, by endorsing its guaranty thereon, approved. Com- 
missioner Porter not participating. 

Finance Docket No. 14589, Central of Georgia Railway Co. Trustee 
Notes, report and order granting authority to issue not exceeding 
$655,120 of promissory notes in further evidence of the unpaid portion 





of the purchase price of certain equipment to be acquired under a 
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conditional-sale or lease agreement, the notes to be sold at $662,816.03, 
approved. : 

Finance Docket No. 14651, Nicholas, Fayette & Greenbrier Railroad 
Co. Purchase, report and order in the above-entitled proceeding, au- 
thorizing purchase by the Nicholas, Fayette & Greenbrier Railroad Co. 
of two lines of railroad of the Chesapeake & Ohio Railway Co. in 
Greenbrier and Nicholas Counties, W. Va., and lease by the New York 
Central Railroad Co. and the Chesapeake & Ohio Railway Co. of ihe 
two lines of railroad above mentioned by the Nicholas, Fayette & 
Greenbrier Railroad Co., approved. 4 

Finance Docket No. 14674, City Lines of West Virginia, Inc., 
Purchase, etc., amended report and order authorizing purchase, lease 
and sublease by the City Lines of West Virginia, Inc., of the railway 
properties of the Monongahela West Penn Public Service Co., and 
assignment to the former by the latter of certain leases covering prop- 
erty owned by the Baltimore & Ohio Railroad Co., approved. Pari of 
application for authority to sublease non-operating property dismissed; 
action deferred as to proposed leases of certain facilities from the 
Baltimore & Ohio Railroad Company and the West Virginia Trans. Co, 





MOTOR FINANCE CASES 

MC-F-2628, East Texas Motor Freight Lines—Issuance of Note, 
Application of East Texas Motor Freight Lines, of Dallas, Tex., for 
authority to issue secured installment promissory note in principal 
amount $150,000, dismissed. 

MC-F-2417, Rulon C. Ashworth et al.—Purchase—Hadley Transfer 
and Storage Co. Purchase by Rulon C., Josephine G., Ralph Glen, 
and Rulon C.-Ashworth, Jr., partners, doing business as Ashworth 
Transfer Co. of Salt Lake City, Utah, of certain operating rights of 
Hadley Transfer and Storage Co., also of Salt Lake City, approved 
and authorized, subject to condition. 

MC-F-2488, Oscar J. Richards—Control; United Trucking Service, 
Inc.—Purchase—Andrews Truck Line (Walter P. Jacobs, Receiver). 
Purchase by United Truck Service, Inc., of Port Huron, Mich., of 
the operating rights and property cf Andrews Truck Line (Walter P. 
Jacobs, Receiver), of Adrian, Mich., and acquisition of control of said 
operating rights and property by Oscar J. Richards, also of Port 
Huron, through said purchase, approved and authorized, subject to 
condition. 


MC-F-2498, The Greyhound Corporation—Issuance of Stock, and 
MC-F-2499, The Greyhound Corporation—Issuance of Securities. Author- 
ity granted The Greyhound Corporation in No. MC-F-2498 to issue not 
exceeding 50,000 shares of 444 per cent cumulative preferred stock, 
having par value $100 per share, to be sold at not less than par, to 
redeem 322,607 shares of 5% per cent cumulative preference stock and 
for other corporate purposes; and in No. MC-F-2499 to issue not exceed- 
ing $10,000,000 of 3 per cent sinking-fund debentures, to be sold to 
the public at not less than par; subject to the following conditions: 
1. That not less than 10 days prior to the issuance of any of the 
securities authorized herein applicant shall submit to our Bureau of 
Motor Carriers certified copies of its articles of incorporation as 
amended to authorize the issuance of 4144 per cent cumulative preferred 
stock, and of the underwriting agreement, or agreements, as executed, 
with statement of the public offering prices of -the securities to be 
issued, and that, before issuance of any of said preferred stock, appli- 
cant shall submit statement certified by the appropriate officer of 
applicant showing the date the outstanding 5% per cent cumulative 
preference stock is called for redemption, the number of shares to be 
redeemed, and the amount of dividends accrued thereon. 2. That the 
entire proceeds of the issuance of said preferred stock and debentures 
in excess of the amount required to redeem the outstanding prefer- 
ence stock be set aside in a special fund, none of which shall be 
expended or advanced to any company by applicant unless and until 
such expenditure or advance shall have been approved by us by 
supplemental order herein. ; 


MC-F-2549, Glenn E. Breeding and Irene Breeding—Purchase— 
Ernest W. Lyman (Ralph W. Porter, Trustee); and MC-F-2626, Glenn 
E. Breeding and Irene Breeding—Purchase—Tri-State Motor Transport, 
Ine. Application for authority under section 210a(b) of Glenn E. 
Breeding and Irene Breeding, doing business as Breeding Motor Freight 
Lines, of Muskogee, Okla., for temporary operation’ of the motor- 
carrier rights and properties of the estate of Ernest W. Lyman (de- 
ceased), Ralph W. Porter, trustee, doing business as Lyman Truck 
Lines, also of Muskogee, granted with conditions. Application for 
authority under section 210a(b) of Glenn E. Breeding and _ Irene 
Breeding, doing business as Breeding Motor Freight Lines, of Mus- 
kogee, Okla., for temporary operation of a portion of the motor- 
carrier rights and properties of Tri-State Motor Transport, Inc., of 
Joplin, Mo., granted with conditions. 


MC-F-2450, L. R. Strickland—Control; Strickland Transportation Co., 
Inc.—Lease—Austin Franklin Akin. Lease by Strickland Transporta- 
tion Co., Inc., of Dallas, Tex., of certain common-carrier operating 
rights of Austin Franklin Akin, doing business as Akin Truck Line, 
of Shreveport, La., and acquisition of control of said operating rights 
by L. R. Strickland, of Dallas, through such lease, approved and 
authorized, subject to condition. 


MC F-2641, P. W. Keely—Purchase—E. W. Irwin and Roy L. Irwin. 
Application for authority under section 210a(b) of P. W. Keely, dba 
Valley Motor Freight, of New Castle, Pa., for temporary operation 
of a portion of the motor-carrier rights of E. W. Irwin and Roy L. 
Irwin dba Irwin Transportation Co., of Erie, Pa., granted with con- 
ditions. 


MC F-2482, W. G. Stovall—Control; Far-Go Truck Lines—Purchase— 
Georgia Motor Express, Inc. Purchase by Far-Go Truck Lines, of 
Memphis, Tenn., of certain operating rights of Georgia Motor Express, 
Inc., of Atlanta, Ga., and acquisition of control of said operating rights 
by W. G. Stovall, of Memphis, through said purchase, approved and 
authorized, subject to conditions. 
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September 30, 1944 


Suspended Tariffs 


(Designation of a tariff below daes not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
Tre Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2462, the Commission, upon its own motion, 
suspended from September 28 until April 28 the operation of 
certain schedules published on first revised page 5 to tariff 
MF-I. C. C. No. 1 of Interstate Household Goods Movers Tariff 
Bureau, Inc., agent, New York, N. Y. The suspended schedules 
involve a rule under the terms of which carriers are authorized 
to place into storage at points intermediate to final destinations, 
shipments of household goods, when condition beyond the con- 
trol of carriers make it impossible to proceed to such destina- 
tions. 

In I. and S. M-2463, the Commission suspended from Sep- 
tember 28 until April 28 the operation of tariff MF-I. C. C. No. 
14 of O. A. Schuster and J. T. Boren, doing business as Schuster 
and Boren, Perryton, Tex. The suspended schedules propose 
increases in rates on petroleum products from Borger, Tex., 
to nine points in southwestern Kansas. 

In I. and S. M-2461, the Commission suspended from Sep- 
tember 25 until April 25 the operation in part of tariff MF- 
I. C. C. No. 3 issued August 23, 1944, of the Central Wisconsin 
Motor Transport Co., Wisconsin Rapids, Wis. The suspended 
schedules propose to establish new 10,000- and 20,000-pound 
commodity rates on cranberries, from all points in Jackson, 
Juneau Monroe and Wood Counties, Wis., to North Chicago, II. 

On protest of the Price Administrator and the Director of 
Economic Stabilizatiton the Commission has suspended from 
September 29 until April 29 the operation of certain schedules 
published on 6th revised page 23-A, 8th revised page 24, and 2nd 
revised page 24-A to tariff MF-I. C. C. No. 2 of Continental 
Transportation Lines, Inc., Pittsburgh, Pa. The Commission 
said the suspended schedules proposed to establish new or re- 
vised rules and regulations that affected charges on truckload 
shipments moving between points in Middle Atlantic territory, 


.or to and from points in New England territory, where the load- 


ing space of one or more standard trucks was used. 

The Administrator said that charges on the traffic affected 
by the proposed rule would be higher in the territory served by 
Continental within Middle Atlantic territory than on similar 
traffic transported by other carriers within the same territory. 
He said that the present provision was uniform in that territory, 
and that the proposed rule would result in increases in charges 
over and above the uniform charges now in effect (see Traffic 
World, Sept. 23, p. 763). 

The proceeding was assigned for hearing before Examiner 
Henry C. Lawton, at Washington, D. C., on November 8. 


Trailers on Flat Cars 


The Santa Fe and the Burlington have filed motions with 
the Commission to dismiss the complaint in No. 29180, Ringsby 
Truck Lines, Inc. vs. Atchison, Topeka & Santa Fe Railway 
Co., Chicago, Burlington & Quincy Railroad Co., Union Pacific 
Railroad Co. In that complaint, the complainant, of Denver, 
Colo., alleged failure on the part of the railroads to make avail- 
able facilities for the transportation of its loaded and empty 
semi-trailers on flat cars between Chicago, Ill., and Denver, 
and Los Angeles, Calif., and between Denver and Los Angeles, 
and asked the Commission to require the railroads to provide 
just and reasonable rates and charges applicable to such trans- 
portation, and just and reasonable rules, on less than statutory 
notice (see Traffic World, Sept. 9, p. 629). 

The two motions said that no shipments had been offered 
for transportation, and the Santa Fe motion said that, there- 
fore, there could be no violation of any section of the inter- 
state commerce act in so far as the rates, rules, and regulations 
were concerned. Each motion cited Joseph A. Goddard Realty 
Co. vs. New York C. & St. L. R. Co., 229 I. C. C. 497, as au- 
thority for the contention that the Commission had no juris- 
diction to enforce by order the duty imposed by section 1(4) 
of the act, of providing and furnishing transportation on rea- 
sonable requests therefor. They said that, in that proceeding, 
the Commission had held that the remedy for the failure to 
perform that duty lay in the courts. 

The Burlington said it had neither failed nor refused to 
provide and furnish transportation on reasonable request there- 
for as contemplated by section 1(4). It said that the letter 
addressed to it by Ringsby asking if to establish special rates 
for the movement of loaded and empty trailer bodies was not 
a tender of property for transportation. It said the Burlington 
now had in effect published tariff rates covering all items of 
Property “which complainant could conceivably offer to it for 
wansportation.” It said that apparently the complainant de- 
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sired that it establish a new classification of that property and 
provide special rates therefor, but that such a request did not 
bring in issue the question of “reasonable requests for trans- 
portation” under section 1(4) of the act. At least, it said, this 
was true in the absence of concurrent allegations under other 
paragraphs of section 1 attacking, by specific reference, exist- 
ing rates, rules, classification, etc. 

The Burlington asked an extension of time within which to 
answer the complaint so that the Commission might consider 
its motion to dismiss. The Santa Fe asked that it be not re- 
quired. to file answer to the complaint pending disposition of 
the motion. 

The Union Pacific Railroad Co. has filed with the Commis- 
sion a motion to dismiss the complaint in No. 29180, substan- 
tially along the lines of the motions filed by the Santa Fe and 
the Burlington, asserting that the Commission is without juris- 
diction to grant the relief prayed for in the complaint. 

Ringsby Truck Lines, Inc., the complainant, in a reply to the 
motion of the Union Pacific, said the railroad was “apparently 
endeavoring to persuade the Commission that the request made 
by the complainant for transportation was a mere figment of 
the imagination that was hypothetically entertained at the mo- 
ment.” As to the allegation that the request for transportation 
was merely a proposal because the complainant had not ten- 
dered either a loaded or empty semi-trailer body, the complain- 
ant said it was normal for the request to precede the accom- 
plishment of the thing sought whenever a meeting of minds was 
necessary. 

The complainant insisted that the refusal or failure of the 
defendants to perform the duties imposed on them by section 
1(4) of the act constituted a sufficient cause of action, and that 
the Commission was authorized and required to execute and 
enforce those provisions under section 12(1) of the act. 


Cireuity Limitations on Grain 


Colorado Milling & Elevator Co., on behalf of Springfield 
Flour Mills, its Springfield, Mo., branch, has filed exceptions to 
the report proposed by the Commission’s fourth section board 
in Fourth Section Application No. 16500, Grain and Grain Prod- 
ucts Within the Western District, in which the board recom- 
mended a circuity limitation “formula” with certain provisions 
for flexibility to meet special situations, and recommended, 
also, authorization by the Commission of the publication -of a 
rule to effectuate the board’s proposals as. to circuity (see 
Traffic World, July 1, p. 17). 

The company pointed out that its Springfield branch found 
it necessary to reach out beyond its boundaries of local pro- 
duction for hard winter wheat supplies in order to furnish 
flour and feed for its established trade in Missouri,: Illinois, 
Pennsylvania, West Virginia, etc., at through competitive rates 
from points in the wheat producing area of central and south- 
ern Kansas, made on the rate-break system, over Kansas City 
and St. Louis. The board’s proposal. under maximum circuity 
provision, it said, would eliminate Springfield from participa- 
tion in its established trade on traffic routed in connection with 
the St. Louis-San Francisco Railway as an intermediate carrier 
between Kansas City and St. Louis. 


After setting forth the distances and per cent of circuity 
via the route through Springfield to St. Louis, compared with 
distances from the same origins to Kansas City and the. short 
route via the Wabash Railway to St. Louis, the Colorado com- 
pany said that while it was true that the percentage of cir- 
cuity via the St. Louis-San Francisco Railway from Kansas 
City to St. Louis (158 per cent) was greater than over the short 
route found justifiable by the board, the latter’s findings took 
into consideration only that part of the through distance from 
rate-break point (Kansas City, Mo.) to rate-break point (St. 
Louis, Mo.), disregarding the distances from origin points to 
the first rate-break point. 

On transit shipments from interior points, the Colorado 
company said, the through rates were computed based on the 
freight bill surrendered and figured from original point of ori- 
gin of the grain. Therefore, it continued, in figuring circuity, 
consideration should be given to the through distance point of 
origin to destination rather than from rate-break point. 

“If that principle is followed in determining circuity and 
taking into account available physical connections other than 
through the rate-break points,” it said, “traffic through Spring- 
field, Mo., in connection with the St. Louis-San Francisco Rail- 
way comes well within the limitations of circuity prescribed 
in the proposed report and the board should consider the ad- 
visability of providing a specific exception to its proposal to 
the Commission for circuity limitations.” 

The company concluded that the board should find it ad- 
visable to provide the necessary fourth section relief for the 
St. Louis-San Francisco Railway and requested that the pro- 
posed report and recommendations of the board be further 
amended so to provide. 
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Righter Trucking Purchase 


The Commission, division 4, has heard argument in MC 
F-2413, St. Louis-San Francisco Railway Co.—Control; Frisco 
Transportation Co.—Purchase—Righter Trucking Co., in which 
a number of trucking companies and the Regular Common Car- 
rier Conference of American Trucking Associations, Inc., pro- 
tested the involved purchase. They said that, in addition to 
service auxiliary to the parent railroad, Frisco desired to insti- 
tute an “all-out truck service over the routes involved.” The 
proposed purchase covered regular and irregular route oper- 
ations, the irregular routes between points in Butler, Stoddard, 
Dunklin, Pemiscot, New Madrid and Scott counties, Mo., and 
those in a described portion of Arkansas, on the one hand, and, 
on the other, destination points on specified regular routes. The 
regular routes covered service between St. Louis, Mo., and 
Memphis, Tenn.; between certain Missouri points; between Mis- 
souri and Arkansas points, and between Pocahontas, Ark., and 
Memphis. Temporary authority for Frisco to operate over the 
involved routes was granted February 21, and modified in April 
(see Traffic World, April 8, p. 980). 


M. G. Roberts represented Frisco Transportation Co.; B. W. 
LaTourette represented the protesting motor carriers; and A. F. 
Versen spoke for the St. Louis Local Meat Packers Institute, 
and asked that the Commission grant the authority sought. 
James W. Wrape appeared for Gordon’s Transports, Inc. 


Mr. Roberts said that the decision of the Commission, divi- 
sion 5, in MC C-293, Campbell Sixty-Six Express, Inc., et al. vs. 
Frisco Transportation Co. et al., in which Frisco was found to 
have conducted unauthorized direct motor common carrier serv- 
ice (see Traffic World, Aug. 26, p. 489), and the examiner’s 
recommendations in the instant proceeding, would confine Frisco 
solely to operations as a contract carrier, handling the traffic of 
the railroad. He said the Commission had the right to impose 
reasonable, just, and non-arbitrary conditions, but that, “to 
allow us to pay for the common carrier rights of an independent 
trucking company, as you have in 13 cases and with your ap- 
proval, and then, in the same breath take it away and say you 
can only operate as a contract carrier, I say that that sort of 
an order should not be entered by this Commission... .” Such 
an order, he said, was invalid as a matter of law. He said it 
made no difference how the instant case was decided if the 
decision in MC C-293 stood. 


Referring to the key-point restrictions imposed by the Com- 
mission as “petty,” Mr. Roberts said that practice was analogous 
to the situation abolished by the interstate commerce act, ex- 
plaining that, prior to 1887, one railroad would take traffic to 
the end of its line and then it would have to transfer the traffic 
to another line. He said that, if the Commission wanted to put 
rail subsidiary common carriers and independent motor carriers 
on a proper competitive basis a condition should be imposed 
country-wide that rail subsidiaries performing common carrier 
service should stand on their own feet and should not be sub- 
sidized, and that if such subsidiaries could not make a living 
out of the traffic, they should quit. He said Frisco had not been 
a “subsidized parasite of the railroad.” He said the contention 
of the protestant’s carriers that, if the Commission permitted 
Frisco to operate a trucking line as a common carrier between 
the same points on the railroad it would be competing with the 
railroad was “just sheer balderdash.” He said it was an ele- 
mentary practice in merchandising to offer customers an op- 
tional service. 


G. W. Holmes, representing the Missouri Pacific, had asked 
for time for argument, but did not use it, as the result of a 
brief exchange between himself and Mr. Roberts in the course 
of the latter’s argument. He explained that he did not use the 
time for argument, since Mr. Robert’s company agreed to a 
restriction that it would not transport freight between Mem- 
phis, on the one hand, and St. Louis on the other, whether local 
traffic, or when traffic would move from a point beyond St. 
Louis or Memphis. 

Mr. LaTourette said that Mr. Roberts had told the division 
that his company had made 13 purchases without restriction 
and had argued that, therefore, no restriction should be imposed 
in the instant case. He referred to the decision in MC C-293, 
quoting from it to the effect that approval in the involved pur- 
chases would have been withheld except for the clear under- 
standing that an auxiliary or supplemental rail service instead 
of an all-out independent motor service was to be performed 
by Frisco. 

Referring to the matter of the possibility of invading the 
territory of other railroads, Mr. LaTourette said Mr. Roberts 
indicated that Frisco would not ask that Missouri Pacific points 
be included in its authority, but that he had said nothing about 
Cotton Belt points involved in the proceeding. He said that if 
joint motor carrier rates were in effect, Frisco was party to 
them, and that the connecting carrier extended the service into 
the territory of other railroads. Referring to Mr. Robert’s state- 
ment concerning the agreement of his clients to a restriction as 
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to St. Louis-Memphis traffic, Mr. LaTourette said the Commis. 
sion had spoken very definitely about long distance hauls of 
rail motor subsidiaries, and that he proposed to show that, if 
the instant transaction was approved, there would be an inde. 
pendent line extending from Sherman, Tex., to Memphis, and 
that he would indicate other termini from which long distance, 
single line service, would be conducted. 

He said that, in connection with one of the applications in- 
volving service between St. Louis and Memphis, the parent rail- 
road company had said it needed key-point restrictions in order 
to operate the railroad properly in 1. c. 1. service. He said the 
same list of witnesses had appeared in connection with that 
application as in the instant proceeding. Later, he said, a peti- 
tion was filed to revoke the certificate, ‘possibly having in mind 
this acquisition of the Righter property.” 

In the course of brief rebuttal remarks, Mr. Roberts said 
the decision in MC C-293 was most disturbing, and that he could 
not understand how “any body can make a finding of that kind 
when the Commission itself requires us in writing to adopt the 
tariffs of our predecessors.” He said the decision had been 
broadcast, and that Traffic World had had “half a page about it.” 


SCRAP RUBBER TRANSIT 


By an order in No. 29193, Transit on Scrap Rubber, the 
Commission, division 3, without suspending the involved tariff 
items, has entered, on its own motion, into an investigation 
concerning the reasonableness and lawfulness otherwise of the 
rules and regulations governing the sorting, grading, cutting, 
storing and reshipment in transit at St. Louis, Mo., East St. 
Louis, Ill., Little Rock, Ark., and Memphis, Tenn., of rubber, 
scrap, n. o. i. b. n., in carloads, originating at points in the 
United States, except points in Southern and Transcontinental 
Territories, and destined to points in the United States east of 
the Mississippi River, except points in Southern Territory, as 
described in item 2152 of supplements Nos. 61 and 62 to Agent 
J. R. Peel’s tariff I. C. C. No. 3514. The proceeding was assigned 
for hearing at the Coronado Hotel, St. Louis, Mo., October 19, 
before Examiner Burton Fuller. 

The transit provisions were protested by the Mississippi 
Valley Barge Line, the American Barge Line, and the Inland 
Waterway Corporation, operating the Federal Barge Lines. 
These protestants said that the rail lines, parties to the involved 
tariffs, proposed to establish the aforementioned transit priv- 
ileges, the through rate to be applied from station of origin to 
final destination to be “not less than the rate applicable via all- 
rail from and to the same points.” This, they contended, would 
result in confining the privilege te all-rail shipments, by observ- 
ing all-rail rates at minima. The water carriers said that, if 
suspension would injure shippers, the Commission should enter 
on an investigation without suspending the schedules. H. Muehl- 
stein & Co., of New York, N. Y., told the Commission that it 
protested the suspension, and suggested also that the Commis- 
i. — without suspending (see Traffic World, Sept. 

, Dp. . 


L MOTOR CARRIER ACCOUNTS 

irector Blanning, of the Commission’s Bureau of Motor 
Carriers, has sent a notice to Class I motor carriers of property 
saying that the bureau is giving consideration to the revision 
of the Uniform System of Accounts for those carriers “in order 
that the accounts may reflect more detailed information of costs 
of furnishing transportation service and for managerial pur- 
poses, thereby making the accounting system more useful to 
the Commission and the trucking industry.” He asked each 
carrier to give careful consideration to the proposals, embodied 
in 12 mimeographed pages, and to furnish him with its views 
regarding the proposed changes by October 15. 

The director said that carriers should not feel bound to 
restrict their comments to the proposed changes, but should 
include any additional suggestions they considered necessary. 
He said that additional proposals would be submitted from time 
to time, and that the bureau would consider all suggestions 
and submit recommendations to the Commission with a view 
to providing for a revision of the Uniform System of Accounts 
effective January 1, 1945. 

The director said that suggestions made by individual car- 
riers, by members of the Commission’s staff, and by the national 
accounting committee of the American Trucking Associations 
had been included in the proposals, but that they did not neces- 
sarily represent the views of the bureau. 


MILWAUKEE REORGANIZATION PLAN 

In Finance No. 10882, Chicago, Milwaukee, St. Pau! & 
Pacific Railroad Co. Reorganization, Secretary Bartel, of the 
Commission, has sent parties to the proceedings copies of ballot 
forms and other submission material. The secretary said that 
the present release was solely for service on parties to the 
proceedings for their information. He said that copies of the 
plan, ballots, and other requisite material would be mailed to 
the creditors entitled to vote on or about September 30. 
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Coneurrence Revocation Protest 


“Tt would appear generally to be the desire of these (south- 
ern) rail carriers that Pan-Atlantic be eliminated from partici- 
pation in any traffic to the Gulf coastal area and adjacent ter- 
ritories,” Said Pan-Atlantic Steamship Corporation, by KR. A. 
Kearney, Jr., its vice-president and general manager, in a peti- 
tion asking that the Commission suspend a revocation notice of 
the’ Southern Railway Co., revoking Southern Railway Co. 
concurrence form FX 3, No. 3509 (also applicable for account 
of the New Orleans & Northeastern Railroad Co., among other 
Southern Railway subsidiaries), and also to suspend Southern 
Railway Co. FX4, No. 797, issued in favor of Pan-Atlantic, 
restricted to rates on old bags and bagging to Memphis, Tenn. 
It asked that concurrence form FX 3, No. 3509, remain in 
effect pending an investigation, hearings, and the Commission’s 
decision. 

Pan-Atlantic listed a number of concurrences issued by 
the Southern Railway to Pan-Atlantic to show, it said, that 
the rates in question had been in effect for a long period of 
time and that it was in the public interest that they be retained. 
It said that the effect of the revocation notice and restricted 
concurrence was to cancel entirely rates on drugs, in carloads, 
from New York, N. Y., and Bridgeport, Conn., to points on 
the N. O. & N. and via the N. O. & N. to points on the Gulf 
& Ship Island, Gulf, Mobile & Ohio, and the Yazoo & Missis- 
sippi Valley. It said that this proposal was not an isolated 
case “by Southern Freight Association Lines” to cancel rates 
in connection with Pan-Atlantic via New Orleans and Mobile 
to interior Mississippi Valley points,’ and referred to a pre- 
vious proposal to cancel all rates except four from eastern 
origins to Mississippi Valley points via New Orleans and Mo- 
bile, in connection with Pan-Atlantic, “allegedly on the theory 
of ‘no movement.’ ” 

It said that on February 3, Chairman Kerr, of the ‘South- 
ern Freight Association, had addressed Pan-Atlantic, and 
quoted him as stating that “the maintenance of these rates 
presents a troublesome situation and the rail lines insist that 
they be cancelled,” and “I am inclined to the view that our 
lines will insist upon the cancellation even to the extent, if 
necessary, of withdrawing their concurrence... .”’ Pan-Atlantic 
asked, What troublesome situation? It added that it seemed 
evident, therefore, that the argument advanced of “no move- 
ment” was not the prime mover, “but something else of which 
we have no knowledge.” -It continued: 























Traffic has moved on the rates in Pan-Atlantic Tariff 5-E, I. C. C. 
70 and 15-B, I. C. C. 86, and with resumption of coastwise service, unless 
rates are retained, Pan-Atlantic and its Gulf routes cannot compete for 
a share of the traffic to Mississippi Valley points. Changes in sources of 
supply and the need by individual shippers and all government agen- 
cies, make it desirable and necessary that all routes be kept open. A 
greater responsibility falls upon the rail carriers when we consider their 


interest, in certain cases, in water carriers operating along the Atlantic 
Coast. 


















Pan-Atlantic said the temporary suspension of Pan-Atlantic 
service was due to requisitioning of its vessels by the govern- 
ment, and that this did not nullify the rates and was no reason 
for their cancellation. It said that, even though southern rail 
carriers indicated that at some future date they would “give 
consideration to establishment of any rates that were necessary 
to meet the then existing conditions,” its experience indicated 
that it would not have a “Chinaman’s chance” of obtaining 
re-establishment of the commodity rates on drugs once they 
were cancelled. 


‘ It said that, for the past several years, southern rail car- 
riers had opposed the establishment of rates via Gulf ports 
In connection with Pan-Atlantic and that, in numerous in- 
stances, they had sought relief to establish rates via South 
Atlantic and Virginia ports “exactly equalizing the rates of 
Pan-Atlantic through Gulf ports, and with the more expeditious 
service via South Atlantic and Virginia ports this has resulted 
In the elimination of Pan-Atlantic participation in such traffic.” 

The revocation and modification of concurrences was unjust 
and unreasonable and in violation of section 1(4) of the inter- 
State commerce act, it said, adding that if the revocation was 
permitted, only combination rates would prevail via its route, 
and that those rates would be so high as to preclude Pan- 
Atlantic from sharing in any of the traffic, “and will result 































































































in preference of the all rail and South Atlantic water-rail 
~ sage and prejudice to Pan-Atlantic -and the Gulf ports of 
ew 





i rleans and Mobile, all in violation of section 3(1) of the 
Interstate commerce act.” It cited Rocky Mountain Lines, Inc. 
—Elimination of Participation, 31 M. C. C. 320, in which, it 
sald, the Commission, division 2, had found that the rates 
that would be established as the result of the proposed cancella- 
tion of joint rates, in connection with a protesting carrier, and 
Contrary to its desires, had not been shown just and reason- 
able. Pan-Atlantic said the case seemed to lay down the rule 
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that where joint rates were proposed to be cancelled and the 
cancellation was suspended, the burden was on the respondent 
to show that the resulting rates were just and reasonable. It 
also cited the proposed report in I. and S. M-2370, Rayons 
Between Trunk-Line and New England Territories. 

Pan-Atlantic said it was pertinent to note that the provi- 
sions of section 15(4) authorized the Commission to require 
joint rail-water rates that might short-haul rail carriers, and 
quoted section 307(d) as saying that “in the case of a through 
route, where one of the carriers is a common carrier by water, 
the Commission shall prescribe such reasonable differentials 
as it may find to be justified between all-rail rates and the 
joint rates in connection with such common carrier by water.” 
It said also that the Commission had full authority to suspend 
new concurrences, and that that power should be exercised in 
this instance, quoting Cyanamid and Cyanide from Niagara 
Falls, 155 I. C. C. 488, as well as section 15(7) of the act. 

It said that, to develop» and preserve a coordinated na- 
tional transportation system adequate to meet the needs of the 
country, the action proposed by the Southern ‘and as reflected 
in the action of the Southern Freight association lines gener- 
ally,” must be suspended. Present rates via Pan-Atlantic must 
be maintained, it said, and an adequate adjustment of differen- 
tial class and commodity rates be established via Gulf routes. 


Allied Van Changes 


A protest has been filed with the Commission in MC F-2629, 
Evanston Fireproof Warehouse, et al.—Control—Allied Van 
Lines, Inc., on behalf of the W. J. Dillner Transfer Co., and 
the Hoeveler Warehouse Co., both of Pittsburgh, Pa., alleging 
that the transaction contemplated would be contrary to the 
public interest and ‘also in violation of the anti-trust laws.” 

In the involved proceeding, National Furniture Warehouse- 
men’s Association, of Chicago, Ill., Evanston Fireproof Ware- 
house, of Evanston, IIl., in its own behalf and in behalf of about 
590 agents of Allied Van, and Allied Van Lines, Inc., of Chi- 
cago, asked the Commission for authority for N. F. W. A. to 
deliver to Allied 495 shares of Allied capital stock; and for 
Allied to deliver one of such shares of stock to the Evanston 
Fireproof Warehouse and each other person, firm or corpo- 
ration, who or which, on the date for such delivery, was an 
Allied agent, in consideration of the payment by each of the 
said agents of $10, and the execution and performance of the 
uniform agency contract of Allied (see Traffic World, Sept. 2, 
p. 558). 


The protest filed on behalf of the two Pittsburgh carriers 
said, in part: 


The National Furniture Warehousemen’s Association has no right 
or authority in law or in fact to transfer the capital stock of Allied 
Van Lines to anyone without the full consent of each and every mem- 
ber of the National Furniture Warehousemen’s Association, and the 
persons who have. been members of that association. The president 
of Allied Van Lines testified at the hearing in Chicago last winter 
that all of the Allied stock was held by the association in trust for 
the benefit of the members of the association. All the members of the 


National Warehousemen’s Association are not agent members of Allied 
Van Lines. 


It also appears from the transcript of the last hearing in Chicago, 
that if all the liabilities properly chargeable against Allied were 
shown in its books and accounts, the corporation would probably be 
insolvent. The Allied auditor testified that no provision had been 
made to take care of these liabilities. 


CAR HIRE SETTLEMENT 


Atlanta & Saint Andrews Bay Railway Co. has petitioned 
the Commission, in No. 17801, Rules for Car Hire Settlement, 
to grant a further hearing in Washington, D. C., as early as 
convenient to the Commission “to develop and receive further 
evidence in said proceeding. . . .” The proceeding was reopened 
solely with reference to that railroad, on petition of the car 
service division of the Association of American Railroads, ac- 
cording to the petition, and involved the determination of a 
reasonable apportionment of the cost of car hire on per diem 
cars interchanged between the petitioner and its connections, 
it said. Examiner Claude A. Rice, in a proposed report on fur- 
ther hearing, recommended that the agreement under which the 
railroad settled, under a “special method’ with respect to rail- 
eg freight cars, be set aside (see Traffic World, Sept. 

L Pp. Gz. 

The railroad said that the proposed report ignored the evi- 
dence that its practice of settling car hire with its immediate 
connections had been discontinued, and settlement direct with 
car owners begun, at the request of the complainant, and only 
as a matter of friendly cooperation, at a substantial extra cost, 
and not as a matter of any obligation on its part. It said that 
the proposed report recommended disposing of the controversy 
on narrow technical ground which, it said, settled nothing. It 
said that,.in view of the threatened possibility of a strict and 
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narrow application of the rule of the Commission laid down in 
the Commission’s report in 160 I. C. C. 369, and its report and 
order in 165 I. C. C. 495, it had now discontinued any excep- 
tions and was now returning all cars to the roads from which 
received, and was not making per diem settlements with any 
car owners other than its immediate connections. 

The car service division of the Association of American 
Railroads, acting as agent for and in behalf -of all subscribers 
to the car service and per diem agreement of the association, 
including the three trunk-line connections of Atlanta & Saint 
Andrews Bay Railway Co., has filed exceptions to the examiner’s 
proposed report in No. 17801. It said that the petitioners ex- 
cepted to the failure of the examiner to recommend findings 
which, if adopted by the Commission, would effectively dispose 
of the controversy. 

“It is the position of petitioners that the Bay Line is not 
entitled to any per diem allowances from its connections, regard- 
less of whether or not it returns all cars to the line from which 
it receives them and regardless of whether it reports per diem 
accruals to the car owners or makes its settlements for car hire 
only with its immediate connections,” said the petitioners. “It 
requires a determination of that issue effectually to dispose of 
the present controversy.” 


T. P. & W. Notes 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, now in possession of the director of the 
Office of Defense Transportation under an executive order of 
the President, argued his own case before Commissioners Ma- 
haffie, Miller, and Rogers in Finance No. 14607, Toledo, Peoria 
& Western Railroad Proposed Notes, a proceeding in which 
Examiner H. C. Howard recommended that division 4 of the 
Commission deny the application for authority to issue $100,000 
of 3 per cent notes to provide for working capital for the rail- 
road corporation. The examiner recommended that the division 
find that the applicant had failed to show that the issuance of 
the proposed notes was necessary for the operation of the prop- 
erty in the service of the public as a common carrier, or that 
there were and would be available funds or other sources of 
revenue from which to meet the notes (see Traffic World, July 
29, p. 251). 

Mr. McNear argued that, under section 20(a) of the inter- 
state commerce act, it was not required that a proposed issue 
of securities be made by an operating carrier, but that the issue 
was to be made by a common carrier, as defined in the section. 
He said the corporation met that definition. 

Questioned by Commissioner Mahaffie as to why he had not 
filed reports with the Commission showing income and disburse- 
ments of the corporation, in connection with its non-rail road 
properties, thus, the commissioner said, furnishing the Com- 
mission with the information necessary to decide a matter such 
as the instant application, Mr. McNear said he had not done so 
because he did not want to jeopardize the interest of the cor- 
poration in the suit filed by the corporation in the federal dis- 
trict court at Peoria, Ill., seeking to enjoin the federal man- 
agement of the T. P. & W. from remaining in possession and 
control of the railroad, among other things (see Traffic World, 
July 22, p. 209). Mr. McNear expressed a willingness to furnish 
the required figures to the Commission but not the O. D. T., and 
Commissioner Mahaffie suggested that he discuss the matter 
with Director Crandall, of the Commission’s Bureau of Accounts. 

Mr. McNear pointed out that, although the original applica- 
tion called for notes bearing 3 per cent interest, he had an 
offer from a New York banking house to advance $100,000 on 
the corporation’s notes at a rate of 2 per cent, with a commis- 
sion of one per cent, provided the offer was accepted by Sep- 
tember 30. In answer to questions from the bench, he pointed 
out that, under the terms of the offer, there would be a saving 
of $4,000 in interest charges over the five-year life of the loan. 
Asked from the bench why he did not take advantage of para- 
graph 9 of section 20(a) of the act, providing that a carrier 
may issue notes up to the extent of 5 per cent of its capitaliza- 
tion, to mature within two years or less, without applying for 
approval to the Commission, Mr. McNear replied that he did 
not know whether the corporation would be in control of its 

railroad properties within that time. He said that, within five 
years, the proposed life of the loan, he felt that there would 
be either a court decision, or that the properties would have 
been returned to the corporation by the O. D. T. In that con- 
nection, he said that if the court found that the agents of the 
O. D. T. were not lawfully in possession of the railroad, the 
court would also make disposition of more than $5,000,000 
which, he said, those agents had been reported to have accumu- 
lated. He said that the O. D. T. would make advances to the 
corporation, but that it offered to do so under such conditions 
as would prejudice the position of the company. 

He said that the O. D. T. was not operating the road effi- 
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ciently, and that, if the courts held that the agents of the 
O. D. T. were lawfully in possession of the properties, the cor- 
poration would be paid for the taking of those properties under 
the fifth amendment to the constitution. He said that Jack G, 
Scott, former general counsel for the O. D. T., had said that 
the original draft of executive order 9108, under which the 
railroad was taken over by the O. D. T., had provided for com- 
pensation, but that in the final draft that provision was elim- 
inated. He said he had pointed out, in a letter to the President, 
that, if the provision for compensation had been permitted to 
remain in the executive order, ‘the present tangled situation 
would not now be confronting us.” 
















Rates on Propellers and Blades 


The Secretary of War, and the defendant railroads, have 
filed exceptions to the proposed report of Examiners Horace 
W. Johnson and John A. Russell in No. 29052, Henry L. Stim- 
son as Secretary of War vs. Akron, Canton & Youngstown Rail- 
way Co., in which the War Department’s position as to what 
carload rates on airplane propellers and propeller blades should 
be was upheld substantially, but in which the examiners rec- 
ommended denial of the department’s request for reparation 
(see Traffic World, Sept. 9, p. 624). 

The defendant railroads said that the examiners had ap- 
parently been so impressed by the decision in Airplane Engines 
in Official Territory, 258 I. C. C. 226 that, even though the 
facts and evidence seemed to justify higher rates on airplane 
propellers or blades than were presently accorded, nevertheless 
emphasis had been so placed on this recent “two-to-one” de- 
cision that “it appears as though the report had been tailored 
in an endeavor to make that decision controlling herein. This 
upsetting of chains of precedent is unsound and error.” 


The railroads said their purpose in the exceptions was to 
demonstrate that the decision in the cited case did not stand 
for the finding that was apparently attributed to it. It was 
not a maximum rate prescription undermining all classification 
cases involving high value articles, they said, and that the 
report erred in using it as such. After quoting the Supreme 
Court of the United States to the effect that observations made 
in the course of an opinion were not, in any proper sense, 
findings of fact on vital issues, the railroads said that in the 
cited proceeding the Commission had set forth a long discus- 
sion of evidence, but it had then set forth another issue ‘which 
we conclude ... is sufficient to condemn the suspended sced- 
ules... .” They said that the instant report, starting from a 
misinterpretation of the airplane engine decision, had assumed 
that the Commission therein had passed on maximum reason- 
able rates, adding that “the report herein has been woven to 
tie in with such an erroneous belief.” 


The Secretary of War, among other things, excepted to 
the statement of the examiners that the movement began to 
increase early in 1940, and that the carriers then had no assur- 
ance that the traffic would continue to move in large volume, 
and hence should not be penalized for failing to make an earlier 
adjustment. He said the sudden grewth of the airplane industry 
had begun immediately after the beginning of the war in 
Europe in September, 1939, followed by the emergency train- 
ing program of the army and navy. The volume of airplane 
propellers and blades available for transportation in 1940 was 
thus not the result of gradually changing conditions, he said, 
but rather of the demands of a wholly unexpected war ‘which 
awakened the Allied nations, with startling suddenness, to the 
importance of the airplane in modern warfare.” He said the 
Commission had made findings in numerous instances of past 
unreasonableness and had awarded reparation without deter- 
mining the exact date on which rates or ratings became unlaw- 
ful. Such a finding was unnecessary, he said, where it was 
clear the change in conditions had occurred prior to the period 
of limitation prescribed in the interstate commerce act. The 
conclusion proposed by the examiners that a finding of past 
unreasonableness was necessarily precluded was erroneous, he 
said, since, in his view, the facts in the record and matters 
of common knowledge established that the ratings became 
unjust and unreasonable in 1940. 


He said that a failure to award reparation would penalize 
the department, and that in the early part of 1940 the railroads 
were concerned over a very large increase in the movement 
of airplanes and airplane parts, including propellers. Conse 
quently, he said, it should have been reasonably apparent t0 
the railroads that these commodities would continue to move 
in an increasingly large volume for a considerable period of 
time. There was no evidence in the record, he said, of any 
change in conditions in the period covered by the complaint 
that would justify a conclusion that the ratings that were foun 
unreasonable for the future were nevertheless reasonable 1? 
the past. 
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September 30, 1944 


Frisco Motor Complaint 


Petition for reconsideration and oral argument has been 
filed with the Commission by the defendants in MC C-293, 
Campbell Sixty-Six Express, Inc., et al. vs. Frisco Transporta- 
tion Co. et al., in which division 5 had ruled that Frisco, wholly- 
owned subsidiary of the St. Louis-San Francisco Railway Co., 
had conducted unauthorized direct motor common carrier serv- 
ice (see Traffic World, Aug. 26, p. 489). 

Pointing out that division five’s report has attracted nation- 
wide interest, the defendants’ petition says that final adjudica- 
tion of the legal and administrative issues involved will deter- 
mine “whether the transportation company will continue to 

erform its service for the shippers adequately and well,” or 
“whether it will become a subsidized parasite of the railroad.” 

The defendants say they challenge the soundness and wis- 
dom of the division’s ruling that the transportation company did 
not, should not, and cannot perform certain local and joint com- 
mon carrier services over the lines acquired by it pursuant to 
Commission authority, and that its transportation services by 
motor thereon and thereover must be limited exclusively to that 
of a contracting agency of the railroad for the sole purpose of 
transporting freight under rail rates and rail billing. The de- 
fendants add that they also challenge the Commission’s legal 
right and power to impose such terms and conditions in a pur- 
chase case, and that such drastic limitations and restrictions 
were not in fact imposed by the Commission in the Frisco pur- 
chase cases under review in the current proceeding. 

The defendants say that since the case was heard and sub- 
mitted in 1941 the transportation company has, with the ap- 
proval of the national and state commissions, greatly enlarged 
its common carrier operations and services. Between January, 
1939, and October, 1943, the petition recites, the defendants 
acquired 4,456 miles of operating rights from trucking compa- 
nies at a total purchase price of $128,682, and, between May, 


1939, and August, 1940, 326 miles of bus operations at an aggre- 


gate purchase price of $14,721.50. The transportation company’s 
investment account, according to the petition, increased between 
1938 and June 30, 1944, as follows: Tangible property, from 
$1,479 to $515,854; intangible property, from $5,001 to $66,870; 
or a total increase of from $6,480 to $582,724. 

Quoting the division five report as stating, among other 
things, that the approval in each of the Frisco purchase cases 
“undoubtedly would have been withheld, except, for the clear 
understanding that an auxiliary or supplementary rail service, 
instead of an all-out independent motor service, was to be per- 
formed by the transportation company,” the defendants’ petition 
alleges that this part of the division’s report is “not in con- 
sonance with the facts.” Testimony in the Frisco purchase cases, 
the petition continues, “clearly and convincingly shows that the 
transportation company advised the Commission it intended to 
transport local or ‘all-out’ truck traffic as well as traffic moving 
by rail and by truck.” 


In the Frisco purchase cases, the defendants’ petition as- 
serts, the Commission, ‘‘in the exercise of sound administrative 
discretion,” should not deprive and prohibit the transportation 
company from handling local and joint truck traffic and limit 
its highway service to that of a contracting agent for the rail- 
road. Furthermore, the defendants contend, the Commission 
should not impose terms and conditions that will prevent com- 
mon carrier subsidiaries of railroads from operating efficiently 
as self-supporting, profitable, going concerns. 


The petition declares that if the Commission should impose 
terms and conditions upon Frisco operations which would com- 
pel it to forego local and joint truck traffic, it would operate at 
a deficit. On the other hand, the petition continues, “under exist- 
Ing rights and conditions, with the exception of one year, the 
transportation company has operated efficiently as a self-sup- 
porting, profitable, going concern from its inception to date.” 
The petition shows that from July 16, 1938, to June 30, 1944, 
the Frisco Transportation Co. handled 367,993 tons of exclusive 
truck revenue freight; and 386,023 tons of joint rail-truck reve- 
nue freight, or a total of 754,016 tons of revenue freight. 

‘Sheer balderdash” is the term used in the petition to char- 
acterize the objection registered by competing truck lines that 
the transportation by highway of local and joint truck traffic 
by a common carrier subsidiary of a railroad between stations 
of the latter, would place the two carriers in competition with 
each other. The petition continues: “The fact that the Frisco 
Railroad today and its common carrier subsidiary, the transpor- 
tation company, by working together for a common interest, are 
able to give a choice of service to a customer, i. e., a shipper, by 
transporting his goods either by rail or by truck cannot be con- 
strue| to mean that they are competing with one another.” The 
petition further contends that “one service supplements the 
other and the shipping public gets the tull benefit of it.” 

‘he defendants contend that Frisco Transportation Co., in 
Performing common carrier service by highway between stations 
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on the railroad, “does not in fact compete with the railroad but 
with other trucking lines between the same points.” Describing 
as “unfair” the complainants’ contention that the Frisco com- 
pany should confine itself to acting as an agency of the railroad, 
the defendants say that if such a handicap should be imposed, 
the Frisco company “would be as helpless in competing for 
traffic with the complainants herein as a prize fighter entering 
the ring with shackles around his ankles and one arm bound to 
his body.” 

“Tf,” the petition says, ‘‘the transportation company is com- 
pelled, as decided by division 5 herein, to limit its transportation 
service solely to the movement of rail traffic under rail billing 
and rail rates, it necessarily means that each article of com- 
merce handled by it must, between the point of origin and the 
point of destination, have both a rail and a truck service, 
whereas today, by virtue of its common carrier operations be- 
tween all stations an its line, local traffic (...) tendered to the 
transportation company is transported from origin to destina- 
tion without any transfer in transit.” ; 

“There should be no artificial barriers on the highways of 
commerce in this country, and a practice of shuttling freight in 
transit from a truck to a box car or from a box car to a truck 
is just that and nothing less,” says the petition. “It is a relic 
of bygone days-of the mustache cup and the buggy whip, when 
through freight at the junction of two railroads was transferred 
from the box.car of the one to the box car of the other. That 
practice was stopped in 1887 when the interstate commerce act 
was enacted and the Interstate Commerce Commission created. 
It should never be revived at this late day through a compulsory 
order of this Commission.” . 


WATER CARRIER APPLICATION DISMISSAL 

By an order in W-415, Lyons River Transportation Co. 
Contract Carrier Application, the Commission, division 4, has 
dismissed the application, filed by A. C. Lyons and J. H. Wag- 
ner, doing business as Lyons River Transportation Co., of Pitts- 
burgh, Pa. The order said the applicant had discontinued all 
operations as a water carrier in March, 1942, that the appli- 
cants had no intention of resuming operations, and that they 
had consented to the dismissal of the application. 


WATER CERTIFICATE REVISION 


Kyle McGrady, doing business as McGrady’s River Trans- 
portation Service, of Clarkston, Wash., has asked the Commis- 
sion to revise its certificate in W-17, as a common carrier of 
passengers, so as to permit him to transport general commodi- 
ties ‘‘along with passengers” over the same territory. The appli- 
cant said that he operated from Lewiston, Ida., to Johnson’s 
Bar, a distance of approximately 100 miles along the Snake 
River. He said that he had originally applied for authority to 
transport both passengers and property, but that the Commis- 
sion denied the authority as to property for the reason that his 
vessels did not transport, and were not capable of transporting, 
more than 100 tons a trip, and were therefore exempt under 
section 303(g) (2) of the interstate commerce act. 

The applicant said that under the Commission’s order in 
Ex Parte No. 157, his transportation of property was made sub- 
ject to the act by virtue of his passenger trade, but that, through 
oversight, he had failed to file the necessary application within 
120 days from February 20, and had, therefore, lost his rights 
thereunder. He said the instant application was being made to 
correct this situation. 


STALEY SWITCHING CASE 


A. E. Staley Manufacturing Co., has followed the example 
of the five railroads involved in proceedings in which the Com- 
mission eliminated tariffs cancelling spotting charges at the 
company’s Decatur, Ill., plant, and has filed a petition with the 
Commission asking that it reopen I. and S. No. 4736, Switching 
Charges at Decatur, Ill., and the embraced Ex Parte No. 104 
proceeding. As did the railroads, the Staley Company referred 
to the decision of the Supreme Court of the United States 
denying a petition for rehearing in that court of the case in 
which the court upheld the Commission’s order. The petitioner 
pointed out that the Supreme Court had said that, in view of 
the changed conditions alleged to have occurred following the 
submission of the case to the Commission, its denial of the re- 
hearing was without prejudice to the contention, in appropri- 
ate proceedings before the Commission, that the spotting serv- 
ice was not in excess of the carriers’ obligations under their 
tariff rates (see Traffic World, Sept. 23, p. 763). 

The company asked that the Commission permit the car- 
riers, pending further proceedings, to withdraw, temporarily, 
the spotting charges. It pointed out that, “responsive to discus- 
sions in the proceedings in the district court, concerning unjust 
discrimination,” the Commission began an inquiry in July, 1943, 
with respect to the practice and conditions in four of its com- 
petitors’ plants, that such hearings had closed “more than ten 
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months ago,” and that no proposed report had been issued. It 
said that ‘‘the months continue to pass with no sign of any 
effort toward equality of treatment of petitioner and other in- 
dustrial companies in the matter of assessment of spotting 
charges, under circumstances similar to those existing at peti- 
tioner’s plant.” 

After asking that the carriers be permitted to withdraw the 
spotting charges temporarily it said that ‘the Commission’s 
order having been sustained in the courts on the ground of ad- 
ministrative discretion, petitioner appeals to the Commission’s 
sense of fairness that it shall not require petitioner to pay a 
charge which no other plant is paying.” 


D. & R. G. W. REORGANIZATION 
By a certificate in Finance No. 11002, Denver & Rio Grande 
Western Railroad Co. Reorganization, the Commission, divi- 
sion 4, has certified that in the submission of the plan of reor- 
ganization of the debtor railroad to creditors, the Commission 
incurred expenses of $83.81. 








SHUTT FORWARDER TRANSFER 

By an order in FF-103, A. C. Shutt Acquisition R. E. Shutt 
Freight Forwarder Application, the Commission, division 4, 
has dismissed the application of A. C. Shutt and R. E. Shutt, 
the latter doing business as Service Carloading Co., of Dallas, 
Tex., to transfer the operating rights in the permit issued Janu- 
ary 19 from the Service Carloading Co., to A. C. Shutt. The 
order said the applicants had requested the dismissal. 





ALLEGHANY CONTROL 

The Commission, division 4, by an order in Finance No. 
14561, Application of Alleghany Corporation in Respect of the 
Control of the Chesapeake & Ohio Railway Co., Pere Marquette 
Railway Co., New York, Chicago & St. Louis Railroad Co., and 
Other Carriers, has dismissed the application without prejudice, 
on consideration of the application and of the request of Al- 
leghany Corporation for leave to withdraw the application 
without prejudice. 

In that proceeding, Alleghany Corporation asked the Com- 
mission for an order under section 5 of the interstate commerce 
act finding that control of the aforementioned railroads had 
not been acquired and was not being maintained in violation 
of section 5, and dismissing the application; or finding that 
control of those railroads had heretofore been sufficiently au- 
thorized by the Commission, and dismissing the application; or 
authorizing and approving control of such carriers by the ap- 
plicant as the Commission might deem not heretofore author- 
ized and approved as required under section 5. 


INTRASTATE OPERATIONS NOTICE 


The Commission, division 5, has served notice in MC 58424, 
Huckabee Transport Corporation, Columbia, S. C., to that car- 
rier that it may not lawfully engage in transportation by motor 
vehicle in interstate or foreign commerce within the state of 
South Carolina under the second proviso of section 206(a) of 
the interstate commerce act. The notice said Huckabee had 
notified the Commission that it was a common carrier engaged 
in operation solely within the state of South Carolina in intra- 
state commerce under order No. 2946 in docket No. 3076, and 
order No. 3376 in docket No. 3475, issued to it by that state, 
and that it proposed to engage in interstate or foreign com- 
merce under the proviso. 

The notice said it appeared that Huckabee Transport Cor- 
poration’s operations within South Carolina would be controlled 
and managed in a common interest with those of J. W. Huck- 
abee, doing business as Huckabee Transport Co., of Columbia, 
S. C., a common carrier of property lawfully engaged in opera- 
tions in interstate or foreign commerce between places in 
South Carolina, Illinois, Indiana, and Ohio, under certificates 
MC 55848, and between places in South Carolina, North Caro- 


lina and Georgia, under temporary authority in MC 55848, 
Sub. 1 TA. 


PA. TRAIN COMMUNICATION 
The Pennsylvania Railroad Co. has filed with the Commis- 
sion BS-Ap-No. 6729, an application under paragraph (b) section 
25 of the interstate commerce act, as amended, for approval of 
a proposed installation of an inductive train communication sys- 
tem, supplementing existing automatic block signal, cab signal 
and manual block signal systems, on its main track between 
Harrisburg and Pittsburgh, Pa., on the Middle and Pittsburgh 
divisions, on the Hollidaysburg and Petersburg branch of the 
Middle Division, a total distance of approximately 284.4 miles, 

according to a notice issued by the Commission. 
The notice said the changes involved installation of “train 
telephone equipment on approximately 300 locomotives for pas- 
senger and freight service and 90 cabin cars for freight service, 
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and at Port, Lewis and Grazier block and interlocking stations, 
on the Middle division, and Lilly, JD and SW block and inter. 
locking stations, on the Pittsburgh division, and arranging for 
use in passenger service between Harrisburg and Pittsburgh, and 
in freight service between Enola and Altoona.” 

The Commission’s notice said that the purpose stated in the 
application was to improve operation of passenger and freight 
trains by providing a means of continuous communication be. 
tween block operators, engine crews and train crews for the 
purpose of keeping the train dispatcher currently advised 
through the block operator, of changing conditions, thus facil. 
tating the handling- by the train dispatcher of all train move. 
ments affected and emergencies as they arose, and further to 
safeguard operations by providing a means of communication 














with the train involved when any conditions were observed 





either on the train or on the route ahead of it that might affect 
its safe movement. 












CENTRAL BARGE APPLICATION 


Central Barge Co. has filed a petition in W-326, Central 
Barge Co. Contract and Common Carrier Applications, asking 
leave to amend its application filed May 6, 1941, under the 
“srandfather” provisions of section 309(f) of the interstate 
commerce act so as to include operations as a carrier by water 
(common or contract as the Commission may find) in inter. 
state or foreign commerce in the transportation of commodities 
generally on the Monongahela River between Pittsburgh, Pa, 
and Fairmont, W. Va. Mississippi Valley Barge Line Co.; Ameri- 
can Barge Line Co.; and Union Barge Line Corporation have 
filed replies to the petition. 

Central said that the amendment was sought so that the 
application would conform to the proof received at the hearing 
on the application, and referred to certain exhibits offered at 
the hearing. It said the description of the ‘‘grandfather” appli- 
cation stated in the first paragraph of the prior report included 
the Monongahela River between Pittsburgh and Monessen, Pa, 
and that this was also true of the proposed report of Examiner 
Wilkins issued after the hearing. It said counsel had overlooked 
the fact that the proof showed service on the river above Mones- 
sen and failed to take exception to the examiner’s description 
of the operating authority sought and to the recommended find- 
ing. 

The protestant water carriers asked that the petition be 
denied, and each said that the exhibits to which the applicant 
referred failed to substantiate its claim. Union also said the 
amendment proposed was beyond the scope of the original ap- 
plication and that the petition, being filed too late, could not 
be the basis for the granting of “grandfather” rights. 


TOWAGE APPLICATIONS 


Two water carriers have asked the Commission to amend 
their certificates, granting general towage authority, to include 
the right to transport commodities generally in non-self-pro- 
pelled vessels by the use of separate towing vessels. Each oi 
the carriers said that, at the time their certificates were issued, 
they were unaware that the authority to perform general tow- 
age did not include the right to transport commodities on non- 
self-propelled vessels. 


In W-432, Longview Tugboat Co. Common and Contract f 


Carrier Application, the applicant asked the added right, as 
well as that of general towage, on the Columbia River and its 
tributaries between The Dalles, Ore., and the Pacific Ocean. 
In W-413, Wilbur J. Smith Common and Contract Carrier 
Application, the applicant asked authority to perform the two 
types of service between points in Oregon and points in Wash- 
ington on the Columbia River and its tributaries in the area 
extending from Bonneville, Ore., to the Pacific Ocean. 


SPEEDWAY FOR ARMY SUPPLIES IN FRANCE 


The War Department has announced that a one-way, 200- 
mile speedway has been developed in France to enable supply 
trucks to keep pace with the fast-moving Allied combat forces. 
The department described the highway as a giant loop that fed 
one-way traffic of thousands of loaded trucks to the front lines 
and sent empty ones back to Normandy for more cargo. In 
order to keep supplies moving steadily, the department said, 
the trucks had been operated in large convoys that maintained 
a constant speed and regular spaced intervals. In case of 4 
breakdown, the department said, no truck would hold up 4 
convoy as arrangements had been made for a driver to pull 
out of line and repair his truck while the others continued 0; 
or, if he was unable to repair it, to get help from an ordnance 
crew or be assigned a new truck. The department said that 
the new U. S. Army “Red Ball Express” was probably the 
longest and fastest truck train in history. 
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Motor Act Prosecutions 


Digests 0} statements isswed by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions oj the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Eastern Pennsylvania district, at Philadelphia. David D. 
Derstine, of Telford, Pa., was fined $300, September 20, follow- 
ing his plea of non vult to an information charging him with 
transporting property as a common carrier by motor vehicle in 
interstate commerce, for compensation, without a certificate 
having been issued to him by the Commission authorizing such 
operations; with engaging in business as such motor carrier 
without insurance for the protection of the public having been 
filed with, and approved by, the Commission; and with failing 
to require his drivers to keep drivers’ logs. The fine was re- 
quired to be paid. 

Eastern Pennsylvania district, at Philadelphia. W. B. Hogg, 
doing business as Hogg Motor Express, of Quarryville, Pa., was 
fined $250, September 20, following his plea of guilty to charges 
of collecting rate overcharges from shippers with respect to the 
transportation of property in interstate commerce by him, and 
with failing to require his drivers to keep drivers’ logs. The 
court required full payment of the fine. 

District of Columbia Municipal Court, at Washington, D. C. 
Helen Parr, doing business as Parr Trucking Co., of Washing- 
ton, D. C., was fined $750, September 20, following her plea of 
guilty to an information charging her with engaging in the 
business of a contract carrier of property by motor vehicle in 
interstate commerce, for compensation, without having received 
requisite operating authority from the Commission. The de- 
fendant was required to pay $400 as a fine, and payment of 
the remainder was suspended for a probationary period of one 
year. 

Northern Alabama district, northeastern division, at Bir- 
mingham. Rath Packing Co., of Waterloo, Ia., and John Mor- 
rell & Co., of Ottumwa, Ia., shippers, were fined $300 each, 
September 21, following their separate pleas of nolo contendere 
to informations charging them with aiding and abetting Walter 
M. Horn, dba Horn Truck Line, of Decatur, Ala., in the trans- 
portation of pool car shipments of packing house products as 
a contract carrier by motor vehicle in interstate commerce with- 
out having obtained from the Commission a permit or other 
authority to engage in such operations. Each defendant paid the 
full amount of the fine imposed on it. 

Northern Texas district, Dallas division, at Dallas. William 
B. Thomas, of Dallas, Tex., was fined $1,000, September 18, 
following his plea of guilty to an information charging him 
with operating as a common carrier of property by motor 
vehicle in interstate commerce, for compensation, without hav- 
ing recelved requisite operating authority from the Commis- 
sion. He was required to pay $200 of the fine, and payment of 


the remainder was suspended for a probationary period of six 
months. 


Northern Texas: district, Dallas division, at Dallas. Wiley 
H. Merrill, a contract carrier, was fined a total of $500, Septem- 
ber 21, following the entry of his plea of nolo contendere to an 
information charging him with permitting his drivers to remain 
on duty in excess of the hours a week permitted by the regula- 
tions of the Commission, and also with permitting his drivers 
to drive and operate vehicles in excess of hours a day permitted 
by said regulations. The fine was imposed on 20 counts of the 
information and imposition of sentence on the remaining counts 
was suspended pending the defendant’s future compliance with 
the regulations. The fine was required to be paid in full. 
Northern Iowa district, Cedar Rapids division, at Sioux 
City. Union Transfer Co., a corporation doing business as 
Union Freightways, of Omaha, Neb., was fined $2,000 and costs, 
September 21, following entry of its plea of guilty to an infor- 
mation charging it as a common carrier of property in inter- 
State commerce with knowingly and wilfully permitting and 
requiring its drivers to remain on duty for excessive hours a 
Week and with permitting and requiring its drivers to drive or 
operate vehicles for excessive hours a day, in violation of the 
motor carrier safety regulations. The fine and costs were re- 
quired to be paid in full. 

_ Eastern Pennsylvania district, at Philadelphia. John S. 
Binsherger, of Silverdale, Pa., was fined $170, September 25, 
follow ing his plea of nolo contendere to an information charg- 
ing him with transporting property as a common carrier by 
moto: vehicle in interstate commerce, for compensation, with- 


out a certificate having been issued to him by the Commission 
authorizing such operations; with transporting property as such 
carrier 


ier without having a tariff on file with the Commission 
naming his rates therefor; with engaging in business as such 
motor carrier without insurance or other security for the pro- 
tection of the public having been filed with and approved by 
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the Commission; and with failing to require his drivers to keep 
drivers’ logs. 


West Coast Motor Suit 


“While it is true that problems such as these can only 
be brought to the courts when private interests conceive that 
there has been injury to rights of property, and although the 
field of judicial review of administrative determination has 
been narrowly confined by abnegation of the courts them- 
selves, there should be no denial of the principle that the 
courts must eventually be the final arbiter of the paramount 
public interest in a melee of regulation,” said a three-judge 
statutory court, sitting in the district of Oregon, in a proceed- 
ing in which it suspended an order of the Commission. 

The court suspended the Commission’s order in MC 42487, 
Sub. 15, Consolidated Freightways, Inc., Extension, embracing 
MC 42487, Sub. 18, Same; MC 42487, Sub. 19, Same; MC 42487, 
Sub. 20, Same; and MC 9115, Sub. 1, Oregon-Nevada-Cali- 
fornia Fast Freight, Inc., Extension, in which proceeding the 
Commission, division 5, granted the two carriers authority to 
operate between San Francisco, Calif., and Portland, Ore. The 
court said the order was suspended so that all parties might 
be placed on notice “as to what type hearing will be held, 
whether joint or several, and in order that appropriate findings 
be made as to the public convenience and necessity which re- 
quired the authorization of two new through lines in competi- 
tion with each other and in competition with other facilities, 
and also as to the ability of Consolidated to initiate and main- 
tain one of such lines in view of present conditions.” The 
court said the Commission’s order was suspended until the 
designated action might be taken by the Commission. 

The court said that division 5 had arrived at an “unex- 
pected, if not startling, result when both applications for 
through line operations were granted” after two joint boards 
had been unable to agree on recommendations and a Com- 
mission examiner had recommended that neither application be 
allowed. It said the record had not been made on the basis 
that two through line operations might be allowed and that 
there was no suggestion that such a result was possible “until 
the denouement” when the report of division 5, Commissioner 
Rogers dissenting, was announced. It said that the plaintiffs 
before it had alleged that the Commission had taken evidence 
out of the case on one application and had given consideration 
thereto in the case on the “opposite application,” and that 
the division, without notice to the public and other interested 
parties had treated the record as though it was a consolidated 
case, and as though the problem litigated was whether two 
competitive through routes could be authorized under existing 
conditions, having pointed out that, although the hearings were 
held at the same place, and followed each other, and although 
testimony had been stipulated from one proceeding to the 
other, the two proceedings were never consolidated and had 
remained separate and distinct. It said that the situation of 
the protesting motor carriers had been carefully considered in 
relation to the record in each of the cases, but that nowhere 
was there consideration of any plaintiff in the case before the 
court in relation to competition of two new through-haul lines 
to and from Portland and San Francisco. The court said 
that a fair trial had not been accorded ‘“‘by the method of ap- 
proach used,” and that no notice of the attempted conversion 
of an adversary proceeding by two applicants to establish a 
basis for one through line operation into a consolidated pro- 
ceeding where both applications were granted. 

The court said that “the vice of drawing conclusions from 
the two records results in a lack of jurisdictional findings on 
the essential factor that it was necessary and convenient in the 
public interest, and in the face of facilities furnished by plain- 
tiffs, to initiate two new through lines. Such a finding was 
essential.” It also commented on the age of the record and on 
the changed elements in motor transport on the Pacific slope, 
calling those changes “kaleidoscopic and vital in nature.” Ad- 
mitting the difficulty of estimating the full effect of the changes, 
the court said its opinion was not an attempt to find the facts, 
but simply to determine whether the Commission had so found 
them. It said that, if the Commission had held renewed hear- 
ings and found, on the changed facts, and on notice to the 
parties that the question of two new separate lines was to be 
considered, the court, “as well as every one,” might well have 
been satisfied that they intended to find that the public interest 
as now established demanded the change. It said it seemed 
that it might be well for the Commission to reconsider its 
order in the light of the facts as they now existed. 

The court also said that the division had not made findings 
as to the possibility that each of the applicants could furnish 
facilities, equipment, and personnel to compete with each other 
over the length of the through route. It said that the findings 
as to O. N. C. might establish fitness to maintain a single line 
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operation, but that there were no corresponding findings as 
to Consolidated. Specifically, it said, there were no findings 
as to the effect of competition in this dual line of operation, 
and that the division had not considered the wartime economy 
in setting up such separate operations and did not make any 
findings thereon. The record, it said, whether considered as 
several or joint, laid no basis for such findings. 

The court continued by saying that the entire approach to 
the problem by the division was as though the controversy 
was ruled entirely by the private interests represented in the 
record. It said that the genesis of the difficulties lay in the 
attempt of Consolidated to force O. N. C. to join “Freightways,” 
which it said was a traffic exchange agreement of Consolidated 
with its connecting carriers. O. N. C. had refused to join, the 
court said, adding that the majority of division 5 seemed to 
fear that the two carriers might fail to cooperate in the future 
and that the division had ruled that authority should be granted 
or denied to both applicants to operate over the valley route. 
Thus, it said, the Commission had ruled that the two carriers 
had “proprietary rights in the use of this highway because 
of previous operations, and that such rights were paramount.” 
It said the record was replete with evidence of the fact that 
Consolidated had attempted to bring pressure on O. N. C. and 
the Commission, by refusing the cooperation required for effi- 
cient joint schedules under war conditions, having pointed out 
that the involved applications had been filed when friction de- 
veloped between the two carriers after the service between 
Portland and San Francisco had for some time been provided 
by them through interchange of freight. 

“Because of the failure to give all parties a fair trial as 
to the authorization of two new through lines in competition 
with each other, and the existing facilities, and because of 
their failure to make jurisdictional findings embodying such 
factors and specifically the ability of Consolidated to operate 
a through-line in competition with O. N. C., and other facil- 
ities, and finally because of their failure to consider the public 
interest as opposed to the interests of the favored carriers, the 
cause should be reconsidered by the Commission,” the court 
said. 

The decision was handed down in Civil 2340, Pierce Auto 
Freight Lines, Inc.; Los Angeles-Seattle Motor Express; Angelo 
Colletti, dba Colletti Fast Freight; Pacific Motor Trucking Co.; 
and Pacific Southwest Railroad Association, Plaintiffs, vs. The 
United States of America, Defendant; Interstate Commerce 
Commission; Consolidated Freightways, Inc.; and Oregon- 
Nevada-California Fast Freight, Inc., Interveners. 


JOINT BAR ANTI-TRUST SUIT 


Judge John P. Barnes of the federal district court at Chi- 
cago, September 26 issued an order in No. 43C 1295, United 
States vs. Rail Joint Company et al., directing the clerk of 
the court to issue subpoenas to Victor C. Armstrong, president 
of the Rail Joint Company, New York; Emanuel Woodings, 
president, Woodings-Verona Tool Works, Verona, Pa., and 
L. C. Wilkoff, of the Youngstown Steel Car Company, Niles, O., 
directing them to appear as.witnesses at a hearing in the 
case October 9. 

The case involves a suit by the anti-trust division of the 
Department of Justice against Mr. Armstrong and Mr. Wood- 
ings and their companies, against Poor and Company of Chi- 
cago and its president, Fred Poor, and against the McKenna 
Process Company of Joliet, Ill., and George Langford, its 
president, seeking an injunction restraining the defendants 
from continuing their alleged violations of the Sherman anti- 
trust act by pooling their patents for the reforming of worn 
rail joint bars, forcing other companies to reform the bars 
under license agreements at terms set by the defendants, and 
the like. All defendants except McKenna and Mr. Langford 
last week agreed to a consent decree providing that the de- 
fendants would make their patents public property and would 
not maintain license arrangements with other companies (see 
Traffic World, Sept. 23, p. 768). 

Government attorneys requesting the order said that the 
three persons named in the subpoenas would be able to identify 
exhibits and testify concerning licensing arrangements at the 
trial of Mr. Langford and his company. Mr. Wilkoff, they said, 
would be able to testify concerning a licensing arrangement 
between his company and the other defendants. 


MICHIGAN TRI-STATE GRANDFATHER CASE 
A three-judge federal court at Chicago September 28 held 
a hearing in 43C 658, Michigan Tri-State Motor Express, Inc. 
vs. the United States and the Commission, involving a suit for 
an injunction setting aside the Commission’s orders of Septem- 
ber 22, 1943, and April 10, 1944, in MC 67390 and MC 25183, 


the grandfather applications of the complainant and a prede- 


cessor operator (see Traffic World, June 10, p. 1563). 
David Axelrod, counsel for complainant, said that the Com- 
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mission erred in its orders by denying the applicant, Michizan 
Tri-State, authority to operate as a motor common carrier of 
general commodities serving Lansing, Grand Rapids, Hollend, 
Muskegon, Plainwell, and Otsego, Mich., and Aurora and Joliet, 
Ill. He said the Commission did grant grandfather authority 
respecting operations between Milwaukee, Chicago, Detroit, 
South Bend, Mich., South Haven, Mich., and Niles, Mich. He 
said sufficient evidence had been presented to the Commission 
to prove that the applicant had operated to Lansing, etc., be- 
fore, on and continuously since the grandfather date of June 1, 
1935. The evidence presented by applicant, he said, had been 
in the form of abstracts of waybills and the like covering rep- 
resentative shipments, and not all shipments handled to and 
from Lansing, for example, had been introduced at hearings on 
the applications. He said the Commission had erred in not treat- 
ing applicant’s operations as a whole and by “picking points 
separately.” He said the Commission in its orders failed to 
show the basis for its denial of part of the authority sought, 
but should have done so. 

Counsel for the Commission and for the Department of 
Justice said that the Commission should, perhaps, have ex- 
plained in detail why it considered applicant’s evidence as to 
some of its claimed services insufficient, but that it had not 
acted arbitrarily in entering the denial orders. They said the 
record showed that testimony of witnesses for applicant had 
been vague and largely unsubstantiated, and that the exhibits 
introduced by the applicant did not indicate that the applicant 
handled more than half a dozen or so shipments to Lansing, 
Joliet, and the other cities involved in the case between 1935 
and 1939. 

The court, composed of Judges Otto Kerner, John P. Barnes 
and Elwyn Shaw, took the matter under advisement. 


c. R. |. & P. REORGANIZATION 


Judge M. L. Igoe of the federal district court at Chicago 
September 26 issued an order in the Chicago, Rock Island and 
Pacific reorganization case granting the petition of the trustees 
of the debtor, for permission to discharge part or all of the 
$3,524,000 of Choctaw and Memphis Railroad first 5’s of 1949 
by paying cash from the trust funds. The court’s order pro- 
vides that the bonds of the subsidiary company may be bought 
in lots at the rate of $1,450 for each $1,000 of the face amount 
of the bonds, the premium accounting for accrued interest 
aggregating $1,762,000. 

The order does not have the effect of modifying the debtor's 
plan of reorganization. Under the Commission-approved plan, 
the present C. and M. 5 per cent bonds would be extended to 
1969 with preservation of their senior lien on the 279-mile 
section of the Rock Island Lines in Arkansas and Oklahoma, 
but the interest rate would be reduced to 4 per cent. Aaron 
Colnon, one of the trustees, at a hearing on the plan last 
June that, if the bonds were retired this year, the new com- 
pany would save $140,960 in interest annually and the retire- 
ment would give the first mortgage bonds of the Rock Island 
greater marketable value (see Traffic World, July 1, p. 26). 

The subject of the C. and M. bonds occasioned a heated 
argument at the June hearing before Judge Igoe. J. B. Fleming, 
the other trustee, said that. though he would like to retire 
the C. and M. debt, he had doubts as to the court’s authority 
to issue an order requiring such retirement. Counsel for 
the C. and M. bondholders group said that- the group was 
opposed to the petition of Mr. Colnon; that the C. and M. 
bonds were non-callable, and that those holders preferred to 
continue their holdings of the bonds at the 4 per cent rate 
of interest rather than accept a cash settlement. J. D. Far- 
rington, chief executive officer of the Rock Island, said that, 
though he believed the C. and M. bondholders would appeal 
from such an order, he believed the appeal would not be suc- 
cessful. Judge Igoe said he was not frightened by the fore- 
casts voiced by various parties to the effect that extended liti- 
gation would result and the reorganization would be delayed 
if he entered the order sought by Mr. Colnon. 


TRUCK SERVICE AND AIR CARGO 


The success of fast air cargo service will depend, to a large 
extent, on close coordination of trucking and other handling 
facilities with plane facilities, says the White Motor Company, 
Cleveland, pointing out that the use of fast, modern trucks, 
properly scheduled, is essential to insure speedy delivery 10 
and from air cargo planes. It calls attention to a recent ship- 
ment of 8,000 packages of spinach, totaling 5,000 pounds, han- 
dled by an American Airlines cargo plane from Los Angeles t0 
Louisville, Ky., and Cincinnati and Dayton, O., pointing out that 
White trucks were used efficiently in the 24-hour movement. of 
the spinach from farm to grocery stores at the destination 
points. It says that “as air cargo grows, so the missions of the 
motor truck will grow.” 





Sept 


merc 
the | 
tion 

agen 
oper 
lems 
with 


the | 
in te 
tion< 
more 
he a 


auth 
traff 
8,006 
com} 
tem] 
civil, 
1950 
men 
way: 
or le 
ture 
mov 


was 
He « 
sear 
only 
syste 
utili: 
ing.’ 
port 
arm 
the | 
by § 
for « 
11 i 
fact 
mon 
in tl 


lessc 
by « 
airp 
airp 
tran 
will 
is b 
past 
mos 
cour 
are 

havi 
Vidit 
and 

tion: 


lishe 
end 
the 








RLD 






igan 
ar of 
land, 
O!iet, 
ority 
troit, 
.. He 
Sssion 
 be- 
ne 1, 
been 
 rep- 
) and 
PS on 
treat- 
0 ints 
ed to 
ught, 


nt of 
e@ ex. 
as to 
d not 
d the 
t had 
hibits 
licant 
nsing, 
| 1935 


sarnes 


hicago 
1d and 
ustees 
of the 
f 1949 
r pro- 
ought 
mount 
iterest 


ebtor’s 
1 plan, 
ded to 
79-mile 
ahoma, 
Aaron 
in last 
Vv com- 
retire- 
Island 
26). 

heated 
leming, 
» retire 
ithority 
sel for 
up was 
and M. 
rred to 
nt rate 
D. Far- 
id that, 
appeal 
be suc- 
1e fore- 
Jed liti- 
delayed 


-a large 
vandling 
ompany, 

trucks, 
ivery to 
nt ship- 
ds, han- 
igeles to 
out that 
ment of 
stination 
1s of the 





September 30, 1944 





Air Transportation 





Postwar Aviation Plans 


Senator Mead, of New York, a member of the Senate com- 
merce committee’s subcommittee on aviation, in an address in 
the Senate, submitted a comprehensive summary of informa- 
tion about work now being done by various government 
agencies in preparation for expansion of domestic and foreign 
operations of American airlines and about some of the prob- 
lems that were being discussed by those agencies, particularly 
with respect to international air transport. 

He said that one mistake frequently made in predicting 
the future possibilities of civil aviation was in measuring them 
in terms of present-day surface traffic. The airplane unques- 
tionably would lead more people to travel more frequently, for 
more miles, and for more different purposes than ever before, 
he averred. 

“A recent careful estimate made, by the government 
authorities,” he said, ‘dealing with future problems of air 
traffic control indicates that by 1950 we can anticipate between 
8,000,000 and 10,000,000 aircraft movements annually by the 
common carriers by air. Yet, the same careful estimates con- 
template that entire aircraft movements, both military and 
civil, will total between 45,000,000 and 50,000,000 a year by 
1950 and, obviously, the overwhelming majority of these move- 
ments will be by civil aircraft. This indicates a use of our air- 
ways by the established operators representing only a sixth, 
or less, of the total use of such airways in the predictable fu- 
ture. Moreover, the estimate I refer to dealt only with the 
movements along the regular civil airways... .” 


Senator Mead said that “the most startling fact of all” 
was the amount of work that could be done by a single plane. 
He cited a statement by the Board of Investigation and Re- 
search that the average railroad freight car was in movement 
only about 2% hours a day, and added that, though “our rail 
system has a splendid record of efficiency,” the record of plane 
utilization by the domestic airlines was “nothing short of amaz- 
ing.” Prior to the reduction of the number of domestic trans- 
port planes in airline service from 325 to 165, by transfers to the 
armed services in 1942,-the scheduled flying hours a plane on 
the domestic airline system was about eight hours a day, but 
by September, 1943, the average daily scheduled flying time 
for each airplane on the domestic system had increased to over 
11 hours he said. He added that the revenue passenger load 
factor on those planes was about 67 per cent in the first six 
months of 1942, and that that load factor had been increased 
in the first six months of 1943 to 86 per cent. 


“In this experience,” he continued, “there is an important 
lesson for the future. It is a lesson which has been learned 
by our military forces on far-flung fronts. That is that the 
airplane is capable:of most intensive utilization, so that one 
airplane can be made to go a long, long way. In terms of cheap 
transportation for both passengers and cargo this simple fact 
will some day mean a great deal. If our air transport system 
is built up in the future as we have tried to build it in the 
past, on a basis which will assure that it can be operated in the 
most efficient manner, and with improvements constantly en- 
couraged, we have very high stakes, indeed, to win. The stakes 
are a new system of transportation, nationwide and worldwide, 
having peculiarly inherent advantages, capable one day of pro- 
viding service at vary low cost, and bringing both to passengers 
and to shippers opportunities for travel, trade and communica- 
tions never before dreamed of.” 

He expressed the hope that Congress would have estab- 
lished a well-defined international aviation policy “before the 
end of this year.” Presently under discussion, he said, was 
the problem of whether U. S. airlines in the international field 
would be government-owned, would include government par- 
ticipation with private participation, would be built around 
a private monopoly or ‘“‘chosen instrument,” or would operate 
competitively ‘with protection zones as are air-mail contracts 
in our domestic field.”” He said the air bases that this country 
had built, since Pearl Harbor, in foreign countries were only 
incdental to the obtaining of general rights of commercial 
entry and would be worthless for commercial purposes with- 
out such rights. 

“What we want to do right now .. . more than anything 
else,” he said, “is to make sure that a system is set up whereby 
thos: rights will be protected in an orderly manner, by perhaps 
having them transferred by the military to the State Depart- 
meni. and perhaps by the State Department to the Foreign 
Economie Administration, where, particularly in the case of 
end-!case countries, our rights can be well protected.” 
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He observed that the United States had, in Pan American 
Airways, “by far the largest international air transport com- 
pany in the world, serving in peacetime 62 countries and 
colonial possessions, where it had rights in the prewar period, 
and where it also will have them in the postwar period.” 

“As of the outbreak of the war,’’ he continued, ‘we were 
the only country with lines that reached all the five continents. 
Naturally, the Pan American retains its former rights in those 
countries. .. .” 

Senator Mead inserted in the Congressional Record of 
September 21 excerpts from a magazine article on ‘The Future 
of Air Transport,” written by William A. M. Burden, Assistant 
Secretary of Commerce; excerpts from the Foreign Air News 
Digest compiled by a division of the Civil Aeronautics Board’s 
economic bureau; a memorandum on aircraft production; a 
letter addressed to the President by Senators Bailey, of North 
Carolina, and Clark, of Missouri (see Traffic World, Aug. 26, 
p. 519), and summaries of activities of the Civil Aeronautics 
Board, Air Cargoes, Inc., and the Civil Aeronautics Administra- 
tion in preparation for postwar aviation. 


Air Routes to Latin America 


Proponents of steamship company applications for author- 
ity to institute air service, supplementary to their ship services, 
on routes between U. S. ports and points in the Caribbean 
islands, in Central America and on the north coast of South 
America, underwent prolonged and intensive questioning by 
counsel for domestic airlines, likewise seeking air rights in 
the Caribbean area, as hearings held by Examiners Francis W. 
Brown and H. Heinrich Spang, of the Civil Aeronautics Board, 
in “Docket No. 525, et al., the Latin American Cases,” entered 
their second week (see Traffic World, Sept. 23, p. 771). 

Questions by the attorneys for domestic air carriers whose 
applications were among those in the subject matter of the 
hearings constituted an assault on the steamship company ap- 
plications—those of Grace Line, Inc., United Fruit Co., Water- 
man Steamship Corporation, Moore-McCormack Lines, and At- 
lantic, Gulf & West Indies Steamship Lines through its sub- 
sidiary, International Airways, Inc.—on the grounds that the 
steamship companies could not provide continuous, single-line 
service between interior points in the United States and the 
Latin American destinations involved, that the steamship com- 
panies lacked experience in air transportation, and that those 
companies were interested in air service primarily as a safe- 
guard against loss of passenger traffic. ‘ 

Delta Air Corporation, of Atlanta, Ga., presented three wit- 
nesses who discussed exhibits in support of its application. 
They were R. S. Weber, its general traffic manager; C. E. 
Woolman, its vice-president and general manager; E. J. Johns- 
ton, its director of research and planning, and L. B. Judd. 
Their testimony included statements that a predecessor com- 
pany of Delta—Huff-Daland Dusters—had operated in Peru, 
Mexico and Ecuador, and that the Peru operations had been 
sold, 50 per cent to Pan American Airways and 50 per cent to 
W. R. Grace & Co., at the time of the formation of Pan Ameri- 
can-Grace Airways, Inc. 


Testimony for Grace Line 


R. R. Adams, executive vice-president of Grace Line, Inc., 
the first witness for Grace Line, said that that company’s in- 
vestment in ships was relatively small and that the company 
therefore was “in a very fluid position to determine whether 
or not we shall invest this amount in aircraft and that amount 
in vessels, or a smaller amount in one and a larger amount in 
the other, depending in some measure on the outcome of our 
application here.’ He said that the conduct of foreign air and 
steamship operations involved practically daily deals with gov- 
ernment officials in the countries served, relating to customs, 
immigration, passport regulations, etc., and that familiarity 
with such officials, customs and laws was an obvious asset in 
dealing with the handling of that traffic. He estimated that 50 
per cent of the commercial travelers heretofore going by steam- 
ship would travel by air after the war, but that only 5 per cent 
of the steamship tourist travel would be lost to air carriers. 
Asked by E. Smythe Gambrell, counsel for Eastern Air Lines, 
whether he would concede that the railroads should have, in 
relation to marine shipping, the privileges here sought by Grace 
Line in relation to air shipping, Mr. Adams said that he knew 
of no present impediment to the railroads’ engaging in over- 
seas transportation, except as to Panama Canal traffic. Mr. 
Adams averred that a “joint arrangement” between an “inde- 
pendent” air carrier and a steamship company, with respect to 
air and steamship traffic over the Caribbean, would not provide 
service as good as that made possible if a single company oper- 
ated both the steamship and the air service. 

Grace Line, Inc., was a subsidiary of W. R. Grace & Co. 
and had total assets of about $47,000,000, Mr. Adams testified. 
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Mr. Gambrell suggested that if a strongly financed steamship 
company should “make war” with a newly established airline 
or one having less capital, the funds of the larger company 
would “hold out longer in a rate war,’ and Examiner Brown 
remarked that he thought the answer was “obvious.” Mr. Adams 
said that if Pan-American Grace Airways (Panagra) succeeded 
in obtaining an extension of its Latin-American service to the 
United States, Grace Line was prepared to “drop Balboa” from 
its application. He said Grace Line had about $4,000,000 in- 
vested in ships. He expressed the view that steamship lines 
should be permitted to “move on” with the advancement in 
transportation service. 

John W. Chapman, vice-president in charge of traffic of the 
Grace Line, said that his company felt it was better qualified 
to handle international airline business than the domestic air- 


lines were, because of its long experience in foreign transporta- 
tion. 


Witness from Venezuela 


Henry Lord Bouldon, of Caracas, Venezuela, senior mem- 
ber of the firm of H. L. Bouldon & Co. of Caracas, agent for 
Grace Line in Venezuela, and president of Avensa, a Venezuelan 
air line whose stock, he said, was owned 28 per cent by Pan 
American Airways, submitted passenger traffic estimates and 
said he would not represent any other airline while having the 
Grace Line agency. 

James E. Magner, vice-president in charge of passenger 
traffic of Grace Line, in the course of his testimony, mentioned 
a pooling agreement between Grace Line, United Fruit Co. and 
Panama Railroad Steamship Line, applying only to cargo rev- 
enues. He said the Grace Line had transported 750,000 passen- 
gers in a 25-year period prior to 1941. If a domestic carrier, 
such as Eastern Air Lines, were authorized to fly over the 
Caribbean and Grace Line were not so authorized, he said, 
Grace Line would be “at a tremendous disadvantage in the 
immediate postwar period in having no service” for passengers, 
because, he estimated, a year or more would be required for 
restoration of Grace Line steamships. 

L. W. MacNaughton, of Dallas, Tex., appearing on behalf 
of the city of Houston, Tex., said he was a member of a firm 
that had made appraisals of oil lands for five American oil 
companies in Venezuela and contended that there was a need 
for improvement of air service to points in the Caribbean area 
and Venezuela from Houston. 


National Airlines 


D. G. Bash, director of research and development for Na- 
tional Airlines, Inc., of Jacksonville, Fla., submitted cost data 
and, under questioning, said that pilots on trans-Caribbean 
routes probably would be paid $750 a month. G. T. Baker, 
president of National Airlines, said that National now had a 
passenger rate of 5 cents a mile and that it proposed rates of 
3% to 5 cents a mile on the Caribbean routes set forth in its 
application. Told that Pan American Airways proposed similar 
passenger fares, and asked whether he did not think that a 
rate war between National and Pan American might result, 
he said that “time will tell.” His testimony showed that Na- 
tional had had a net income of $2,283 in 1939, and that, after 
the C. A. B. had authorized a route for National between Jack- 
sonville and New York City, National had sold 150,000 shares 
of stock at $13.75 a share. Mr. Baker said the proposed Carib- 
bean operation could be financed by additional sales of stock 
and by loans from banks. He said he owned 5 or 6 per cent of 
the stock of Gulf Atlantic Transportation Co. 


United Fruit Co. 


William K. Jackson, of Boston, Mass., vice president of 
United Fruit Co., stated that his company was applying for a 
route between New Orleans and Guatemala, using four-motored 
planes, with an extension to Balboa, Canal Zone, using two- 
motored planes, and that it also sought a route between New 
Orleans and Havana, Cuba, using four-motored planes, with an 
extension to San Juan, Puerto Rico. He said his company had 
already received applications for jobs from a number of per- 
sons presently employed by existing airlines. 

Examiner Brown asked him whether he thought that all 
U. S. flag steamship lines should be permitted to adopt air 
transportation. Mr. Jackson said that would depend on the 
importance to the steamship lines of the passenger business 
between particular terminals. 

Twenty of the vessels operated by United Fruit Co. in 
1940 had been lost, including five passenger vessels, he said. 
Some of the company’s ships would not be returned at all, but 
probably would be retained by the navy as permanent aux- 
iliaries to the fleet, he said. He estimated that diversion of 
passenger traffic from steamships to the air would be as high 
as 45 per cent. 

He stated, under cross-examination, that passenger busi- 
ness accounted for about 10 per cent of the “transportation” 
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performed by United Fruit Co. He averred that loss of half 
of the passenger traffic would be a serious blow to the com- 
pany. 

“You don’t have to chop a man’s head off or chop his body 
in two to kill him,” said Mr. Jackson. “You can bleed him to 
death by a very little volume of blood being taken away from 
him.” 

He said he had been told by a Dutch government repre- 
sentative in Washington that, prior to the war, the Dutch air. 
line, K. L. M., now holding a temporary permit to operate 
between Miami and certain Caribbean ports, was owned and 
largely controlled by the Royal Holland Dutch Line. He said 
he would be “terrifically surprised” if it was not “only a ques- 
tion of time” until K. L. M. instituted a coordinated ship-air 
service along the Central American coast—a service that, the 
witness said, would put United Fruit Co. at a serious disadvan- 
tage if its operations were confined to steamships. He testified 
that Elders & Fyffes, Ltd., a British steamship company, had 
amended its charter to authorize institution by it of air service, 
and said that no laws in England restrained or limited a 
steamship company from operating an air line, though it was 
true that only the British Overseas Air Transport Corporation 
received a British government subsidy. fi 

United Fruit Co., Mr. Jackson said, did not own the ships 
it operated. The U. S.-flag vessels it operated were owned by the 
United Mail Steamship Co. and the United Fruit Steamship Cor- 
poration, and others were under Panamanian or Honduran reg- 
istry, he said. He stated that United Fruit Co. had its own 
airfields in smaller cities of Central America; that Tropical 
Radio Telegraph Co., a subsidiary of United Fruit Co., had 
“very extensive” radio communications throughout all of Cen- 
tral America, and that United Fruit also had a number of ma- 
chine shops in Central America that could be converted for use 
as airplane maintenance shops. He said that United Fruit Co. 
had initiated, in 1924, the first air service ever begun in Central 
America, between points in Honduras, and had operated that 
service four years, until Pan American Airways “came in.” 
The operating company of United Fruit Co. in Honduras, he 
said, was Tela Railroad Co., which also operated the govern- 
ment railroad in Honduras. United Fruit Co. also had a con- 
trolling interest in a newspaper in Honduras and owned some 
retail stores there, he said. He stated, under further cross- 
examination, that United Fruit Co. had made loans to the 
governments of Honduras and Costa Rica. 

James K. Simms, of Boston, assistant to the chief engineer 
of United Fruit Co., testified about air operation cost estimates 
placed in the hearing record by that company. William A. 
Penick, passenger traffic manager of United Fruit Co., of New 
York City, estimated that that company would transport, after 
the war, an average of 204 passengers a week by plane be- 
tween New Orleans and Havana. He contended that “from cer- 
tain sections of the United States’? New Orleans was the best 
gateway to Central American countries and points in the Carib- 
bean islands. He said that United Fruit Co. planned, “at some 
future time,” to operate combination cargo-passenger ships to 
Santo Domingo and Puerto Rico, and that the company would 
have a large banana development in Santo Domingo. 

Dr. John B. Crane, of Fairfax, Va., who, a few days earlier, 
had resigned from his position as chief of the transportation 
unit of the Commerce Department’s bureau of foreign and 
domestic commerce, testified on behalf of United Fruit Co. 
September 26, saying he had been employed temporarily by 
that company “to analyze certain exhibits and give my expert 
judgment on air cargo potential traffic’ in the Caribbean area. 
He said he planned to take a new position in Baltimore. 

Two of the exhibits that he sponsored dealt with air ex- 
press tariffs proposed to be charged by United Fruit Co. at the 
start of its air carrier operations, and another exhibit consti- 
tuted, he said, a study of savings in travel time between New 
Orleans and Central America as between the proposed air serv- 
ice and the steamship service. The air express tariffs proposed, 
he said, were substantially the same as those now used by Pan 
American Airways. He stated that United Fruit Co. estimated 
that in the first year after the war it would carry. by air an 
express load of 500 pounds daily from New Orleans to Guate- 
mala City and from New Orleans to Havana, and a load of 25! 
pounds daily from Cortez to Balboa and from Havana to Sam 
Juan. With the possible establishment of a classified rate struc 
ture in the second and third years after the war, he said, those 
estimates would be much too low. He stated*that the estimated 
volume of air express to Central America from the United 
States in 1943 totaled about 737,000 pounds, or 2,361 pounds 
daily, six days a week. This traffic was war-induced only I! 
the case of the Canal Zone, he maintained. 











































Postwar Ton-Mile Rates 


Two or three years after the war, average ton-mile rates 
by air for air cargo between the United States and Central 
American and Caribbean points might be expected to be com 
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siderably less than $1, Dr. Crane said. He stated that Guatemala 
was the most favorable Central American republic from the 
standpoint of development of future air cargo. 

Commercial travelers wanting to visit each Central Ameri- 
can republic and do a day’s business in each would require an 
average of 31 days for such a trip if they traveled by steam- 
ship and by surface transport facilities that were available in 
those countries before the war, but if they traveled by air they 
could make the trip in eight days, he said. However, he sug- 
gested that many commercial travelers returning to this coun- 
try would want “three, four or five days on a steamship, to 
rest,” and he doubted whether more than half of such travelers 
would make the entire trip from and to the United States by 
air. 

Coordinated air-ship service by one company, he said under 
cross-examination, would be better than combined services of 
a steamship line and another carrier by air, not controlled by 
the steamship company, he said, “for the same reason that if 
you take two boys and tie the left leg of one to the right leg 
of the other and have those boys with three legs trying to co- 
operate and race a boy with two legs, the boy with two legs 
will go much faster.” He added that no matter how two inde- 
pendent companies tried to cooperate, they could not give the 
“perfect integrated service” that one carrier could give. 


“Supplementary and Auxiliary” 


He maintained that it was “very clear” that the air service 
proposed by United Fruit Co. would be “supplementary and 
auxiliary” to the company’s transportation operations. He said 
the present tariffs between Caribbean and Central American 
points and the United States were too high. He suggested that 
a set of steamship-air tariffs might be worked out in which the 
average cost a pound to the shippers would be less than that 
set out in an all-air tariff “all the way from New Orleans to 
South America,” and that it was quite possible that there would 
be shippers who would want to use that cheaper service. In 
Central America, he said, there was a need for both an inde- 
pendent airline operator and a coordinated ship-air service. 
Answering a question, he said he would not be “surprised” if a 
substantial part of the traffic going by vessel between New 
Orleans and Guatemala and originating in Chicago would move 
to New Orleans by rail in overnight express service. . 

Dealing with questions of airline attorneys containing sug- 
gestions that competition in the considered area would be “un- 
balanced” if a steamship company had air service competing 
with that of an independent airline, Dr. Crane said that an 
airline could start a steamship company if it wanted to, ‘‘to 
balance the competition.” Examiner Brown overruled an objec- 
tion to that statement. 


“IT believe that there is going to be a growth in travel be- 
tween these countries,’ Dr. Crane said, ‘‘and that a steamship 
company, if it is limited to offering the slowest possible service, 
will only be able to carry a small percentage of that potential. 
If they are allowed to operate an air service in connection with 
their steamship service, they can share in that growth. I think 
there will be an increase both by air and by steamship if the 
steamship companies are allowed to add air service.” 

Asked- by John C. Pirie, of Pan American Airways counsel, 
whether he thought that the proposed air service was supple- 
mentary and auxiliary to the steamship service if 90 per cent 
of the revenues of the air transport operation came from pas- 
sengers who never had seen a steamship and had no desire to 
travel on one, Dr. Crane answered in the affirmative. He said 
that the Commerce Department had estimated that after the 
war “our foreign travel volume will be over 100 per cent 
greater than before the war.” 

Robert V. Howley, president of Tropical Radio Telegraph 
Co., a United Fruit Co. subsidiary in Central America, said his 
company planned installation of radio equipment at all Central 
American airports and at other points, at an estimated cost of 
about $1,000,000. 


Waterman Testimony 


First witness for the Waterman Steamship Corporation was 
W. B. Garner, vice-president in charge of traffic of that cor- 
poration. He said that if the company did not obtain an air 
certificate it would lose passenger business and “a very sub- 
Stantial part” of its express cargo business after the war. He 
Said there would be sufficient traffic available after the war to 
Support more transportation service than now existed in the 
Caribbean area. He stated that Waterman planned to acquire 
three new steamships, each with accommodations for 12 pas- 
Senzers, at an estimated cost of $2,200,00 a ship, for use in the 
Puerto Rican trade after the war. He said the company was 
ap;lying for a route between New Orleans and Puerto Rico, by 
wa; of Tampa, Fla. 

Under questioning by Justice Department representatives, 
he said that Pan Atlantic Steamship Corporation, a subsidiary 
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of Waterman, serving Atlantic and Gulf ports in coastwise 
operations, had filed with the C. A. B. an application (No. 703) 
for authority to serve by air ports served by Pan Atlantic 
Steamship Corporation between New York City and New Or- 
leans, and, also, Atlanta, Ga. He said he thought this proposed 
airline would have ‘some modest influence” in the procurement 
of cargo for ships to San Juan. 

Responding to further questions, Mr. Garner said that 
Waterman Steamship Corporation, about three or four months 
ago, had purchased ‘“‘a small interest—5 or 6 per cent,” in TACA, 
a foreign air carrier operating in South America. He estimated 
that there would be 220 tons of air cargo a year between New 
Orleans and San Juan, and said the cost of transporting cargo 
by steamship between those points was $20 to $25 a ton. 

Roy Keeley, of Mobile, Ala., manager of the airline division 
of Waterman, in testimony September 26 and 27, submitted 
operating cost estimates and said that the proposed fare on the 
Waterman airline between New Orleans and San Juan, based 
on 74% cents a mile, would be $130, and, between Tampa and 
San Juan, $120. The steamship fare between New Orleans and 
San Juan, before the war, was $60, he said. It was brought to 
his attention that another applicant proposed a fare of $85 be- 
tween New Orleans and San Juan, via Havana. 

H. L. Russell, of Eastern Airlines counsel, noted that after 
the war Waterman proposed to provide accommodations for 24 
passengers a week between New Orleans and Puerto Rico by 
steamship, and 182 seats by air, and suggested that the pros- 
pective steamship operation would be supplemental and aux- 
iliary to the air operations, on that basis. 

Mr. Keeley said that the loss of high priced cargo to air 
carriers would result in raising the tariffs on “the other bulk 
of the cargo” carried by the steamships. He stated that the 
Waterman Airline that had: been formed about the time of the 
filing of the Waterman air application was being dissolved, and 
said that that airline had had contracts with the Air Transport 
Command and the Army Air Forces for training of glider pilots. 


Justice Department Activities 


Paul Reiber, of public counsel for the C. A. B., contended 
that section 408 of the civil aeronautics act, relating to acquisi- 
tion of control of an air carrier by another type of carrier, was 
applicable to the Waterman Steamship Corporation application. 
J. A. Tomlinson, of the Department of Justice, expressed agree- 
ment with that view, and asked that the questions the depart- 
ment had addressed to the steamship company applicants be 
answered. He said that the C. A. B. should fully explore the 
effect of granting a certificate to a surface-connected carrier 
and its effect on the independent airlines. Mr. Jackson, of the 
United Fruit Co., maintained that section 408 was not appli- 
cable to the applications filed by steamship companies them- 
selves, not involving acquisition of control of an air carrier. Bon 
Geaslin, counsel for Waterman, said he thought the Department 
of Justice was becoming an advocate of “one set of applicants 
here” and was discriminating against another group of appli- 
cants “by reason of the fact that they request that one set 
furnish a type of information not required of the other.” Mr. 
Jackson objected to the placing in the record by the Justice 
Department of certain financial data furnished by United Fruit 
Co., requesting that it be kept confidential and saying that he 
would submit a motion to the C. A. B. to that effect. Examiner 
Brown agreed to keeping of the information as confidential, 
until the issuance by the board of a ruling on that motion. 

Henry B. Moore, director of research of Braniff Airways, 
testifying in support of the application of that company to 
operate on routes to points in Mexico, Central America and the 
Caribbean, said it was axiomatic that travel followed trade and 
submitted data to show that Houston and Galveston, Tex., ports 
from which Braniff would operate, were important from an 
export and import standpoint. Captain R. V. Carlton, chief 
pilot of Braniff, testified on technical subjects relating to the 
proposed operations of Braniff to Latin American countries. 














SURPLUS TRANSPORT AIRCRAFT 


Under terms of a regulation issued by W. L. Clayton, sur- 
plus war property administrator, governing pricing of surplus 
aircraft by the Reconstruction Finance Corporation and the 
Foreign Economic Administration, applicants for surplus trans- 
port aircraft, designated as “Class B” in the regulation, have 
the option to buy outright, to lease, or to rent on a terminable 
installment plan, according to an announcement by the surplus 
war property administrator’s office. 

Prices of “Class B” aircraft were related, in the regulation, 
to the lowest manufactured cost of the planes manufacturing 
in the greatest quantity in the first six months of 1944, Mr. 
Clayton said. He explained the “philosophy” behind the plan 
for outright purchase, lease or rental of transport planes as 
follows: 


Transport planes are precious articles today. Even those which 
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can be spared by the military services are so much in demand that 
it has been necessary to allocate them among applicants. We cannot 
anticipate when the supply will begin to exceed demand, nor can we 
tell, when that time comes, how low prices will fall. In making trans- 
port planes available now on a lease or terminable installment plan 
basis, we feel that we are removing the necessity for those in urgent 
need of transport equipment to gamble large sums of money on events 
which no one can foresee. i 


Air Certificate Applications 


Representing itself as an enterprise organized by a group 
of “commissioned and non-commissioned officers of the U. S. 
Naval Air Corps,’ Northern Airlines, of Duluth, Minn., has 
asked the Civil Aeronautics Board, in an application docketed 
as No. 1602, for authority to transport passengers, mail and 
express between Chicago, Ill., on the one hand, and, on the 
other, Minneapolis and Duluth, Minn., via Milwaukee, Wis. 
The application was signed by Jack Cavenaugh, ensign, U. S. 
Naval Reserve. It contained a statement that the partners 
in the enterprise could “raise $100,000” to finance the proposed 
operations. 

Other new applications for air certificates and the docket 
numbers assigned them follow: 


No. 1601, North American Airlines, Ltd. (John C. Luttrell, presi- 
dent), Chicago, Ill., transportation of persons, property and mail in 
scheduled operations over circle routes based in Chicago, serving 
Waukegan, Ill., Kenosha, Racine, Milwaukee, Sheboygan and Green 
Bay, Wis.; Traverse City, Cadillac, Muskegon, Grand Rapids and 
Kalamazoo, Mich., and South Bend and Gary, Ind. 

No. 1603, Northern Airlines, Duluth, Minn.; transportation of per- 
sons, mail and express between Duluth and Winnipeg, Manitoba, 
Canada, and between Duluth and Fort William, Ontario, Canada, 
Applicant says it plans to acquire aircraft from the navy. 

No. 1596, National Airlines, Jacksonville, Fla.; amendment of cer- 
tificate for route 31 so as to authorize transportation of persons, 
property and mail to New Bern, N. C., as intermediate point between 
Wilmington, N. C., and Norfolk, Va. : 


No. 1611, Prairie Airlines, Inc., Starkville, Miss.; scheduled trans- 
portation of persons, property and mail between Starkville, on the 


one hand, and, on the other, Memphis, Tenn., Birmingham, Ala., and 
Jackson, Miss. 


_ TheC.aA.B,, by orders, has severed from pending applica- 
tions parts proposing service to Europe, Africa and the middle 


east and has assigned new docket numbers to those parts, as 
follows: 


To part of application of Transcontinental & Western Air, Inc., 
in No. 1060, proposing service between Chicago, Washington, New York 
City, Boston and Detroit, on the one hand, and, on the other, the 
British Isles, central Europe, the near east, the middle east and 
northeast India, No. 1598; to part of application of Pennsylvania- 
Central Airlines in No. 1508, proposing service between New York City 
and Washington, on the one hand, and, on the other, Basra, Iraq; 
Cairo, Egypt; and Calcutta, India, No. 1599; to part of application 
of U. N. Airships, Inc., in No. 1306, proposing service between Wash- 
ington, D. C., and Moscow, Russia, No. 1600. 


AIR EXPRESS STATISTICS 


The air express division of the Railway Express Agency 
reports that about 3,050,000 pounds of air express were handled 
by domestic airlines in July, an increase of 10.8 per cent over 
the same month last year, when 2,750,494 pounds were handled. 
It says that the number of shipments moving in air express 
service in July was 137,145, an increase of 6.9 per cent over the 
128,245 shipments in July, 1943. 


AMERICAN AIRLINES TRAFFIC 


American Airlines established new records in passenger, 
mail and express traffic in August, according to a statement 
by L. W. King, regional vice-president, Chicago. Revenue pas- 
senger miles in the month totaled 57,532,652,. more than 
4,000,000 more than in July. July mail ton miles totaled 
1,031,970, compared to 874,731 in July, while express ton miles 
also rose, to 530,001 in August. More than 50,000,000 revenue 
passengers rode the American Airlines in the first eight months 
of this year compared with the first eight months of 1943. 


AIRLINE OFFICERS AND BARGE CO. 


National Airlines, Inc., of Jacksonville, Fla., and three of 
its officers have filed with the Civil Aeronautics Board joint 
application for approval of the holding by those officers of their 
positions with the airline, while serving also as officers or direc- 
tors of water carriers designated in the applications. 

In No. 1604, National Airlines and Harry G. Parker, a vice- 
president of National, ask the C. A. B. to approve the holding 
by Mr. Parker of that office while serving as a “limited partner” 
in United Export Lines, a Florida corporation established in 
1943, owner of a Diesel-powered vessel chartered to Gulf Atlan- 
tic Transportation Co., likewise established in 1943. In No. 1605, 
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National and George W. Gibbs, Jr., one of its directors, ask 
authority to hold that directorship while serving also as a vice- 
president and director of Gulf Atlantic Transportation Co., a 
contract carrier operating barges and tugs along the Atlantic 
coast and the Gulf and on inland waterways for the Defense 
Plant Corporation, according to the application. In No. 1606, 
National and G. T. Baker, president and chairman of the board 
of National, owner of 158,056 shares of the airline’s stock, ac- 
cording to the application, ask permission to hold, also, the 
offices of vice-president and director of Gulf Atlantic Transpor- 
tation Co. The application shows that Mr. Baker is the owner of 
one-fifth of the stock of United Export Lines. 


AIR FREIGHT SERVICE 


American Airlines, Inc. has announced, effective Ocio- 
ber 15, the establishing of an air freight service between New 
York and the 42 other cities on its system. Merchandise has 
been divided into four classifications for rate-making purposes, 
The rates include pick-up and delivery and average as low as 
30 cents a ton for the lowest class of merchandise on 100 
pound shipments. -Allowances are made if pick-up or delivery 
are not used. The service is intended for greatest effectiveness 
over distances of 450 miles or more on shipments of 25 pounds 
minimum. Shipments of perishable food items, direct to retail 
stores, are visualized. The speed in transit is expected to reduce 
spoilage without the necessity of refrigeration, it is stated. 


INTERESTS OF ESSAIR OFFICERS 


The Civil Aeronautics Board has been asked to approve 
“interlocking relationships” of Essair, Inc., a Texas airline, with 
other companies through the holding by designated officers of 
Essair of offices in such other companies. In No. 1609, Essair 
and William F. Long, a vice-president and chairman of the board 
of Essair, seek approval of the holding of those positions by Mr. 
Long concurrently with his ownership of the Dallas Aviation 
School and Air College and with his ownership of a 90 per cent 
interest in the Terrell Aviation School, Ltd., of Terrell, Tex. In 
No. 1610, the C. A. B. is asked to approve the holding by LeRoy 
H. Luckey of the positions of vice-president and general man- 
ager of Essair, Inc., while serving as a director of Terrell Avia- 
tion School, Ltd. 


KANSAS CITY-NEW ORLEANS AIR ROUTE 


The Civil Aeronautics Board has assigned for oral argu- 
ment, October 9, in Washington, the applications of three airlines 
in a consolidated proceeding for authority to operate between 
Kansas City, Mo., and New Orleans, La. The three applicants 
are Mid-Continent Airlines, Inc., in No. 651, Delta Air Corpora- 
tion, in No. 1100, and National Airlines, Inc., in Nos. 1134 and 
1135. Examiner F. A. Law, Jr., of the C. A. B., in a proposed 
report, recommended that Delta Air Corporation be authorized 
to extend its present route between New Orleans and Dallas, 
Tex., via Shreveport, La., so as to continue the route from 
Shreveport northward to Kansas City (see Traffic World, Aug. 
12, p. 398). 


RADIO TRUCK CONTROL 


The American Trucking Associations has announced ap- 
pointment of a radio communications committee headed by 
Harry Chaddick, of Chicago, Ill., to represent the motor freight 
industry in requesting the Federal Communications Commission 
to set aside a wave-length for exclusive future use of motor car- 
riers in two-way communication. The committee will consider 
possible traffic and vehicle-operating benefits through use of 
short-wave radio. 


AIR CARGO POTENTIALS 


Another report on a study of air cargo potentials between 
the United States and Latin American countries has been issued 
by the Department of Commerce. The report deals with the 
potentials between the United States and Argentina. It was 
prepared by Emerson R. Johnson, under the supervision of John 
B. Crane, chief, transportation unit, Bureau of Foreign and 
Domestic Commerce. 

Commodities are designated as air-cargo potentials if char- 
acterized by one or more of the following: High value a pound, 
perishability, fragility, and style factor. 

The study points out that United States trade with Argen- 
tina in 1939 totaled $129,169,871, of which United States exports 
(domestic) were valued at $70,621,123 and imports for con- 
sumption, $58,548,748. In the case of commodities selected as 
possessing air-cargo potentials, the balance was even more in 
favor of the United States, with exports totaling $9,978,776 in 
value while imports were valued at only $2,468,123. 

“The value of the annual potential air cargo between the 
United States and Argentina, as developed in this survey,” says 
the report, “amounts to nearly $12,500,000. While this seems 
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quite substantial, the lack of balance in the trade ($10,000,000 
south bound and only $2,500,000 northbound—a ratio of 4 to 1) 
will act as a deterrent to the establishment of extensive air- 
cargo services. Remunerative air traffic may possibly be devel- 
oped, however, in Argentine products which were not a part of 
the 1939 trade picture. An examination of these possibilities may 
prove enlightening, but is not within the scope of the present 
survey.” 


AIRCRAFT PRODUCTION 


Eight thousand planes were produced in July while 7,939 
planes were delivered in August, according to the War Pro- 
duction Board. 


AIR TRAFFIC STATISTICS 


The Civil Aeronautics Board announced, September 28, that 
mail pound-miles flown by the 18 domestic airlines in July, 
totaling 8,700,149,560, and express pound-miles, totaling 3,094,- 
119,513, represented increases of 43.87 per cent and 8.42 per 
cent, respectively, over the corresponding figures for July, 1943, 
and that the revenue miles flown in July this year, aggregating 
12,930,460, represented an increase of 43.35 per cent over the 
total revenue miles for July, 1943. 

The number of revenue passenger-miles flown by the do- 
mestic air carriers in July totaled 211,286,533, an increase of 
41.28 per cent over the total of 149,556,184 reported for July 
of last year, the board said, adding: 


The airlines flew 99.30 per cent of their scheduled mileage in July. 
Of the 19.39 average available seats per mile, about 91.52 per cent were 
occupied by revenue passengers, as compared with 18.72 average avail- 
able seats of which 91.06 per cent were occupied by revenue passengers 
for the same month last year. 

The average airplane load on the commercial airlines in July was 
seven passengers, 673 pounds of mail, and 239 pounds of express, as 
compared with seven passengers, 670 pounds of mail, and 316 pounds 
of express a year ago. 


LIFTING OF AIR SERVICE SUSPENSION 


The Civil Aeronautics Board has issued several orders per- 
mitting resumption of service on a number of air routes on 
which the service has been suspended since, in the early sum- 
mer of 1942, many planes were taken over by the army, and 
permitting inauguration of service on other routes over which 
operations authorized by the C. A. B. have been held up be- 
cause of the board’s decisions that the national defense required 
delay in inauguration of such operations. 

By rescinding its service suspension orders,, the C. A. B. 
has granetd authority to Inland Air Lines, Inc., to resume 
transportation of persons between Cheyenne, Wyo., and Huron; 
S. D. (the suspension order having applied only to passenger 
transportation); has authorized resumption of operations by 
Northeast Airlines, Inc., between Boston, Mass., and Montreal, 
Canada, and has authorized, also, resumption of service by 
Eastern Air Lines, Inc., between Tallahassee, Fla., and Mem- 
phis, Tenn. 

Permission to inagurate service on routes heretofore au- 
thorized has been granted by the C. A. B. to National Airlines, 
Inc., with respect to its route between Jacksonville, Fla., and 
New York, N. Y.; to Transcontinental & Western Air, Inc., with 
respect to service to Morgantown, W. Va., as an intermediate 
point on route No. 61 (between Washington, D. C., and Day- 
ton, O.), and to Eastern Air Lines, Inc., with respect to non- 
stop service between Evansville, Ind., and Chattanooga, Tenn., 
on route No. 10 (between Chicago, Ill., and Jacksonville, Fla.). 


AIRLINE REVENUES 


Net operating revenue of the 18 domestic air carriers in 
June, including All American Aviation, Inc., and Hawaiian Air- 
lines, amounted to $4,316,705, an increase of $1,360,484 over the 
total reported for June, 1943, the Civil Aeronautics Board an- 
nounced, September 28. 

Operating revenues in June, it said, totaled $13,815,363, 
consisting of $10,074,984 from passengers, $2,816,244 from mail, 
$685,955 from express and freight, and $238,180 from “all other” 
sources, Operating expenses totaled $9,498,658 in June this year, 
as against a total of $8,006,160 in June, 1943, it said. 

For the year ended June 30, 1944, it continued, the net 
Operating reyenue of all the domestic airlines was $27,132,848 
as compared with $30,463,089 for the preceding year. Express 
and freight revenues showed a decrease from $8,429,353 in the 
year ended June 30, 1943, to $7,721,503 in the year ended June 
30 of this year. Total operating revenues for the 12 months 
ended last June were $134,300,583, as against $113,324,489 in 
the preceding year, and operating expenses for the year ended 
last June 30 totaled $107,167,735, as against $82,861,400 in the 
preceding year. Revenue miles flown in the 12 months ended 
June 30, 1944, totaled 116,898,274, compared with 97,977,327 
in the preceding year. 


Dining-Car Employes’ Complaint 


Employes of the Santa Fe in dining-car service, through 
their local union No. 351, have filed a complaint with the Com- 
mission in No. 29195, Dining-Car Employes Union Local No. 
351 vs. Atchison, Topeka & Santa Fe Railway Co., alleging 
unjust and discriminatory treatment, undue prejudice, and un- 
just and unreasonable conditions of employment, in that, they 
said, they had been deprived of terms and conditions of em- 
ployment, in the matter of division and annual passes, and 
passes for transportation on foreign lines. Such passes, they 
alleged, were furnished to other employes of the Santa Fe, but 
not to the members of the dining-car union. They asked that 
the Commission issue a cease and desist order, and that the 
Santa Fe be required to establish for the future their right to 
receive various transportation passes to the same extent as 
such passes were granted to other employes of the defendant. 

The complaint quoted the order of the Commission of De- 
cember 7, 1938, in Ex Parte 72, Sub. 1, In the Matter of Regu- 
lations Concerning the Class of Employes and Subordinate Offi- 
cials that are to be included within the term ‘“Employe” under 
the Railway Labor Act, in which the Commission ordered that 
“the work defined as that of an employe or subordinate official 
in orders of this Commission now in effect be, and it is hereby, 
amended and interpreted so as to include the work of persons 
in the dining-car service on the Atchison, Topeka & Santa Fe 
Railway Co. and affiliated lines embraced in the Santa Fe sys- 
tem, under the contract with Fred Harvey, and thus bring the 
persons performing such work within the term “Employes” as 
used in the fifth paragraph of section 1 of the Railway Labor 
Act, as amended.” 

The complaint said that the more than 700 employes, on 
whose behalf the complainant was, it said, authorized to act 
as collective bargaining agent, became entitled to all of the 
rights, privileges and benefits that would normally appertain 
to them as railroad employes performing work as defined in 
the Commission’s orders. It said that other employes of the 
Santa Fe were and had been customarily receiving transporta- 
tion passes for themselves and their families, after certain pe- 
riods of service. It said the pass privileges being extended to 
the dining-car employes were narrowly restricted and that the 
only passes issued to them were trip passes issued on special 
request for particular trips-to a designated destination. It said 
that “defendant has refused and refrained and continues to 
refuse and refrain from issuing system passes or annual passes 
or foreign passes to any of these employes, either voluntarily 
or on request.” 

It cited as an example that employes other than dining- 
car employes, “although young in the service of the defendant,” 
customarily received division passes from time to time in order 
that, in their lay-over periods, they might travel to their homes 
and subsequently return to the home terminal of their run. 
Dining-car employes, although employed for many years, it 
said, were not granted such passes, and that “defendant en- 
gages in a similar discriminatory practice with reference to its 
refusal to issue annual passes to complainant members em- 
ployed by it and to their families dependent upon them. .. .” 
As an “additional example of the discriminatory treatment 
meted out” to the dining-car employes, the complaint said it 
should be noted that the general chairman of the local union, 
on furlough as an employe representative within the meaning 
of the Railway Labor Act, had been granted a trip pass from 
time to time as a “Waiter” contrary to the practice of all other 
railroads where, it said, such passes were issued to “employe. 
representative.” 


REEMPLOYMENT OF SEAMEN 


The War Shipping Administration has announced new pro- 
cedures designed to carry out provisions of Public Law 87 
for the reemployment rights of persons who left their positions 
after May 1, 1940, to enter the United States merchant marine 
and who desire to return to those positions after the war rather 
than remain in the merchant marine. 

“Although W. S. A. expects sufficient jobs to be available 
for all seamen and officers who desire to remain in the indus- 
try after the war, those who wish to return to their former 
jobs will be given every assistance,” the agency says. 


RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes in July 
totaled $11,501,702, compared with $11,106,897 in July, 1943, 
the Railroad Retirement Board said in its September report. 
The new payments brought to $834,363,419 the total benefits 
paid since the board began operating in 1935. The month’s pay- 
ments included: Employe annuities, $9,577,033; pensions, $1,220,- 
790; survivor annuities, $119,336; death-benefit annuities, 


$27,168; lump-sum death benefits, $557,374. 
The board reported that claims filed in July for unemploy- 
ment insurance totaled 1,330, compared with 1,208 filed last 
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@ Transportation of sheep and lambs in Great 
Northern territory no longer is a seasonal move- 
ment. It now is a year-around job, for the animals first 
are moved by rail from winter to summer ranges, 
then to markets and feed lots a few months later. 

Sheepmen rely on Great Northern to meet their 
shipping requirements. And, the railway’s service 


is as dependable as the quality of the Northwest’s 


sheep and lambs is high. 

There are other services, too. The railway’s gen- 
eral livestock agent and staff of agricultural experts 
are in constant touch with sheepmen on marketing, 


shipping, breeding and feeding problems. 
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month and 2,034 filed in July, 1943. Benefit certifications to- 
taled 772, and amounted to $19,872, compared to 1,213 certifica- 
tions and $29,123 in payments in the same month last year. 
Average payments for first registration periods were $21.80, 
and for subsequent registration periods were $29.07, compared 
with $19.63 and $27.51, respectively, for the same month last 
year. 

The board’s‘employment service made 84,855 placements 
in July, compared with 85,948 placements in June, the record 
month. At the end of the month, there were about 106,000 job 
openings available. 


Cc. A. & E., North Shore Dispute 


An emergency fact-finding panel appointed last week by 
President Roosevelt in the wage disputes between the Chicago, 
Aurora and Elgin Railroad and the Chicago, North Shore and 
Milwaukee Railroad, on the one hand, and, on the other, about 
600 of their employes, members of the Brotherhood of Railway 
Trainmen and Brotherhood of Locomotive Firemen and Engine- 
men, held a hearing in the matter at the Sherman Hotel, Chi- 
cago, September 25 to 28. The panel consisted of Judge H. B. 
Rudolph of the South Dakota Supreme Court, chairman; Judge 
E. M. Tipton, of the Missouri Supreme Court, and W. H. Spen- 
cer, regional director at Chicago for the War Manpower Com- 
mission (see Traffic World, Sept. 23, p. 774). 

The employes seek a 9-cent-an-hour wage increase, which, 
if granted, would increase the wages of motormen and con- 
ductors to $1.01 an hour and of collectors and brakemen to 89 
cents an hour. The railroads, both suburban electric passenger 
lines under joint management, take the position that they can- 
not afford to meet the demand and, because the employes ob- 
tained a 14-cent hourly wage increase last year after a similar 
fact-finding investigation by another emergency panel, cannot 
raise the wage levels without violating the so-called Little Steel 
formula and national stabilization program. 

In their opening statements, D. D. Miller, B. L. F. E. vice- 
president, and John A. Zanger, B. R. T. vice-president, said they 
based the demands on the fact that operating employes on the 
class I steam railroads last winter obtained a 9-cent hourly 
wage increase and on the fact that then Chairman Leiserson 
of the National Railway Labor Panel last January issued a 
ruling under terms of which short line railroads not parties to 
that increase were permitted to increase wages of their em- 
ployes without going through the formalities of filing notices 
and the like. His ruling was that such adjustments by short 
lines would be in accordance with the stabilization act (see 
Traffic World, Jan. 29, p. 277). 

R. R. Bradley and F. B. Stout, counsel for the railroads, 
said they would attempt to prove that the companies could not 
afford to grant wage increases and could not raise wages be- 
cause of stabilization program barriers. 

The brotherhoods introduced several motormen and other 
operating employes of the two companies who testified that 
they had duties at least as arduous and as skilled as similar 
employes had on Class I railroad passenger trains; that their 
wages were substantially lower than the wages of trainmen 
on what they called similar electric interurban passenger train 
runs of the Chicago, South Shore and South Bend Railroad, 
Pennsylvania Railroad, and other railroads, and that their 
work was not as easy as the work of carmen operating street 
cars or elevated trains within Chicago. é 

B. J. Fallon, chief executive officer of the two railroads, 
and other carrier witnesses, testified that the trains of neither 
company were operated at high speeds; that it took only from 
two days to three weeks to train men to handle the various 
jobs on the trains; that a substantial part of the employes’ 
paid time at work included time when the employes did no 
work; that the men received time-and-one-half pay for overtime 
after eight and a half or nine hours a day; that, though the 
railroads were presently operating at a profit, current revenues 
were needed to pay for post-war road and equipment additions 
and betterments; that the employes had previously received 
wage increases amounting to 15 per cent of their weekly wages, 
or the maximum increase allowable under the Little Steel 
formula. Mr. Fallon said that the two companies were pri- 
marily passenger lines; that their passenger cars, method of 
operation, and the like were far more comparable to street car 
and elevated urban transportation than to inter-city, steam or 
electric railroad service such as the South Shore performed; 
that the South Shore handled far more freight traffic than the 
Cc. A. and E. or North Shore handled. 

In final argument, September 28, the brotherhood spokes- 
men said that the ruling by Director Vinson of the Office of 
Economic Stabilization: in 1943, to the effect that a 14-cent 
hourly wage increase granted at that time brought the em- 
ployes’ wages up to the maximum allowable under the Little 
Steel formula, should have no bearing on the present case. They 
took the position that the 9-cent increase granted to Class I 
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steam railroad employes had been declared by government 
officials not to be in violation of stabilization formulas, and that 
Mr. Leiserson’s ruling in January, 1944, gave full autho: ity 
to such lines as the North Shore and C. A. and E. to make 
similar increases. Counsel for the railroads said, however, that 
Mr. Leiserson’s order did not apply to their railroads, because 
the two companies were not short-line railroads but rather were 
electric interurban railways. They said that the 9-cent increase 
accorded to steam railroad operating employes had been made 
up of two factors—a 4-cent increase allowable under the Little 
Steel formula and a 5-cent increase in lieu of time-and~-a-half 
for overtime after 40 hours of work a week and away-from- 
home allowance. They pointed out that employes of their com. 
panies were not required to lay-over away from their home 
terminals and did get time-and-a-half for overtime. 


Mediation Effort 


At the conclusion of the hearing, Chairman Rudolph an- 
nounced that the President had requested the board to attempt 
to settle the dispute by mediation, if possible, before submitting 
its report, and counsel for the railroads and brotherhood officials 
agreed to meet with the board members to discuss the Possi- 
bility of settling the dispute. A closed meeting the afternoon 
of September 28 was held for that purpose and was continued 
to the following morning. 


BENEFITS FOR MERCHANT SEAMEN 


Action by Congress on H. R. 4163, granting authority to 
the administrator of the War Shipping Administration with 
respect to payment of benefits’ to disabled seamen, their de- 
pendents or beneficiaries, including lifetime benefits to seamen 
totally permanently disabled, has been completed, the House 
having concurred in the amendments made by the Senate (see 
Mee — Sept. 23), and the bill has been sent to the 

resident. 


RAIL RETIREMENT LEGISLATION 

_ Amendment of the railroad retirement act so as to provide 
“fair compensation” for employes who have become totally 
disabled from performing their duties in railway service “even 
though they have not attained the age of retirement or served 
the full period of years required by the act’ has been advocated 
by Representative Rees, of Kansas. 

Speaking in the House, Representative Rees also proposed 
that the act be amended to permit widows of railroad employes 
to have the benefits of retirement pay that had been “accumu- 
lated through the years of effort by the head of the family.” 

_ He said that railroad employes were working under “most 
trying” circumstances at the present time and that they were 
“entitled to the gratitude of the American people for their 
splendid service in the war effort.” He said he believed that 
an employe who had not quite reached the retirement age now 
prescribed but was separated from service should have at least 
a proportionate share of the retirement pay he would have been 
entitled to, had he served the full period as provided by law. 


R. R. Worker Shortage in West 


Director Johnson, of the Office of Defense Transportation, 
said, September 29, there was a critical shortage of railroad 
workers in the San Francisco Bay area that was congesting 
freight yards and sidings and slowing up the movement of war 
freight. He called for workers from other parts of the country 
to meet the shortage. He said overseas shipments on their way 
to the San Francisco port and materials needed. by war plants 
in the region were in danger of being held up, and said that the 
situation constituted “striking evidence that the westward shift 
of war transportation is giving American railroads a most diffi- 
cult war job.” . 

Reports received by the O. D. T., he said, showed that as 
many as 4,000 additional railroad workers were needed on the 
Pacific coast, the special need being for switchmen, firemen and 
brakemen. The War Manpower Commission joined in the plea 
for railroad workers, and the railroads were advertising for 
help, said the O. D. T. statement. 

“Since all west coast ports will be receiving a large in- 
crease in export freight for the campaigns in the Pacific,” 
said Director Johnson, “the rail lines serving the coast face a 
heavy increase in freight hauls.” 

Director Johnson said the Southern Pacific was most seri- 
ously affected because of its network of lines centering about 
the S. F. Bay area and its converging main lines from the north, 
south and east. In August the port of San Francisco handled 
22,855 cars of export traffic, as compared with 16,486 in August, 
1943, or an increase of 38.6 per cent, according to the O. D. T. 
The logic of the war situation, said Director Johnson, indicated 
a continued increase. The O. D. T. said that in the S. F. Bay 
area the record showed numerous delays of freight trains that 
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could not be dispatched because of a shortage of train crews. 
In the first 18 days of September, it said, an average of 17.6 
switch engines were idle daily in the San Francisco terminals 
pecause of lack of yard crews, and railroad sidings as far south 
as Santa Barbara, Calif., and as far north as Klamath Falls, 
Ore., had been tied up because cars were not moved in the San 
Francisco yards. 


0.D.T. Truck Line Operation 


The Central States Motor Freight Bureau set in motion, 
this week, machinery to bring about increases in. revenues of 
midwestern truck lines now being operated by the O. D. T. 
as a result of labor troubles (see Traffic World, September 23, 
p. 775). The changes the bureau was requested to make by 
Ellis Longenecker, managing the 101 lines for the O. D. T., 
are all in the bureau’s tariff 245-A, MF-I. C. C. 80. The plan 
originally was to put in the increases on fifteen days’ notice 
immediately, but bureau officials pointed out that there were 
participants in the tariff other than the government operated 
lines. These, they insisted, should have notice and opportunity 
to declare themselves, as to whether they wished to go. along 
with the changes and cancellations designed to bring about the 
increases, or whether they wished their rates to remain at 
their present level. 

Accordingly, the bureau, this week, sent to all of the 
motor carriers operating between Chicago and the Twin Cities 
and Chicago and Duluth, Minn., notice of the changes ordered 
by the federal manager with the request that those who ob- 
jected to the changes notify the bureau by noon October 2 as 
to whether or not they desired to continue operating under 
the tariff as at present. The intention is to permit the tariff 
to remain operative unchanged so far as objecting carriers were 
concerned. The letter of notification was also sent to a number 
of shippers’ organizations, but bureau officials pointed out that, 
because of the fact that they have been instructed to make 
the changes by the federal manager, it was unlikly that shipper 
objections would serve to stay the filing of the changes to be 
effective on the government operated lines. 

Present intention is to file an application with the Com- 
mission, on October 3, for permission to make the changes 
on fifteen days’ notice. 

The changes will be in the nature of suspensions of the 
application of certain portions of the tariff—notably those 
naming all-freight rates—for one year or for a shorter period 
in case the suspensions are lifted. The changes include: 


Suspension of the items 3000-D to 3190-D, inclusive, of supplement 
38, naming ‘‘freight of all kinds.’’ 

Establishment of a truckload rate of 45 cents, minimum 30,000 
pounds, between Minneapolis and Chicago-Milwaukee, on aluminum, 
brass, bronze or copper bars, billets, ingots, pigs or slabs; and sus- 
pension of rate in item 1275-A of supplement 33. 

Establishment of a truckload rate of 31 cents, minimum 30,000 
pounds, on antispetic mouthwash in glass in boxes from Minneapolis 
to Chicago. 

Establishment of ‘truckload rates of 48 cents, minimum 20,000 
pounds, and 41 cents, minimum 30,000 pounds, on bakery goods, 
Minneapolis to Chicago. 

Establishment of a rate of 41 cents, minimum 30,000 pounds, on 
powdered buttermilk, Minneapolis to Chicago. 

Establishment of a truckload rate of 48 cents, minimum 20,000 
pounds, Minneapolis to Chicago, on advertising circulars, leaflets, pam- 
phlets, sheets and price lists; steam or internal combustion engines; 
rough machined cast or forged iron or steel gear blanks; generator 
engines and switchboards combined, with engine cooling tanks attached 
or detached; generators or motors or generators and engines combined; 
malt liquors and non-intoxicating cereal beverages; power pumps, 
n. 0. i., Or working heads or parts; tire spreaders, knocked down, 
or parts. 

Establishment of a truckload rate of 48 cents, minimum 20,000 
pounds, on leather, Red Wing, Minn., to Chicago. 

Amendment of item 1990-G, supplement 33, iron and steel articles, 
truckload, by cancelling all rates subject to a minimum of 20,000 pounds, 
except the rate from Gary, Ind., to Minneapolis, and by increasing all 
rates subject to a minimum of 30,000 pounds from 41 to 45 cents, except 
the rate from Gary to Minneapolis. 


[t wkas understood that the Middlewest Motor Freight 
Bureau would file similar increases to level with the Chicago- 


Twin Cities-Duluth rates, also on instruction of the federal 
manager. 


8y notice and order of termination No. 3, Director Johnson, 

of the Office of Defense Transportation, has terminated posses- 
Sion and control by the government of the motor carrier trans- 
portation system of Tri-State Motor Transport, Inc., of Joplin, 
0. The order said that the director had determined that “pos- 
s€ssion and control of the motor carrier transportation system 
of Tri-State Motor Transport, Inc., by the United States is no 
Onger necessary for the successful prosecution of the war... .” 
It said that no further action should be required to effect the 
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termination of government control and relinquishment of pos- 
session. 

It was explained at the O. D. T. that the termination order 
had been issued because the Tri-State properties were sold to a 
motor carrier not under O. D. T. control. 

The Office of Defense Transportation announced, Septem- 
ber 23, the release from government possession and control of 
two more of the 103 midwestern truck lines taken over when 
the operators of those lines failed to comply with an order of 
the National War Labor Board to increase the pay of em- 
ployees seven cents an hour or three-tenths of a cent a mile. 
The lines that the O. D. T. said had been returned to private 
operation were Park Transportation Co., of St. Louis, Mo., and 
Dick’s Transfer Co., Inc., of Kansas City, Mo. Their return 
was effected through issuance of an O. D. T. order (Notice 
and Order of Termination No. 2) after both lines had complied 
with the orders of the N. W. L. B., according to Director John- 
son, of the O. D. T. Two lines, both in Iowa, were released 
recently following determination that no existing labor dispute 
was involved in their operations. 





Oo. D. T. CONSERVATION ORDER CHANGE 


By suspension order O. D. T. 34-1, the Office of Defense 
Transportation has suspended all provisions of section 501.287 
of general order O. D. T. 34. The provisions of that section of 
the order prohibited the transfer of motor fuel, or the transfer, 
mounting or installing of any part, tire, or tube in or on any 
commercial motor vehicle, unless the operator of the vehicle 
presented a valid certificate of war necessity issued by the 
O. D. T., or signed a written receipt in duplicate, each copy to 
be endorsed with the number of the certificate of war necessity 
pertaining to the vehicle. The provisions of the section did not 
apply - such sales or transfer to any person for the purpose 
of resale. 


oO. D. T. ORDER CHANGE 

By suspension order O. D. T. 35-1, Director Johnson, of the 
Office of Defense Transportation, has suspended section 501.307 
of general order O. D. T. 35, providing for the physical transfer 
of equipment. The section was suspended until the further 
order of the O. D. T., and was made effective October 15. 

That section provided that permits must be obtained from 
the O. D. T., for the operation of local passenger transportation 
equipment with respect to the purchase and delivery of which 
the O. D. T. had made a recommendation to the War Produc- 
tion Board. It also provided that permits must be obtained in 
connection with any such equipment with respect to the pur- 
chase and delivery of which the O. D. T. had not made a recom- 
mendation to the W. P. B., where it would mean the removal 
for more than three consecutive days of the equipment from 
the services of the carrier or: carriers owning the equipment 
on the date of the order or using such equipment by approval 
from the O. D. T., or its removal from certain specified types 
of transportation service. 


MOTOR CONSERVATION 


More than 47,142,000 truck miles were being saved an- 
nually in transportation of live stock to market under the 
O. D. T. conservation program, said Director Johnson this week. 
This program, he added, was being carried on through 130 
live stock industry transportation advisory committees organ- 
ized on an O. D. T. district basis. Cooperating with these com- 
mittees were 2,020 subcommittees selected on a county basis. 

“They are all to be highly commended for the splendid 
results attained in conservation of transportation,” said the 
director. 

Annual savings of more than 397,400,000 tire miles were 
being made in transportation of dairy products by commercial 
motor vehicles from producers to assembly points and process- 
ing plants under the O. D. T. dairy industry transportation 
program, said he. More than 7,225,000 gallons of motor fuel 
and 4,817,000 man hours also were being saved annually under 
the program, said he. A total ,of 654 committees functioning 
in 2,308 counties had been approved by O. D. T. on August 15, 
1944, and 394 plans submitted by these committees “had been 
given official sanction,” said Director Johnson, adding that 
truck miles conserved through these plans exceeded 72,250,000 
miles annually. 

The O. D. T. has issued additional motor conservation 
orders designated as follows: Supp. order O. D. T. 3, Rev. 118, 
amendment 1, coordinated operations between Wichita and 
Ottawa, Kan.; supp. order O. D. T. 3, Rev. 342, coordinated 
operations between points in Wisconsin; and supp. order 


O. D. T. 3, Rev. 341, coordinated operations between Aberdeen 
and Ipswich, S. D. 
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Advisory Boards Annual Meeting 


C. J. Goodyear, secretary of the National Association of 
Shippers’ Advisory Boards, in a letter to the general chairman 
of the regional boards, suggests that each of those boards be 
represented at the National Association’s annual meeting by 
its chief executive officer or his official representative only. 
The meeting will be held at the Stevens Hotel, Chicago, Octo- 
ber 18. The letter says that the officers of the National Asso- 
ciation ‘“‘believe that the organization which has done so much 
in the interest of transportation conservation throughout the 
past few years should now take the leadership in travel con- 
servation in connection with its annual meeting.” The meeting 
itself, it adds, “is important to the national transportation effort 
and must be held in accordance with the association’s constitu- 
tion and by-laws.” 

Although the meeting will be open, the letter continues, 
the room engaged for it is small and there are no plans for 
a public luncheon at noon on the meeting day. 

G. H. Shafer, director of traffic, Weyerhaeuser Sales Com- 
pany, St. Paul, Minn., president of the association, has received 
a letter from Director Johnson, of the Office of Defense Trans- 
portation, expressing appreciation for the stand taken by its 
officers and the request made in its letter to the regional board 
chairmen. 

“This is a timely warning,” says Director Johnson. “Such 
action on the part of the advisory boards, in view of their 
intimate connection with transportation, is an admonition to the 
traveling public in line and in agreement with the admonition 
so often repeated by the Office of Defense Transportation.” 

The program for the meeting includes a report on the 
national transportation situation, by C. H. Buford, vice-president 
of the Association of American Railroads, and an address on 
“The National Legislative Situation,” by J. Carter Fort, A.A.R. 
general counsel, at the morning session. Other business at that 
session will include the report of Mr. Goodyear as secretary 
on the activities of the National Association and of the regional 
boards, and a report on the meeting of the association’s board 
of directors, which is to be held on October 17. Carl Giessow, 
director of the traffic bureau of the St. Louis, Mo., Chamber 
of Commerce, will report on the activities of the car efficiency 
committees of the regional boards. 

At the afternoon session, Brig. Gen. A. F. McIntyre, Army 
transportation corps, will speak on “Military Transportation.” 
E. A. Jack, general traffic manager, Aluminum Company of 
America, Pittsburgh, Pa., will report as general chairman of 
the national management committee of the 1944 Perfect Ship- 
ping Month. C. H. Vayo, general traffic manager, Eastman 
Kodak Company, Rochester, N. Y., will report as chairman of 
the nominating committee and officers will be elected. The 
meeting will consider and act on resolutions presented to it 
by the resolutions committee, H. J. Goudelock, executive vice- 
president, Midwest Coal Traffic Bureau, Kansas City, Mo., 
chairman. 


FREIGHT CAR CONSERVATION 


Continuance of transportation conservation activities and 
strict observance of O. D. T. order 18A, enjoining heavier load- 
ing of freight cars, have been pledged by representatives of the 
National Industrial Traffic League and the Shippers Advisory 
Boards, according to announcement of the Office of Defense 
Transportation. ; 

This action was taken at a conference held in Washington 
with Director Johnson, of the O. D. T. director, and the fol- 
lowing recommendations were made: 


Caution is urged in issuing directives which have the effect of re- 
laxing the applications of O. D. T. order 18A because of possible adverse 
effect on car efficiency activities. 

There will be stressed at the various meetings of the National Asso- 
ciation of Shippers Advisory Boards and at the annual meeting of the 
National Industrial Traffic League, the importance and necessity of car 
efficiency methods, and further, that there should be no relaxation in 
conserving the use of available transportation facilities. 


“The transportation problems will not be automatically 
solved upon the cessation of hostilities of Europe,” Director 
Johnson wrote to the regional chairmen of the Shippers Ad- 
visory Boards after the conference. “On the contrary the help 
of the advisory boards is needed now more than ever in order 
that there will be no failure or even a partial failure in fur- 
nishing transportation to the nation during the transition period 
which is in prospect. 

“The readjustment and shifting of our military strength to 
the Pacific will bring new problems and increased burdens 
which will require the closest vigilance of all concerned until 
the vast quantities of supplies and troops have been channeled, 
moved to and relocated in the proper areas.” Our transconti- 
nental railroads are carrying an almost peak movement, said 
Director Johnson, and referring to the country as a whole he 
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said that for some time to come, “the supply of box, refrig. 
erator and open top cars will be tight.” 

The transportation committee of the Chamber of Com. 
merce of the United States issued a statement in which it saiq 
the possible early defeat of Germany would not end transpor. 
tation difficulties and urged continuance of wartime measures 
of conservation and efficiency in the movement of materials 
and goods. : 

“There must be no thought of relaxation at this time,” 
said the committee. ‘The situation calls for continued and in. 
tensified cooperation of shippers and carriers to load and unload 
freight cars and trucks promptly and fully and keep them mov. 
ing, and for the many other measures of conservation and effi- 
ciency of wartime transportation which have proved so effective 
in this national emergency.” 


MID-WEST CARLOADING ESTIMATES 


Reports of commodity carloading committees of the Mid. 
West Shippers’ Advisory Board, prepared for presentation at 
the fall meeting of the board at the Palmer House, Chicago, 
October 12, indicate a decrease in loadings of .4 per cent on the 
28 commodities covered in the last three months of 1944 com. 
pared with the last three months of 1943. The estimated load- 
ings for the last quarter of this year are 1,241,979 and the 
actual loadings in the last quarter of 1943 were 1,236,743. 

Heavy percentage increases are predicted in the loadings 
of agricultural vehicles and implements other than automobiles, 
40 per cent; fertilizers, 40 per cent; hay, straw and alfalfa, 10 
per cent; brick and clay products, 10 per cent; lumber and 
forest products, 8 per cent; manufactures and miscellaneous, 
5.6 per cent, and canned goods, 5 per cent. Decreases are pre- 
dicted in the loadings of live stock, 20 per cent; ore, 15 per cent; 
machinery and boilers, 13 per cent; grain, 7 per cent; paper, 
paperboard and prepared roofing, 5 per cent; sugar, syrup and 
molasses, 3 per cent, and petroleum and products, .4 per cent. 
_ The speaker at the meeting will be Brig. Gen. W. J. Wil- 
liamson, chief of the traffic control division, office of the chief 


of transportation, Army Service Forces. There will be no 
luncheon. 


PASSENGER CAR CONSERVATION 

Director Johnson, of the Office of Defense Transportation, 
has issued an appeal for the utmost conservation of the private 
automobile passenger car supply “to prevent disruption of essen- 
tial local wartime transportation service.” He urged sharing of 
cars, driving at reasonable speeds, proper lubrication, tire and 
battery care, and non-hoarding of cars—that cars if not used 
be sold to essential war workers. 


O. D. T. PORTO RICO RAILROAD CONTROL ~ 

The appointment of M. Garcia de Quevedo as federal man- 
ager of the American Railroad to Porto Rico has been revoked 
by Director Johnson, of the Office of Defense Transportation, 
in consequence of the termination of government operation of 
the American Railroad of Porto Rico on July 1, 1944. 

In acknowledging the receipt of Mr. de Quevedo’s final re- 
port as federal manager, Colonel Johnson said: “I want you to 
know that I am appreciative of the manner in which you have 
handled a difficult task.” 

Mr. de Quevedo continues with the O. D. T. as director of 
Puerto Rican Transport, with headquarters in Washington. 


Oo. D. T. APPEAL DECISIONS 


If a reduction in private transportation was to be followed 
by an increase in public transportation facilities, conservation 
of equipment, materials and supplies would “indeed be de- 
feated,”’ said Director Johnson, of the Office of Defense Trans- 
portation, in O. D. T. appeal decision No. 35, in which he upheld 
denial of an application for a special permit to furnish tax! 
service in King City, Calif., filed by Charles R. Thompson, of 
that place. Both the district manager of the O. D. T.’s division 
of motor transport at San Francisco, and the regional director 
of region 9 had denied the application, according to the decision. 
The director said the record was not convincing that the pres- 
ent facilities were inadequate for a city with a population of 
only 1,768 persons. As to service the applicant alleged was 
required at the Hunter-Liggett Military Reservation, about 5 
miles from King City, the director pointed out that, with the 
approval of the O. D. T. two 40-passenger busses and _ three 
large sedans had been placed in operation recently to serve that 
field and that no complaint had been received from the military 
authorities that public transportation between King City and 
the reservation was inadequate, ; 

In appeal decision No. 36, Director Johnson said he found 
that no positive need directly related to the war effort hac been 
shown to require the service of John Colombacos as a local cal- 
rier of property by motor vehicle in New York, N. Y., and ruled 
that Colombacos’ application had been properly jdenied by 0. 
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D. T. officials in New York. The director’s report said that the 
applicant, in support of his application, had submitted two let- 
ters, one from a manufacturer of processed foods and glazed 
fruits, and the other from an importer, stating that the applicant 
had been “accepted” by them “and will be doing all types of 
freight work and delivery for us all year around.” Investigation 
disclosed, however, the report said, that the two prospective 
patrons were being satisfactorily served by local carriers, 
although the applicant’s proposed service would have been more 
convenient to them. The report cited amendment 1 to O. D. T. 
general order 6A requiring that no approval be granted for local 
carrier service extended or inaugurated after October 25, 1943, 
unless necessary to the war effort or to maintenance of essential 
civilian economy. According to the report, the applicant, for 
two years prior to that date and until February, 1944, had been 
employed in a Baltimore, Md., shipyard. 


CAR UNLOADING ORDERS 


By service order No. 235, issued and effective September 21, 
the Pittsburgh & Lake Erie was required by the Commission, 
division 3, to unload “forthwith” car PMCKY 53589, containing 
reclaimed coke loaded by Wm. J. Shaw, on hand at Star Junc- 
tion, Pa., without billing. The car had been on hand-for an 
unreasonable length of time, the order said. 

By service orders No. 236 and No. 237, the Commission, 
division 3, has ordered the Central Railroad Co. of New Jersey 
to unload forthwith, respectively, car DL&W 78703 and car 
T&P 40048, which, the order said, had been on hand an un- 
reasonable length of time. The order required the railroad to 
notify the director of the Commission’s Bureau of Service when 
the cars have been unloaded. 

DL&W 78703, according to the order, contained coal and 
was on hand at Pier 18, Jersey City, N. J., consigned to Whitley 
& Buckalew, Inc., of New York, N. Y. The T&P car, the other 
order said, contained steel nuts, from Lockheed Aircraft Cor- 
poration, Burbank, Calif., consigned to J. M. McCurdy, care of 
Elastic Stock Nut Co., on hand at Elizabeth, N. J. 


The Commission, division 3, has issued service order No. 
238, requiring the New York Central to unload “forthwith” 
cars PMCKY 80473, CBQ 40939, and LV 5339, containing steel 
bars, on hand at Detroit, Mich., consigned to H. R. Noack, the 
carrier to notify the Director of the Commission’s Bureau of 
Service, Washington, D. C., when such cars have been unloaded. 


WESTERN ICING ORDER 


Director Clinger, of the Commission’s Bureau of Service, by 
general permit No. 4 under second revised service order No. 224, 
which restricted initial icing and reicing of shipments of fruits 
and vegetables in the west to three-fourths of each car’s bunker 
capacity (see Traffic World, Sept. 2, p. 573), has granted per- 
mission to any common carrier by railroad subject to the inter- 
state commerce act: 


To disregard the provisions of second revised service order No. 224 
in so far as it applies to the initial icing of refrigerator cars, loaded 
with deciduous fruits, originating at origins located in the state of 
Washington, or in Oregon Groups A and C, or in Idaho Group A, as 
defined in Perishable Protective Tariff No. 13, Agent J. J. Quinn’s 
I. C. C. No. 22; or loaded with prunes originating at origins located 








evenue Freight Loading 


Revenue freight loading the week ended September 23 to- 
taled 898,667 cars, according to the Association of American 
Railroads. This was 6,309 cars or seven-tenths of one per cent 
above the preceding week, 8,644 cars or one per cent below the 
corresponding week of 1943, and 1,240 cars or one-tenth of one 
per cent above.the corresponding week of 1942. 
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in Oregon Group B or in Idaho Groups B or C, as defined in Agent 
J. J. Quinn’s I, C. C. No. 22. 


The general permit was made effective September 25, to 
apply only to cars billed on and after that date, and required 
that waybills show reference to it. 

Director Clinger, of the Commission’s Bureau of Service, 
has issued amended permit No. 2, under second revised service 
order No. 224, which restricted initial icing and re-icing of 
fruits and vegetables in the west to three-fourths of each car’s 
bunker capacity (see Traffic World, Sept. 2, p. 573), granting 
permission to common carriers by railroad: 


To disregard the provisions of second revised service order No. 224 
insofar as it applies to the initial icing of refrigerator cars loaded with . 
citrus fruits, deciduous fruits, melons, or tomatoes, originating at 
origins located in the states of Arizona or California. 


The permit was made effective September 22 and required 
that waybills show reference to it. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 10,309 
freight cars, and a daily average shortage of 4,345 freight cars, 
for the week ended September 23, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,233; 
auto box, 34; Flat, 242; gondola, 1,399; hopper, 1,311; and 
miscellaneous, 5,090. 

The shortage was made up as follows: Plain box, 3,918; 
auto box, 90; flat, 249; gondola, 59; and hopper, 29. 


RETOP ICE SERVICE ORDER 


The Commission, division 3, by service order No. 226-A, 
effective September 23, has vacated revised service order No. 
226, restricting the retop icing of refrigerator cars loaded with 
vegetables at points east of the eastern boundaries of the 
states of New Mexico, Colorado, Wyoming, or Montana (see 
Traffic World, Sept. 2, p. 574). The affected railroads were 
required to publish, file, and post a supplement to each of their 
affected tariffs announcing the vacation, on the effective date 
of the service order, of the suspension made by revised service 
order No. 226, and stating that the provisions in said tariffs 
that were in effect prior to the suspension would be applied 
on and after the effective date of the instant order. 


REICING POTATO ORDER 


Effective September 23, the Commission, division 3, issued 
amendment No. 6 to service order No. 200, restricting reicing 
or subsequent icing after the first or initial icing of refrigerator 
cars loaded with potatoes, amending the original order by 
substituting the following paragraph (a) (2) in lieu of para- 
graph (a) (2) of § 95.337 of the original order. 


(a) (2) Cars of potatoes originating in certain states not to be 
initially iced or reiced. No common carrier by railroad subject to 
the interstate commerce act shall initially ice or reice any refrigerator 
car or cars loaded with potatoes originating in the states of North 
Carolina, Virginia, West Virginia, Maryland, Pennsylvania, Delaware, 
New Jersey or New York (Long Island only). 


By amended general permit No. 16 under service order No. 
200, Director Clinger, of the Commission’s Bureau of Service, 
has granted railroads permission: 


To accord one reicing in transit, after the first or initial icing, 
on any refrigerator car loaded with potatoes originating at any point 
or points in the states of North Dakota, South Dakota, Minnesota or 
Wisconsin. 


The amended permit was made effective September 24, to 
expire October 15, and required that it apply to cars billed or 
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rolling on or after its effective date. Waybills are to show refer- 
ence to the permit. 

By third amended general permit No. 4 under service order 
No. 200, effective September 26, and expiring October 15, Di- 
rector Clinger, of the Commission’s Bureau of Service, has 
granted permission to railroads: 


On any refrigerator car loaded with potatoes in California, or 
Arizona, to reice once in transit when destined west of the Mississippi 
River and to reice twice in transit when destined east of the Mississippi 
River; and to accord the first or initial icing or the reicing at stations 
designated by shippers or at the carriers’ option, at the first icing 
station west or east of such designated station. This general permit 
shall apply to all such cars billed or moving on the effective date 
hereof. . . . The waybills shall show reference to this general permit. 


GRAIN SHIPPING SERVICE ORDER 

The Commission, division 3, by service order No. 174-A, 
effective October 10, has vacated and set aside service order 
No. 174, which prohibited the transportation of grain and re- 
lated products when consigned on order-notify or straight- 
advise bills of lading unless there was a party at the billed 
destination authorized to accept notice of arrival of the ship- 
ment and to furnish disposition orders to the carrier’s agent 
at the billed destination (see Traffic World, Jan. 15, p. 152). 


Non-Transit Grain Order 


Effective October 20, the Commission, division 3, has issued 
service order No. 222-Sup. 1, service order No. 222-Sup. 2, and 
service order No. 222-Sup. 3, closing certain additional routes, 
a number of which were closed by the original service order, 
now maintained in tariffs on non-transit carload shipments of 
grain, grain products, and related articles, also seeds (see 
Traffic World, Aug. 5, p. 319). As was the case with the 
original order, the supplemental orders were issued on recom- 
mendation of the O. D. T.-I. C. C. grain and grain products 
transportation conservation committee to the Office of Defense 
Transportation, and the recommendation of the O. D. T. to 
the Commission that the necessary action be taken. The com- 
mittee, according to the order, recommended that the involved 
routes be closed because of the time consumed in transporting 
the aforementioned traffic over such routes as compared with 
more direct routes. 


The supplemental orders prohibited railroads from accept- 
ing for transportation, to transport, or move, carload ship- 
ments of non-transit grain over the routes indicated in ap- 
pendices to the supplemental orders until further order of the 
Commission, but not for a longer period than the present war 
and six months thereafter. A similar provision was contained 
in the original order. The supplemental orders, by their terms, 
are not to apply to any carloads of the affected traffic loaded 
for transportation or movement, or being transported or moved 
from and to the points and over the routes specified in the ap- 
pendices, prior to the effective date of the orders. They carry 
the usual provisions for the publication of notice by the rail- 
roads of the prohibited routing, five days before their effective 
date. 

The routes closed by service order No. 222-Sup. 1 occupy 
an appendix of 22 mimeographed pages; those closed by service 
order No. 222-Sup. 2 occupy an appendix of 11 pages, and those 
closed by service order No. 222-Sub. 3, occupy 13 pages. The 
involved routes in service order No. 222-Sup. 1 were from 
Atchison, and Leavenworth, Kan., St. Joseph, Mo., Kansas City, 
Kan.-Mo., St. Louis, Mo., and E. St. Louis; Ill., to Baton Rouge 
and Lake Charles, La., and to Dallas and Galveston, Tex.; also 
involved were routes protecting export rates in a Missouri 
Pacific tariff from Atchison and Leavenworth, Kan., St. Joseph, 
Mo., Kansas City, Mo.-Kan., St. Louis, Mo., and East St. Louis, 
Ill., to Galveston, Houston, Orange, Port Arthur, and Texas 
City, Tex.; to Key West, Port Everglades, and Pensocola, Fla.; 
to Mobile, Ala.; and to New Orleans and Lake Charles, La. 

The routes involved in service order No. 222-Sup. 2 were 
from Omaha, Neb., and South Omaha, Neb., to Baton Rouge 
and Lake Charles, La.; to Fort Worth, North Fort Worth, 
Dallas, and Galveston, Tex.; and routes on export shipments in 
a Missouri Pacific tariff from the two Nebraska points to 
Galveston, Houston, Orange, Port Arthur and Texas City, Tex.; 
to Key West, Pensacola, and Port Everglades, Fla:; to Lake 
Charles and New Orleans, La.; and to Mobile, Ala. 

The routes involved in service order No. 222-Sup. 3, were 
from Council Bluffs, Ia., Omaha and South Omaha, Neb., and 
from Sioux City, Ia., to Baton Rouge and New Orleans, La., 
to Natchez and Vicksburg, Miss.; and to Dallas, Fort Worth, 
North Fort Worth, Galveston, and Houston, Tex. 

By service order No. 222-Sup. 4, the Commission, division 3, 
effective October 20, has ordered closed certain non-transit 
grain routes in Rock Island tariff I. C. C. No. C-13022, supple- 
ments thereto and reissues thereof. The routes involved are 





TRAFFIC WORLD 


from St. Joseph and Kansas City, Mo., Council Bluffs, fa, 
Atchison and Kansas City, Kan., Omaha, South Omaha and 
Albright, Neb., to Beaumont, Galveston, Houston, and Texas 
City, Tex.; to Gulfport, Miss.; to Mobile, Ala.; and to New 
Orleans, La. 


TRACK SCALE WEIGHING ORDER 
The Commission, division 3, has issued service order No, 
223-A, effective September 25, vacating service order No. 223, 
which prohibited the weighing of sand, gravel, or aggregates, 


in carloads, for use on government construction at Woodlawn, 
Neb. 





GRAIN SERVICE ORDER 

By amendment No. 21 to service order No. 80, under which 
the Commission appointed individuals as its agents for the 
movement of grain in designated markets, the Commission, 
division 3, appointed D. C. King, superintendent of Wharves, 
port of Beaumont, as alternate agent of the Commission to 
issue permits for the movement of grain and rice under the 
terms of service order No. 80 at Beaumont, Tex. The amend- 
ment was made effective October 3. 





A. A. R. PORT BULLETIN 

The office of manager of port traffic of the car service divi- 
sion of the Association of American Railroads has issued Port 
Bulletin No. 23, superseding Port Bulletin No. 22. The bulletin 
contains the embargo restrictions placed by the car service 
division and that are in effect on freight for intercoastal move- 
ment, export and import freight, and eastbound carload freight 
for movement via Great Lakes lines. An appendix contains an 
outline of procedure necessary to obtain O. D. T. permits for 
carload commercial shipments and some general information. 





CONTROL OF EXPORTS AND IMPORTS 
The Foreign Economic Administration has issued current 
export bulletins Nos. 192 and 193, containing regulations and 
information relating to exports. Regulations governing the new 
system of export licensing, effective October 1, would be pub- 
lished in current export bulletin No. 194 scheduled to be mailed 
to exporters September 28 or 29, it was stated at the F. E. A. 





NEW CONTAINER PATENT 


William J. Dillner, secretary and treasurer of W. J. Dillner 
Transfer Co., Pittsburgh, Pa., has obtained a patent, No. 458602, 
series of 1942, on a movable package freight container that 
will be collapsible when empty so that it will occupy only one- 
twenty-fifth of the space it occupied loaded, according to Ernie 
Adamson, counsel for Mr. Dillner. 

Mr. Adamson, described the container as composed of a 
base and running gear—fixed wheels at the middle of the base, 
and swivel wheels at either end—made of aluminum alloy, and 
curved hollow stanchions, over which, he said, would be 
stretched and sealed a cover of barrage balloon cloth. He said 
there would be a nozzle at the base of the container so that, 
after merchandise or household goods had been packed and 
sealed, preservative gasses could be introduced into the con- 
tainer through a series of holes in the stanchions. In this way, 
he said, household goods being moved from a house where there 
had been a contagious disease could be fumigated; fur coats or 
other clothing to be stored could be protected against moths; 
and foods could be preserved over long periods of storage time. 
He said the containers would be oblong in shape, and would 
go into production as soon as the War Production Board made 
the necessary materials available. 

Mr. Adamson said the container would probably be made in 
three sizes, the largest to weigh, when empty, 115 pounds, and 
to be 9% feet long, 74% feet wide, and about 7% feet high. 
He said the advantage of the containers would be in the elim- 
ination of handling of the contents, one handling being suffi- 
cient from origin to destination or to storage. 





FREIGHT COMMODITY STATISTICS 

The Commission has issued statement No. M-550, prepared 
by its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated in carloads by 
classes of commodities and by geographic areas—Class I steam 
railways—for March, 1944. The statement shows a total of 
116,828,654 tons of revenue freight originated and 115,609,836 
tons terminated. As to forwarder traffic, tons originated totaled 
322,548 and tons terminated totaled 353,116. By groups of com- 
modities, tonnages originated and terminated, respectively, 
were reported as follows: 

Products of agriculture, 11,949,078 and 12,997,690; animals 
and products, 2,115,100 and 2,192,361; products of mines, 
57,812,975 and 53,990,478; products of forests, 7,400,703 and 
Efe hE onl and manufactures and miscellaneous, 35,004,124 and 
35,636,742. 
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Cargo Space Savings 


“Military supplies for the armed forces of the United States 
and her allies have been speeded not alone by increase in her 
merchant fleet through unprecedented shipbuilding, but also 
by improved utilization of cargo space,” says the War Shipping 
Administration. “From the port of New York alone these bet- 
ter methods resulted in the dispatch of additional cargo equal 
to the capacity of 125 Liberty ships in the space of twelve 
months. In one month this year space saving equaled the ca- 
pacity of 55 ships.” 

Continuing, the W. S. A. said: 


As the burden on merchant shipping grew with the progress of 
the war, better loading techniques became imperative. The capacity 
of tankers was increased by the development and perfection of a new 
type of skeleton or spar deck. 

To utilize full capacity, arrangements were made to load deck cargo 
and fill in unused underdeck space on vessels passing through New 
York for convoy assembly. Last year such additional cargo, totaling 
14,000,000 cubic yards, was loaded on ships at New York in transit 
to the British Isles from other ports. 

Use of full capacity of the bunker oil tanks in merchant ships also 
increased the petroleum cargoes handled. Each vessel carried oil in 
excess of voyage requirements, which it discharged at its destination. 
In this way 3,600,000 additional barrels were provided the United King- 
dom in one year, the equivalent of 35 average tanker loads. The plan 
greatly increased the supply of gasoline for emergency distribution to 
fighting fronts. 

Measures adopted by W. S. A. have enabled it to meet all recent 
demands for high priority shipping, but there has been no surplus 
at any time nor is there any prospect of any in the near future. Antici- 
pated military demands, coupled with the likelihood of relief programs 
in conquered territory indicate added strain will be placed on the 
nation’s shipping throughout the remainder of this year. 

Close cooperation with the army, navy and other government 
agencies, as well as the representatives of foreign countries, has also 
been the means of speeding ship movements. This prevents congestion 
of port facilities, delays in unloading railroad cars and expedites ship 
loadings. 

There have been no serious port jams in outward movement of war 
cargoes for many months and the only previous one was of short 
duration. Utilization of port facilities as near as possible to the origin 
of cargo is another speed-up and recently ship sailings from United 
States ports have averaged one every half-hour. 


UNIT BILL OF LADING PAMPHLET 


The Association of American Railroads has issued an ex- 
planatory pamphlet on the unit bill of lading, “a combined 
shipping form consisting of bill of lading, shipping order, freight 
waybill, shipping order copy and memorandum harmonized so 
as to prepare all parts at one writing.” 

In a foreword signed by C. H. Buford, E. H. Bunnell, and 
A. F. Cleveland, A. A. R. vice-presidents, it is asserted that now, 
more than ever before there exists a need for expedited trans- 
portation of freight, a complete service, and for prompt, accu- 
rate and final settlement of charges, and that to meet. that 
need in the part of the railroad operation involved the rail- 
roads have developed the unit bill of lading the use of which 
is purely voluntary. 

Copies of the pamphlet may be obtained fromthe Associa- 


tion of American Railroads, Transportation Building, Washing- 
ton, D: Cc, 


Revenue Traffic Statisties 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, totaled 
61,715,237,000 in June, 1944, as compared with 57,965,290,000 
in June, 1943, and 368,733,820,000 in the six months ended with 
June, 1944, as against the 349,935,690,000 in the like 1943 
period, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of revenue traffic statis- 
tics of those roads, statement M-220. 

Revenue tons carried in June, 1944, amounted to 262,- 
439,310, as against 246,714,901 in June last year, 1,500,023,829 
in the six months ended with June, 1944, as against the corre- 
sponding 1943 figure of 1,452,442,446. 

Freight revenue totaled $585,342,924 in June, 1944, as com- 
pared with $549,363.140 in June, 1943, and $3,444,658,265 in 
the six months ended with June, 1944, as compared with 
$3,306,935,771 in the corresponding 1943 period. 

Revenue passengers carried (including commutation pas- 
Sengers) totaled 77,855,861, and passenger revenues (including 
commutation) totaled $159,618,046 in June, 1944, as against 
79,133,916 revenue passengers and revenues of $147,295,082 in 
June, 1943. For the six months ended with June, 1944, rev- 
enue passengers carried (including commutation passengers) 
totaled 442,611,586, and passenger revenues including com- 
mutation) amounted to $880,019,492, as against 419,265,182 
revenue passengers, and $749,197,422 in revenues for the like 
1943 period. 
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Freight traffic averages for June, 1944, compared with 
June, 1943, respectively, were reported as follows: 

Miles a revenue ton a road, 237.9 and 237.2; revenue a 
ton-mile, 0.969 cents and 0.968 cents; and revenue a ton a road, 
$2.31 and $2.30. 

For the six months ended with June, 1944, compared with 
the like 1943 period, freight traffic averages were, respectively: 

Miles a revenue ton a road, 242.0 and 237.9; revenue a ton- 
mile, 0.961 cents and 0.965 cents; and revenue a ton a road, 
$2.32 and $2.29. 


REFRIGERATOR CAR DEMURRAGE 


The statement in The Traffic World, September 9, p. 646, 
under the above heading, that the Commission’s service order 
No. 180 penalized the holding of ‘‘unloaded” railroad refriger- 
ator cars was incorrect as indicated in the remainder of the 
article. The word “unloaded” should have been “loaded.” 


MOTOR PASSENGER STATISTICS 


Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $27,- 
775,661 for February, 1944, as against $25,097,235 for February, 
1943, an increase of 10.7 per cent, according to statement M-700 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The number of passengers carried increased 6.9 
per cent, from 36,268,525 in February, 1943, to 38,769,187 in 
February, 1944. 





W. P. B. AND LUMBER TRUCKING 


Issuance by it of a conservation guide for tires for the 
use of the lumber industry has been announced by the War 
Production Board. The board said that current shortages of 
heavy-duty truck tires constituted the most serious threat to 
log and lumber production since the beginning of the year. 

“The industry as a whole hauls about 80 per cent and in 
some areas 100 per cent of its logs all or part of the way to 
sawmills by truck,” said the W. P. B. “The supply of large- 
size tires now available to the lumber industry is materially 
below minimum requirements. Shortages in these tires are ex- 
pected to continue into the fourth quarter of 1944.” 

The W. P. B. said it was urging the lumber industry to 
conserve its tires by improving roads, reducing truck hauls, 
recapping tires and checking condition of trucks and their oper- 
ation. It added that, in the guide now prepared by it, it set 
out reasons for action on those for points and steps that the 
industry should take to obtain maximum use of existing motor 
vehicle equipment. 


GASOLINE RATIONING 


In Traffic World for September 22, page 778, it was stated 
that commercial motor vehicle operators engaged in property 
or passenger transportation were currently allotted 6.9 billion 
gallons of motor fuel for an annual authorized mileage of 
56,000,000 miles. The mileage figure should have read 
56,000,000,000. 


TIRE RATIONING 


Tire manufacturers after September 28 may transfer a 
limited number of new truck tires to dealers without obtaining 
ration certificates from the dealers, says the Office of Price 
Administration. 

“This action is intended to facilitate the movement of new 
truck tires from manufacturers to dealers, with some improve- 
ment in distribution and service to consumers.” said the O. P. A., 
September 27, adding: 


When O. P. A. invalidated certificates for large-size truck tires on 
July 30, many dealers were caught without adequate inventories and 
without means of restocking such inventories. Today’s action will 
make it possible for dealers to obtain additional stocks of truck tires 
as soon as production increases. It will also provide a way for new 
truck tires to move promptly into dealers’ hands as military require- 


ments are curtailed and more truck tires are made available for civilian 
use. 


Tire quotas for October generally would be the same as 
those for September, the Office of Price Administration an- 
nounced September 28. 

The new figures, it said, continued to emphasize the neces- 
sity for widespread recapping, not only of passenger car tires, 
but all truck and bus tires as well. 

Total quotas, including all reserves, for October, are: 
Grade I passenger car tires, 1,600,000; truck tires size 7.50 or 
smaller, 280,000; truck tires size 8.25 or larger, 105,000; tractor- 
implement tires size 7.50 or smaller, 60,000; and tractor-imple- 
ment tires sizes larger than 7.50, 23,000. The September quota 
for truck tires size 8.25 or larger was 102,000. The quota for 
the smaller truck tire is the same as for September. 

The quota of passenger car tires is the same as that for 
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September, and will again enable ration boards to work off 
only a small part of their application backlog, in addition to 
meeting current requests. The backlog was estimated at 800,000 
approved applications as of August 31. 

O. P. A. also emphasized that the heavy-duty truck tire 

problem would continue serious, with emergency truck tire 
boards carefully screening applications to take care of essential 
users first. 
To relieve a heavy demand, particularly from farmers, for 
truck tires included in the 7.50 or smaller quota classifications, 
a supplemental quota of 25,000 tires was authorized for Sep- 
tember by the Rubber Bureau, O. P. A. announced. 


Trucks in Postwar Distribution 


In an address on “The Motor Truck’s Role in Distribution,” 
at the annual meeting of the American Meat Institute, at 
Chicago, September 26, Robert F. Black, president, White 
Motor Company, made a plea for joint conferences of all inter- 
ests representing transportation to plan for post-war distribu- 
_tion. He represented the highway carrying industry, he said, 
but he believed, nevertheless, that “the railroads were the 
principal transportation agency of this country,” and that they 
would continue ‘“‘to occupy that position for many years to 
come, if not as long as time.” They had “carried the brunt 
of traffic under the trying conditions of war and have earned 
the thanks of the American public,” he said. His suggestion 
was that their post-war planning be coordinated with the plan- 
ning of other transportation facilities. 

“It seems to me that much of value could be accomplished 

now, in what might be called the formative period of our 
post-war course, if leaders in industry and transportation were 
to sit down in group discussions and take a realistic attitude 
on how to achieve a better shipper-carrier relationship in the 
public interest,” said he. 
He warned against reliance on “artists’ conceptions” of 
what motor vehicles would be after the war. He had read, he 
said, about post-war steaks in dehydrated, capsule form, but 
he didn’t believe such things were coming. Live stock and 
meat interests should accept stories of post-war dream trucks 
with the same skepticism, he said. There would be improve- 
ments, he added, but nothing so radical as some predicted. The 
improvements in the first post-war years, he said, would not 
be so much in the appearance of the vehicles as in greater 
efficiency through mechanical changes, better braking facilities 
and the use of lighter metals. 

He said the trucking departments of industry, particularly 
of the meat industry, had done a remarkable job in getting out 
of existing equipment unhoped for performance. He suggested 
that industry appraise its policy now, with a view to giving the 
men in its organizations charged with the responsibility for 
truck transportation “a reasonable voice in policymaking with 
regard to this important phase of business.” The present was 
a good time to make this move, he said, because immediately 
after the war, industry’s “rate of replacement in trucks will 
undoubtedly be substantially above normal.” 


CONTROL OF PAPERBOARD 


Opposition to immediate relaxation in the control of paper- 
board used in the manufacture of folding and set-up boxes has 
been voiced by the Boxboard, Folding-Box and Set-Up Box 
Industry Advisory Committee at its recent meeting, the War 
Production Board says, adding: 


W. P. B. informed the committee that military and other govern- 
ment requirements for the fourth quarter were higher than for the 
third quarter. In the absence of any positive indication of a reduction 
in demand for paperboard after ‘‘Victory in Europe’ Day, the com- 
mittee feared that any relaxation of Limitation Order L-239 prior 
to ‘‘V-E’’ Day would adversely affect the production of paperboard 
and boxes made therefrom. Members pointed out, however, that the 
order should be revoked as soon as all governmental requirements can 
be met and a sufficient supply of paperboard is indicated. 

Officials said W. P. B. wants to get to the point where industry 
can run its own business in the interests of civilian economy as soon 
as possible, and avoid any interference with the paperboard industry’s 
customary competition with other industries. 

In spite of possible reductions in military demands for pulp, paper 
and paperboard after ‘‘V-E’’ Day, W. P. B. officials said there would 
still be considerable governmental requirements to fill, and that little 
relaxation in the demand for paperboard and packaging materials is 
expected. The army will still need cartons, shell containers, maps 
and other essential paper. Paperboard products show an increase of 
10,000 tons a month over the third-quarter demands. Packaging and 
repackaging requirements for tropical shipments doubtlessly will be 
greater, too. 

Paperboard for military requirement and essential civilian supply 
continues short. Continuance of the currentt campaigns for reducing 
use of pulpwood and collection of wastepaper was stressed by both 
government and industry officials. They pointed out the dependence 
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of the paperboard industry on wastepaper and also stressed inventory 
shortages at a number of paperboard mills. 

Announcement of the retirement of Russell Whitney as director 
of the paperboard division, as of October 1, after nine months of 
service, was made by Harold Boeschenstein, acting director of ‘the 


Forest Products Bureau. Appointment of Arnold B. Huyssoon as his 
successor was indicated. 


At a joint session of the Boxboard, Folding-Box, Set-Up Eox 
Industry Advisory Committee and the Containerboard and Fibre Fox 
Industry Advisory Committee, governmental officials reviewed the pulp, 


waste paper, and labor situations as they affect these particular indus- 
tries. 


MOTOR TRUCK TRAILERS 


Truck trailers manufacturers representing approximately 
100 per cent of the industry authorized to produce trailers pro- 
duced 79,928 civilian and military trailers in 1942, of which 


8,408 were civilian trailers, according to the War Production 
Board. 


TRUCK PRODUCTION 


Authorizations for medium truck production for the first 
half of 1945 were announced September 25 by the War Produc- 
tion Board. 

Automotive division officials said the authorizations were 
allocated on an historical basis under a program calling for 
the production of 80,000 medium trucks. The years 1936 to 
1940, inclusive, were taken as the base period. A reserve of 
4,000 vehicles, representing five per cent of the program, 
was set up from which supplementary allocations were made 
to manufacturers whose true historical share was not a prac- 
ticable minimum run. The authorizations follow: Available 
Truck Company, 2501 Elston Avenue, Chicago, Ill.. 10; Brock- 
way Motor Company, 106 Central Avenue, Cortland, N. Y., 
169; Chevrolet Motor Division, General Motors Corp., Gen- 
eral Motors Building, Detroit, Mich., 27,407; Dodge Division, 
Chrysler Corp., 7700 Joseph Campeau Avenue, Detroit, Mich. 
7,895; Dart Truck Company, 2628 Oak Street, Kansas City, 
Mo., 4; Divco Corporation, 22000 Hoover Road, Detroit, Mich., 
856; Diamond T Motor Car Company, 4401 West 26th Street, 
Chicago, Ill., 1,715; Federal Motor Truck Company. Detroit, 
Mich., 547; Ford Motor Company, Dearborn, Mich., 23,238; 
Four Wheel Drive Auto Co., Clintonville, Wis., 19; International 
Harvester Co., 180 N. Michigan Avenue, Chicago, IIl., 8,098; 
Mack Manufacturing Corp., New York City. 604; Reo Motors, 
Inc., Lansing, Mich., 1,890; Studebaker Corp., South Bend, Ind., 
2,400; White Motor Company, Cleveland, O., 758, and GMC 
Truck & Coach Division, Pontiac, Mich., 4,390. 


RAILROAD BROADCASTS 


Two radio programs will be broadcast from New York 
stations in connection with the fall meeting of the Atlantic 
States Shippers’ Advisory Board in that city next week (see 
Traffic World, September 23, p. 781). The first will be broad- 
cast over station WHWN at 6:45 p. m. October 4. It will be 
titled “Railroading to Victory,” and the participants will be 
R. W. Brown, president, Reading Company, Philadelphia, Pa.; 
C. J. Goodyear, traffic manager, Philadelphia and Reading Coal 
and Iron Company, Philadelphia, secretary of the National 
Association of Shippers’ Advisory Boards, and W. C. Kendall, 
chairman of the car service division of the Association of Amer- 
ican Railroads. 

At 6:15 p. m. on the following day, a program called ‘“The 
Railroads Look Ahead” will be broadcast from station WNYC. 
Participants will be R. V. Fletcher, vice-president, A. R. R.; 
Charles H. Vayo, general traffic manager, Eastman Kodak 
Company, Rochester, N. Y., president of the Atlantic States 
Shippers’ Advisory Board, and E. F. Lacey, executive secretary, 
National Industrial Traffic League. Albert R. Beatty, manager, 
public relations department, A. A. R., will direct both pro- 
grams. 


O. P. A. PRICE CEILINGS GUIDE 


Copies of a new official guide on commodities and services 
under price ceilings, with a directory of the key operating 
officials of the various price units in O. P. A.’s national office 
at Washington, D. C., will be available to industry and the 
public generally on October 1, the Office of Price Administra- 
tion has announced. In its announcement, it said: 


This booklet is being distributed free to key members of O. P. A.’S 
staff in the national office and in the field. All other government 
departments interested, as well as industry and the public generally, 
should send requests for copies to the Superintendent of Documents, 
U. S. Government Printing Office, Washington 25, D. C. 

A charge of $1 will be made for each booklet to cover cost. Six 
monthly supplements to the directory, bringing its information com- 
pletely up to date, will be supplied to purchasers, without any fur- 
ther charge. The law permits free distribution of the booklet to O. P. A. 
personnel, only. 
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September 30, 1944 


Southern Traffic League 


The postwar planning committee of the Southern Traffic 
League, in a report adopted at a meeting of the league at 
Atlanta, Ga., September 22, recommended that the league go 
on record as favoring legislation to establish a new transpor- 
tation regulatory body with jurisdiction over rail, air, and high- 
way transportation. Regulatory and supervisory functions over 
transportation now exercised by other federal bodies would be 
centralized in the new agency, for which the Interstate Com- 
merce Commission would serve as the nucleus, under the rec- 
ommendation. 

The full report of the committee, on this and other matters 
connected with transportation policy in the postwar period, 
follows: 


(a) The Committee believes the National Transportation policy as 
stated in the Interstate Commerce Act is sufficiently comprehensive for 
the foreseeable future. 

(b) The Committee is: not entirely persuaded that the Commission 
now is carrying out this policy effectively, especially in ‘their failure 
to recognize and preserve the inherent advantages of each. Mr. Deane 
differs on this point and believes the policy is being carried out. 

(c) Each member of the committee states it in a different language 
but all seem in accord on the general idea that regulation of all 
transportation should be lodged in an interstate transportation (or 
transport) commission. The I. C. C. would serve as the nucleus 
and transportation functions would be withdrawn from Civil Aero- 
nautics, Public Roads and other government departments where such 
functions now are lodged. The Committee believes that specialized 
knowledge in connection with each form of transportation would be 
vital in such reorganized commission and probably an enlargement 
would be necessary. So administered, however, the regulation of all 
types of carriage would fall within a single pattern—the National 
Transportation Policy. 

(d) The Committee urges a vigilant and aggressive attitude so as 
to preserve private carriage by motor vehicle against limitation or 
restriction other than necessary safety regulations. 

(e) The Committee is strongly opposed to fitting public transporta- 
tion into a ‘‘limited’’ number of competitive transportation systems. 

(f) The Committee records objection to legislative rate-making as 
distinguished from Commission rate-making.. Mr. Angell differs from 
the Committee on this point calling attention to various directives to 
and limitations upon I. C. C. power, including Section 4 of the Act, 
and the National Transportation Policy. It may be that the Committee 
is unanimous if we rest our resistance ‘9 legislative intrusion, as we 
intended, solely to rate-making and not to matters of broad, general 
policy which are of course within the province of Congress. 

(g) The Committee is opposed to government ownership of trans- 
portation; further, they are opposed to government operation except 
in cases of extreme emergency. 


Legislation Desired 


(a) The Committee believes the law should make mandatory the 
establishment of joint routes and joint rates by common carriers of 
property via air, motor, rail and water. 

(b) The Committee seeks the establishment of the rights of shippers 
to route freight by any means, or combination of means, of common 
carriage. 

(c) The Committee asks that the Commission be given power, where 
they now lack that power, to award damages, as compensation for 
the exaction of unlawful rates against all carriers. 

(d) The Committee supports a uniform statute of limitation, two 
years for recovery of all damages, except for recovery of overcharges 
and undercharges, for which a three year statute is recommended. 


Railroad Operations 


(a) The Committee recommends a League policy of working closely 
with rail carriers for the perfection of merchandise package car sched- 
ules and the elimination of unnecessary transfers of freight. 

(b) The Committee suggests a League policy of working closely 
with common carriers in an effort to have them publicize L. C. L. mer- 
chandise schedules as extensively as possible. 


Motor Carriers 


(a) The Committee urges a League policy of working for the 
removal of all unreasonable state restrictions or limitations of motor 
carriers. 

(b) The Committee suggests as a policy the League urging all 
state governments to provide complete reciprocity for motor vehicles 
of other states. 

(c) The Committee recommends League support to a sensible super- 
highway program coupled with a use-amortization plan. 

(d) The Committee recommends a League policy of unrelenting 
opposition to general, minimum rate orders for common carriers except 
in cases where clearly and specifically justified. 

(e) The Committee recommends a League policy of vigorous resist- 
ance to monopolistic domination of motor carrier rate bureaus and asks 
for complete preservation of the freedom of rights to independent action 
by individual carriers. 

(f) The Committee recommends a League policy for the establish- 
ment and maintenance of rates by common motor carriers that are 
in 2 close conformity with costs, plus profit. 


Water Carriers 


(a) The Committee recommends a League policy of encouraging the 
usc of water transportation where economically justified and opposition 
to the creation of water service where the maintenance and commen- 


Suiate benefits are not economically sound. 
(b) The Committee suggests a League policy of working with inter- 
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coastal carriers to so publish their rates, rules and regulations that 
all-water and rail-ocean rates may be more readily determined, includ- 
ing explicit port of call schedule in the tariff itself rather than in 
trade publication. 


(c) The Committee recommends continuance of League policy urg- 


ing resumption of intercoastal, coastwise and inland water service at 
earliest practicable date. 


(d) The Committee recommends League support for the develop- 
ment of Merchant Marine under the United States flag into every 
foreign service. 


Air Transportation 
(a) The Committee recommends League policy supporting expansion 
of air routes and service in every case where public convenience and 
necessity may justify;. but the Committee recommends against the 
extension of further government subsidies to domestic air transport 


except where clearly necessary from the standpoint of national safety 
or necessity. 


General Policies 
(a) The Committee suggests the establishment of a League policy 
of urging the prompt absorption of service men into the industry of 


transportation and related fields to the fullest extent compatible with 
their ability and physical condition. 

(b) The Committee suggests League support of a plan for pro- 
fessionalization of traffic management and urge, wherever possible, 
the employment and training of such qualified men in traffic positions. 

(c) The Committee urges that the Southern Traffic League throw 
itself open to membership so as to become a south-wide, all-industry, 
all-interest organization dedicated to service and information at the 
cheapest cost consistent with that type of service. 

Other matters not included by the Committee at this time are: 

(1) A suggestion by Mr. Angell that study be given to transporta- 
tion facilities for products requiring highest degree of lowest prac- 
tical refrigeration, particularly such as heavily insulated vehicles, 
including like storage space on vessels. 


Opposes Hill Bill 


The league adopted a resolution opposing the Hill bill 
(S. 2085) for the creation of a transportation authority, a pub- 
lic transportation counsel, and a transportation advisory com- 
mittee. The bill was introduced by Senator Hill of Alabama 
to give effect to recommendations of the late Board of Investi- 
gation and Research—Transportation (see Traffic World, Au- 
gust 26, p. 515). The league resolution expressed opposition to 
the bill and to any attempt to establish an overall federal 
agency with powers over the Interstate Commerce Commission 
or to grant the executive department of the federal govern- 
ment authority to transfer any of the functions of the Commis- 
sion to other federal agencies. 


Antitrust Resolution 


In another resolution the league condemned the action of 
the antitrust division of the Department of Justice for its com- 
plaint filed against the railroads, rate committees and individ- 
uals in the federal court at Lincoln, Neb., and ordered its op- 
position conveyed to the President in a telegram. An identical 
resolution was adopted by the Southeast Shippers’ Conference 
at a meeting in Atlanta September 20, and the wire to the 
President bore the signatures of Otis Weaver, president of the 
league, and A. W. Vogtle, chariman of the conference. 


The preamble of the resolution said that the litigation was 
properly a subject for consideration of the organizations be- 
cause, although filed in the west and involving chiefly western 
railroads, the allegations in the complaint clearly involved ‘‘the 
entire system of transportation and of railroad rate making, 
through carrier freight associations and shipper advisory 
boards.” Furthermore, it pointed out, a major principle was 
involved, in that the complaint petitioned the court “to exercise 
rate making powers which were conferred by Congress on the 
Interstate Commerce Commission, not only touching rates 
within the confines of western territory, but in the south and the 


country as a whole and directly affecting the interests of south- 
ern shippers.” 


Shippers in the south, as shippers elsewhere, were parties 
to setting up the existing system of rate making, under which 
shippers were advised of proposed rate changes before they 
were issued in tariff form, the resolution said. Generally speak- 
ing, it added, “shippers have no complaint against the present 
system which, for years, has been in effect and which consti- 
tutes a decided improvement over the previous system whereby 
the first notice the shipping public generally had of any change 
was the issuance of tariffs by the carriers.” Under the existing 
system, it continues, shippers receive notice of proposed changes, 
have the right of negotiation and conference with the rate 
bureaus and may, if they wish, appeal to the Commission. All 
of these rights are “freely exercised by the shippers,” it says. 

Congress set up the Commission as its agency to enforce 
Congressional transportation policies, it continued, and gave it 
the power to fix rates in conformity with the law. The Com- 
mission, when it deems such action in the public interest, can 
and does initiate investigations of rates and services on its own 
motion, it says, and shippers “have found their rights fully 
protected” by the Commission. 
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The telegram sent to the President, as provided for in the 
resolution, copies of which were sent by mail to Attorney Gen- 
eral Biddle, members of the Senate and House commerce com- 
mittees, governors of southern states, and senators and repre- 
sentatives from those states in Congress, was as follows: 


The undersigned organizaticns, representing all types of shipping 
interests in the southeast, in meetings held here this week, have care- 
fully considered the recent action of the attorney-general in appealing 
to the courts to assume jurisdiction over matters delegated by con- 
gress to the Interstate Commerce Commission and to dissolve railroad 
organizations which we maintain are operated in the public interest 
and should be continued. Improper acts if any should be corrected 
without tearing down the entire carrier cooperative structure. We 
declare the action to be in effect a by-passing of congress and its 
designated agency; that a national transportation system composed 
of individual carriers cannot be efficiently operated without an overall 
national organization; that had it not been for this national organiza- 
tion the railroads would have been unable to perform the wonderful 
job they have been and are performing; that without such railroad co- 
operation industry would have been unable to perform the miracles 
of production in the world war emergency which it has performed; 
that unless there is joint action in freight rate and service matters 
there would be complete chaos in those fields; that present machinery 
of rate making through national and regional associations was set up 
at insistent demands of shippers and shipper organizations throughout 
the country; that the existing system of handling freight rate changes 
substitutes public hearings where all interests have advance notice 
and opportunity freely and fully to express their views before changes 
are made; that the system has proved adequate in meeting the needs 
of the public; that this is likewise true with respect to all matters 
relating to freight equipment and motive power through shipper ad- 
visory transportation boards to assure orderly and expedited move- 
ment of traffic; and over all such activities the Interstate Commerce 
Commission, administering the transportation policy of congress does 
most efficiently exercise jurisdiction in the public interest with the 
confidence and respect of shippers. We do -not condone violations of 
law, if any, but we respectfully urge that you ask congress to clarify 
its will in respect of the operation of the Sherman anti-trust act as 
it relates to transportation. 


Kerr Calls Antitrust Action “Sabotage” 


J. G. Kerr, chairman, Southern Freight Association, speak- 
ing at the league meeting, said that the railroads’ fine war 
record was in great part due to the cooperation of shippers, 
receivers and “every government department save the one 
which has been harrassing the railroads all during this war.” 
He said he was not alone in the opinion that, “coming at this 
time, there could hardly be any greater sabotaging of the war 
effort than we now see in progress.” He addressed his remarks 
to the Department of Justice’s antitrust complaint and to the 
suit the state of Georgia was seeking to file in the U. S. Su- 
preme Court, but most of what he said was concerned with the 
continuing attack of the Department of Justice on the rate 
making system. 

He took up and discussed many of the accusations voiced 
at congressional hearings and asserted that southern rail and 
motor carriers “were never given an opportunity to answer 
these attacks before the Senate committee—hardly a democratic 
process, even in this time.” The accusations, he said, were 
“intemperate, inaccurate, misleading and damaging to the fu- 
ture of southern industry and agriculture.” 

Department of Justice witnesses, he said, made much of 
the fact that there were some sixty-odd rate bureaus. In order 
to attain that number, he said; they had to count separately 
the committees within the bureaus, such as the standing rate, 
coal and coke, general freight, executive, contact, fourth sec- 
tion and tariff committees within his own association. 

As to the assertion that “only a small percentage” of rates 
filed with the Commission were reviewed, he said that 84 per 
cent of the rates filed by his association, “either from the 
standpoint of tons or revenue, have been prescribed by the 
Commission.” Furthermore, he said, 90 per cent of the rate 
changes made in the territory were “reductions, well within 
that framework.” He gave figures for proposals handled by his 
association in the first three months of 1940, a period used by 
the Board of Investigation and Research in its studies. These 
showed that, of the 1220 proposals considered, 1134, or 90 per 
cent, were for reductions in rates; 995, or 82 per cent, were 
approved by mail without review by any committee other than 
the standing rate committee; 166, or 13 per cent, were referred 
to the general freight committee or coal and coke committee, 
and 143 of them were approved as filed or amended, while only 
23 were disapproved; 49, or 4 per cent, were referred to the 
executive committee, 46 receiving approval and 3 disapproval 
from that committee; 10, or 1 per cent, were referred to the 
traffic executives’ association, 6 receiving approval and 4 dis- 
approval; none was referred to the Southeastern Presidents’ 
Conference. 

There was cooperation between the Southern Freight Asso- 
ciation and the Association of American Railroads, he said, but 
the S. F. A. took no part in the affairs of the A. A. R. and took 
no orders from it or its traffic advisory committee. A number 
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of railroads affiliated with his bureau were not even members 
of the A. A. R., he said. 

Members of his bureau were free to take independent rate 
action, he said, adding that an average of 262 such filings took 
place yearly in the six-year period ending with 1942, and such 
filings covered “everything from a single rate or practice to 
many thousands of rates.” For nearly three months, he said, 
nine Department of Justice agents had been inspecting his 
association’s files, but he had “not been able to induce one to 
look at our record of independent announcements.” 

He outlined at length the procedure followed by the South- 
ern Freight Association in rate matters. The purpose of the 
association, he said, was ‘“‘to furnish a convenient and work- 
able medium or clearing house for the consideration and ad- 
justment of traffic matters of mutual interest, such as freight 
rates, rules and regulations, between carriers and the shipping 
public as well as between the carriers and the Interstate Com- 
merce Commission and the various railroad regulatory bodies 
located in southern territory.” 


Jeffers Addresses Bankers 


William M. Jeffers, president of the Union Pacific, speaking 
at the annual convention of the American Bankers’ Association 
at Chicago September 26, said that the antitrust suit of the 
Department of Justice filed recently against the railroads at 
Lincoln. Neb., was politically inspired and that its real target 
was the Interstate Commerce Commission. In its annual report 
last year, he said, the Commission pointed out that approxi- 
mately 40 per cent of all railroad tariffs filed with it had had 
its approval and that “a large number of tariffs do not either 
affect the rate level or change the rate.” 

The south has been “pretty noisy” in complaining about 
rates, he said, and the west has been ‘“‘quite content,” never- 
theless, the Department of Justice chose to file its suit in the 
west, at Lincoln, Neb., ‘the home town of Wendell Berge, 
assistant attorney general in charge of the antitrust division, 
probably to give him a chance to visit the home folks.” 

We were in the midst of a presidential campaign, he 
pointed out, and “political fences in the west have to be re- 
built,” whereas the administration felt that “the political fences 
in the south are thought to be in a better state of repairs. So 
the suit was brought in the west.” He referred to speeches by 
Mr. Berge and Attorney General Biddle, made before the suit 
was filed, as advance ‘‘ballyhoo” comparable to the work of 
an advance agent for a circus. 

“Since the suit was brought,” said he, “the Department of 
Justice has tried the issues in every part of the newspapers 
except the lovelorn column and I expect it will overflow there 
soon, since it is a device of Cupid—wooing votes.” He asserted 
that Attorney General Biddle and his assistant Berge had 
obtained “the bulk of their railroad knowledge from riding 
in Pullman drawing rooms paid for by taxpayers.” 


The “artillery of the Department of Justice,” he said, was 
“aimed directly at the railroads.” but the real target was the 
Commission, ‘‘a regulatory body created by and responsible 
to Congress.” 


Mr. Jeffers attacked the activities of the Political Action 
Committee of the C. I. O. He said he had been and was still 
a member of a union in good standing and that he had a 
record as having been “strong for labor—labor unions headed 
by right thinking American leaders,” but that ‘no Political 
Action Committee or any group or individual” was going to tell 
him or “any upheaded American’? how to vote or what to 
think. 

“If the sorry day should ever come when nefarious schemes 
like this succeed,” said he, “then, on that day, the disintegra- 
tion of American labor unions starts and democracy begins to 
crumble.” 

He urged the bankers to alter practices by making avail- 
able to smaller business long-term loans and to do other things 
to assist the welfare of small business after the war. In that 
period, he said, ‘young business” would ‘‘grow up and become 
worth nurturing.” Another Walter Chrysler and a Henry Ford 
was at present “hidden in the small offices of little workshops,” 
said he, and such business must be supported by private capital 
and the banks, to develop as it should. 


TRANSPORT BOARD REPORTS 


The report of the Board of Investigation and Research on 
practices and procedures of government control (see Traffic 
World, Sept. 23, p. 787), has been ordered printed as House 
Document No. 678. In this report the board recommended es- 
tablishment of a federal transportation authority, an office of 
public transportation counsel, and a national transportation 
advisory council. 
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September 30, 1944 


Patterson Answers Wheeler 


The accident investigation law did not empower the Com- 
mission to require corrective action with respect to any of the 
conditions disclosed by accident investigations, said Chairman 
Patterson, of the Commission, in a letter to Chairman Wheeler, 
of the Senate interstate commerce committee, replying to the 
senator’s statement referring to a train wreck near Terre 
Haute, Ind., charging the Commission with “lethargy” in con- 
nection with the installation of safety devices on rail lines 
(see Traffic World, Sept. 23, p. 800). Chairman Patterson said 
the law authorized the Commission only to investigate acci- 
dents, and to issue reports together with such recommendations 
as it deemed proper, and that any action to bring about the 
compulsory installation of safety devices shown to be necessary 
as a result of accident investigations must be taken under 
other provisions of law. 

Chairman Patterson said that the Commission was alert 
to its responsibilities and had taken “extensive and far-reaching 
action to effectuate provisions of the law which are intended 
to bring about the use of safety devices,” citing orders issued 
under the interstate commerce act leading to the installation 
of automatic train stop and train control devices, and improve- 
ments in power brake equipment for the control of trains. . 

Chairman Patterson’s letter follows: 


Reference is made to your statement which appeared in the 
Congressional Record of September 19, 1944, entitled ‘‘Loss of Life on 
American Railroads,’’ in which you refer to the recent C. & E. I. 
accident near Terre Haute, Ind., and call upon railroads and the 
Interstate Commerce Commission to take appropriate action to bring 
about the installation of devices which will prevent accidents of this 
character. 

In accordance with our practice, as provided for in the accident 
investigation law of 1910, the Commission is now conducting an inves- 
tigation of the C. & E. I. accident. A report setting forth the facts 
developed will be issued and recommendations made as provided for 
by the accident investigation law, and such other action will be taken 
as may be warranted. As you know, the accident investigation law 
does not empower the Commission to require corrective action with 
respect to any of the conditions disclosed by accident investigations. 
Under its terms the Commission is authorized only to investigate acci- 
dents, and to issue reports together with such recommendations as it 
deems proper. Any action other than recommendations, which may 
be taken to bring about the compulsory installation of safety devices 
shown to be necessary as a result of accident investigations, must 
be taken under other provisions of law. 


Train Control Devices 


The Commission is alert to its responsibilities and has taken 
extensive and far-reaching action to effectuate provisions of law which 
are intended to bring about the use of safety devices. Under the inter- 
state commerce act as amended from time to time, the Commission 
has issued orders which have led to the installation of automatic train 
stop and train control devices on several thousand miles of railroad 
line, and has also instituted a proceeding which has resulted in very 
substantial improvements in power brake equipment for the control 
of trains. Your statement refers to disagreement between Commissioner 
Eastman and a majority of the Commission in respect to the policy 
announced in the automatic train control report of November 26, 1928, 
148 I. C. C. 188. That report was issued as the result of a hearing 
to determine whether a further order requiring installations of auto- 
matic train control devices should be issued. The Commission found 
that there was greater need for other safety improvements and decided 
that it should not at that time issue a further order requiring auto- 
matic train control installations, as such an order would prevent 
railroad managements from exercising their judgment as to the best 
manner in which the limited funds available for safety purposes could 
be used to secure increased safety on railroads. However, Commissioner 
Eastman was of the opinion that the Commission should continue to 
bring pressure to bear upon the railroads to extend installations of 
automatic train control devices. 

There was then and there is now ample ground for honest difference 
of opinion as to the best policy and procedure in the public interest. 
This is particularly true at the present time in view of the development 
and extensive installation during the past two decades of improved 
railway safety systems such as cab signal systems and centralized 
traflic control systems. Also, the development of various new train 
communication systems as a means for improving and safeguarding 
railroad operation is receiving increasing attention. 

Installations Made 


Although no order was issued in 1928 which required further 
installations of automatic train control devices, numerous other orders 
have been issued by the Commission which have resulted in extensive 
improvements of existing installations of safety devices and systems. 
Standards have been prescribed to which all existing installations of 
signal systems and appliances and all new installations must con- 
form, so as to meet present day operating requirements. In many 
cases major reconstruction and replacement projects involving large 
expenditures have been required. Substantial progress in this improve- 
ment program has been accomplished. In addition, numerous investiga- 


tions concerning the need for increased protection in specific locations 
have been completed, and other investigations of this character are 
now in progress. In several cases the carriers have proceeded to 
Make the desired installations upon recommendations of the Com- 


mission, and in other cases orders have been issued, some of which 
are now outstanding, which require installations of safety devices to 
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be made. Certain of these installations have been completed, others are 
now in progress, and in some cases the projects are being held in 
abeyance because of inability to secure the required materials and 
manpower. 

Prior to the war there were several years during which, primarily 
because of light traffic, the railroads were relatively free from serious 
accidents. In that period more than 30 per cent of the railroad mileage 
of the country was in, or threatened with, bankruptcy, and funds 
were not available to many carriers for extensive improvements. This 
was, of course, not a valid excuse for laxity on the part of railroads 
which were in sound financial condition, but the demands of the later 
wartime traffic could not be anticipated with any degree of accuracy, 
and, on the whole, safety expenditures were confined chiefly to main- 
tenance of existing installations and bringing them into conformity 
with currently required standards. 


Effect of War 

After Pearl Harbor the situation was quickly and radically changed. 
The military program and the widespread industrial expansion for 
the production of war materials and supplies not only necessitated the 
utilization of the railroads to a very large extent for military purposes 
but in some sections of the country overburdened existing railroad facil- 
ities to such an extent that safety of operation was seriously impaired. 
In these circumstances it naturally followed that attention was directed 
primarily to the provision of facilities which would be most effective 
in furtherance of the war effort. 

It is a matter of common knowledge that wartime restrictions 
upon the use of materials for railroad facilities and equipment have 
seriously impeded, and in some cases have prevented, installations and 
modifications of existing systems which are required for safe and 
efficient operation of railroads. Numerous projects of this character, 
designed to effect compliance with orders of this Commission, could 
not be carried out because of War Production Board restrictions upon 
the use of certain materials, and this condition together with the 
present shortage of skilled employes in this field is now seriously 
interfering with improvement programs and with the installation of 
railroad safety devices and systems on additional mileage. 

When wartime restrictions which now prevent extensive installa- 
tions of railroad safety devices are removed the Commission will 
take such further action as it may find to be appropriate to provide 
the greatest possible safety in railroad operation. 


Patterson on R. R. Safety 


A message made public by Chairman Patterson, of the 
Commission, prepared by him for the “convention in print” of 
the Co-Ordinated Mechanical Associations and in which he said 
he would devote himself “to some of the things that affect 
safety,” was regarded by some as, in part, a reply to a recent 
statement by Chairman Wheeler, of the senate interstate com- 
merce committee, criticizing the Commission’s attitude on the 
installation of safety devices by the railroads. Referring to a 
train wreck near Terre Haute, Ind., in which a number of 
soldiers and others were killed, the Senator said that the rail- 
roads had contributed ‘‘to this unnecessary death toll,’”’ and that, 
if the Commission did not awaken from “its long lethargy, then 
it may become necessary to repeat action taken against inade- 
quate commissions in the past.” (See Traffic World, Sept. 23.) 

“The greater effect of the inexperience of employes than of 
mechanical defects in causing accidents is shown in the greater 
relative increase in collisions than in derailments since 1939, 
collisions being usually the result of man failure and derail- 
ments of mechanical failure,’ said Chairman Patterson in his 
message. The chairman was to have been the principal speaker 
at the convention, scheduled for September 26, in Chicago. 
However, for the third year, the association cancelled its con- 
vention plans in deference to the pleas of the Office of Defense 
Transportation, and decided instead to distribute the papers 
prepared by those who were invited to speak to the convention. 

To the members of the association, who, he said, had the 
responsibility of keeping locomotives and cars in safe operating 
condition, the chairman mentioned four subjects as among those 
deserving of careful study and consideration in connection with 
“the constant effort further to improve conditions affecting 
safety of the railroad employes and the traveling public: Vigi- 
lance in maintaining locomotive water at a proper level to elim- 
inate explosions of locomotive boilers as a result of overheating 
of the crown sheets due to low water; completion of the pro- 
gram for the installation of modern brake equipment on all 
freight cars adopted by the railroads 10 years ago; study of 
train communication systems; and the use of auxiliary head- 
lights on locomotives as regular headlights, and in case of emer- 
gency primarily for use in signaling, employing for this purpose 
stationary red and oscillating white or red lights. 

The chairman pointed out that the program for the installa- 
tion of modern brake equipment on all freight cars was to have 
been completed this year, but said that it was only about 50 per 
cent completed, adding that, in order to bring this program to 
a conclusion, the Commission now had under consideration the 
issuance of an order intended materially to speed up the 
program. 

Speaking of the maintenance and upkeep of locomotives, he 
said that, with the aid of the ingenuity, skill, and knowledge 
developed over a series of years, largely as a result of the 
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meetings and work of the associations, the railroads had suc- 
ceeded in the present emergency period in placing certain prac- 
tically obsolete locomotives that had been in dead storage for 
10 years or more in reasonably good condition for the service 
for which they were designed. Commenting on the record of 
the railroads in this connection, he said: 


Notwithstanding present war conditions and the gigantic task 
imposed on the railroads, their record with respect to maintenance and 
upkeep of locomotives is better than it was during World War I. In 
the fiscal year ended June 30, 1919, in which the armistice of World 
War I was signed, 58 per cent of the locomotives inspected by inspectors 
of our Bureau of Locomotive Inspection were found defective in some 
manner, and 4,433 of these locomotives were ordered withheld from 
service because of the presence of defects which rendered use of the 
locomotives unsafe. Under the same standards of inspection in the 
fiscal year ended June 30, 1944, 11 per cent of the locomotives inspected 
were found defective in some respect, and 630 locomotives were ordered 
withheld from service because of the presence of defects which rendered 
use of the locomotives unsafe. 


After a brief view of safety legislation, the chairman dis- 
cussed the causes of accidents. Saying that the number of acci- 
dents had increased considerably in the war period, he cited, as 
among the contributing causes, increased number of trains oper- 
ated, the large number of passengers carried on trains involved 
in accidents, and increase in the amount of traffic hauled. How- 
ever, he added, causes of accidents under wartime conditions did 
not differ materially from the causes of accidents under normal 
peacetime conditions. He then touched on accidents caused by 
failure of equipment parts, and said that these, and the occur- 
ence of boiler explosions caused by overheating of crown sheets 
due to low water, accentuated the necessity for taking all pos- 
sible measures to increase the thoroughness of inspection and 
the application of timely and substantial repairs to all parts 
where there was any doubt as to safe and dependable per- 
formance. 


He said that the total number of accidents due to defects 
in equipment or roadway would fluctuate with the volume of 
business, and that, for this reason, the average number “per 
billion motive power miles (locomotive miles plus motor train 
miles) each year is of greater interest than the actual number.” 
He said a review of such figures from 1930 to 1943 showed a 
marked decline from 1930 to 1939, but an increase since that 
time. The figures contained in the message showed, on a basis 
of billion motive power miles, 3,158 accidents caused by defects 
or failures in equipment in 1930 and 868 caused by defects in 
or improper maintenance of way and structures, as compared 
with 1,643 and 571, respectively, in 1939. Accidents due to de- 
fects or failures in equipment, the chairman’s figures showed, 
totaled 2,585 in 1943, and those due to defects in or improper 
maintenance of way and structures totaled 1,050, again for each 
one billion motive power miles. 


He pointed out that for equipment defects the average for 
1943, although much above that for 1939, was below the average 
for 1930, but that the average for defects in roadway for 1943 
exceeded that for 1930. He pointed out further that a reportable 
train accident was one that caused damage of $150 or more to 
railway property and that the rise in the cost of labor and mate- 
rials tended to increase the number of minor train accidents 
reportable. However, he said that allowing for this, it would 
still be true that the number of train accidents a billion power 
miles due to roadway defects was conspicuously high in 1943. 

After relating these increases to the fact that the number 
of car-miles and gross ton-miles had increased more rapidly 
than the locomotive miles, he said that for train accidents re- 
ported as caused by negligence of employes the average number 
a billion power miles declined from 2,659 for 1930 to 1,504 for 
1938, but had increased to 4,001 for 1943. The effect of the 
large turnover in railroad employment was reflected in these 
figures, he said. 


The chairman said that consideration should also be given 
to the increased demand on the rolling stock due to the in- 
creased volume of business the railroads had been required to 
handle for the furtherance of the war effort. He pointed out 
that the increase, 1943 over 1940, of locomotive miles, freight, 
passenger and yard had been 40.7 per cent; of car-miles, freight 
and passenger train, 51.1 per cent; and of gross ton-miles of 
trains, freight and passenger, including locomotives, cars and 
contents, 61 per cent. He continued by saying that in the 10 
years ended with 1941 Class I line haul railroads had withdrawn 
from service ‘for sale or demolition” 16,635 locomotives and had 
added only 2,475, and that while the new ones were more pow- 
erful, the total power of all locomotives was less at the end than 
at the beginning of that period. Similarly, he said, many more 
freight cars and passengers cars were retired than were installed 
new in that period. That the railways were able to handle the 
increased traffic load notwithstanding a shrinking supply of 
equipment was, he said, explained by the expeditious repairing 
of unserviceable locomotives and cars, putting in service the 
stored locomotives, and making each unit of equipment run 





TRAFFIC WORLD 


more miles a day. He included a table in his message showing 
comparable miles run a locomotive day in the first five months 
of 1940 and in the same period of 1944, respectively, as follows: 
Serviceable road freight locomotives, 106 and 124.8; all road 
freight, 69.7 and 107.7; serviceable road passenger, 191.4 and 
222.1; and all road passenger, 133 and 189.5. The additional use 
made of freight cars in the war period he indicated by compari- 
sons for the same five-month periods, serviceable freight cars 
showing 36.6 miles a car day in 1940 and 50.9 in 1944; and all 
freight cars showing 33.4 and 49.7, respectively, for those five- 
month periods. 

In speaking of deferred maintenance, he said it was gen- 
erally understood to mean maintenance work left undone that 
ordinarily would be done if the necessary men, materials, and 
money were available. He said some railways were apparently 
in good condition with no accumulation of deferred maintenance, 
but that those carrying the main currents of traffic had had to 
postpone such work. This, he said, did not mean that the rail- 
ways were breaking down. He said they had generally been 
able to keep the roadway and track up to a standard necessary 
for safe operation and to keep the equipment in serviceable con- 
dition. He said that, in planning the replacement of antiquated 
equipment and making up deferred maintenance by repairs, the 
role of the mechanical experts would be important after the war, 

Referring to the trend in substituting diesel for steam 
power, at first in yard service, and “now in road service,” and 
referring to studies being made in comparative expense of oper- 
ation of various types of locomotives, the chairman said there 
were also economic problems involved, such as the future supply 
of various types of fuel, the future relative cost of oil and coal, 
and the effect on railway traffic volume of a diminished use of 
coal. Presumably, he concluded, “the executives are receiving 


expert advice from their economists and mechanical experts on 
this subject.” 


SAFETY COUNCIL RAIL SECTION PROGRAM 


The National Safety Council will hold its annual congress 
at Chicago October 3, 4 and 5. Sectional meetings will be held 
in various hotels. Those of the steam railroad section will be 
held at the Hotel Morrison on each day in the afternoon. The 
section’s program includes: 

For October 3: The annual report of the general chairman, 
H. A. Daake, supervisor of safety, Erie Railroad, Cleveland; 
a panel discussion on non-train accidents; election of officers: 
showing of a slide film on “Men of Maintenance” by D. E. 
Mumford, assistant general safety agent, New York Central, 
New York; a talk by O. F. Gnadinger, Elgin, Joliet and Eastern, 
Joliet, Ill., as chairman, safety section, Association of American 
Railroads. 

October 4: Panel discussion of non-train accidents; show- 
ing of the slide film ‘Keep ’Em Rollin’” by G. M. Dempsey, 
general inspector, division of safety, Milwaukee Road, Chi- 
cago; and talks by W. J. Flannigan, superintendent of safety, 
Northern Pacific, St. Paul, Minn., on grade crossing accidents; 
by G. W. Elste, superintendent, safety department, Baltimore 
and Ohio, Baltimore, on trespasser. accidents, and by W. A. 
Johnston, general manager, Illinois Central, Chicago. 

October 5: Panel discussion on train service accidents; 
showing of the sound film “Why Risk Your Life?” by C. L. 
La Fountaine, general safety supervisor, Great Northern, St. 
Paul, and a talk by H. A. McAllister, assistant. to president, 
Erie Railroad, Cleveland, on “How to Improve the Develop- 
ment of Safe Working Habits.” 


MEDAL OF HONOR AWARD 


Acting Secretary Laird, of the Commission, has issued a 
notice that, on recommendation of the Commission on Award 
of Medals of Honor, approved by the Commission, President 
Roosevelt bestowed a medal of honor on Roy A. Powers, of 
Rockford, Ill., a track foreman for the Milwaukee. He said the 
medal was awarded under the act of February 23, 1905, pro- 
viding for bronze medals of honor in recognition of outstanding 
feats of bravery connected with saving of life on railroads. 

The award was made to Mr. Powers because of his rescue 
of an aged woman, Mrs. Hulda Swenson, from the path of an 
approaching passenger train on the Burlington at Rockford, 
June 14, 1943. Mrs. Swenson had stepped on the track when 
the Burlington passenger train was about 100 feet north of 
the crossing, and Mr. Powers ran after her, stepped over the 
east rail, seized her by the shoulder, and pulled her backward 
from between the rails, the notice said. Both Mr. Powers and 
Mrs. Swenson fell and were struck by the pilot-sill step at 
the left side of the locomotive, it said, and that it was probable 
that Mr. Powers was struck also by a locomotive cylinder. 
Both were seriously injured, it added, and that they were still 
confined to -hhospitals, more than one year after the accident. 

The notice pointed out that fifty-two medals, including ihe 
one mentioned in the notice, had been awarded since the en- 
actment of the act in 1905. 
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September 30, 1944 


Victory Fleet Day Observance 


Presentation of war service flags by the War Shipping 
Administration to 107 shipping companies operating “the vic- 
tory fleet of more than 3,400 American flag ships” was a part 
of Victory Fleet Day ceremonies, September 27, in the 17 
cities that were home ports of those companies, according to 
the W. S. A. 

The W. S. A. said that the American operators who had 
been under contract to it as general agents or on time char- 
ter agreements not less than six months would also receive 
war service certificates stating their eligibility to fly the 
w. S. A. flag on ships under their control. It noted that Sep- 
tember 27 was the third anniversary of the launching of the 
Patrick Henry, the first Liberty ship. Six new ships were 
launched on that day, bringing the total launchings since the 
Patrick Henry to more than 4,100 ships in three years, it 
reported. 

It said the W. S. A. pennant was made up with two 
horizontal bars of red separated by a bar of white, with a 
large blue circle superimposed, containing, in white, the let- 
ters “W. S. A.” and with stars of dark blue imposed on the 
white bar to indicate the number of American flag ships 
operated by the shipping company. It said four stars meant 
operation of 76 to 100 ships by the company; three stars, 51 
to 75 ships; two stars, 25 to 50 ships, and one star, five to 25 
ships. It listed the operators, according to “star” classes, as 
follows: 

Dry Cargo Vessel Operators 


Four stars: American Export Lines, Inc., American-Hawaiian Steam- 
ship Co., Grace Line, Inc., Isthmian Steamship Co., Moore-McCormack 
Lines, Inc., and United States Lines Co., New York City; American 
President Lines and Matson Navigation Co., San Francisco; Lykes Bros. 
Steamship Co., Inc., New Orleans; United Fruit Co., Boston, and 
Waterman Steamship Corporation, Mobile. 

Three stars: Agwilines, Inc., Alcoa Steamship Co., American South 
African Line, Inc., A. H. Bull & Co., Inc., Luckenbach Steamship Co., 
Ine., Marine Transport Lines, Inc., and Seas Shipping Co., New York 
City; Weyerhaeuser Steamship Co., Newark; Alaska Steamship Co. 
and American Mail Line, Seattle; Mississippi Shipping Co., Inc., New 
Orleans; McCormick Steamship Co., division of Pope & Talbot, Inc., 
San Francisco; South Atlantic Steamship Lines, Savannah, and Pacific 
Atlantic Steamship Co., Vancouver, B. C. 

Two stars: American West African Line, Inc., Black Diamond 
Steamship Corporation, Calmar Steamship Corporation, International 
Freighting Corporation, Inc., and J. H. Winchester Co., Inc., New 
York City; Mystic Steamship Division of Eastern Gas & Fuel Asso- 
ciates, and Sprague Steamship Co., Boston; Coastwise (P. F. E.) Line 
and Sudden & Christenson, San Francisco. 

One star: American Foreign Steamship Corporation, American 
Range-Liberty Lines, Inc., Blidberg Rothchild, A. L. Burbank & Co., 
Ltd., Cosmopolitan Shipping Co., Inc., De La Rama Steamship Co., 
Inc., Isbrandtsen Co., Inc., R. A. Nicol & Co., Ine., North Atlantic 
& Gulf Steamship Co., Norton Lilly Management Corporation, Ore 
Steamship Corporation, Overlakes Freight Corporation, Parry Naviga- 
tion Co., Inc., Pocahontas Steamship Co., Inc., Polarus Steamship Co., 
Prudential Steamship Corporation, William J. Rountree Co., Inc., Smith 
& Johnson, States Marine Corporation, T. J. Stevenson & Co., Inc. Stock- 
yard Steamship Corporation, M. & J. Tracy, Inc., U. S. Navigation Co., 
Inc., Union Sulphur Co., Inc., Wessel, Duval & Co., and West India Steam- 
ship Co., New York City; Alaska Packers Association, W. R. Chamber- 
lin & Co., General Steamship Corporation, Hammond Shipping Co., 
Ltd., Interocean Steamship Corporation, and Oliver J. Olson & Co., Inc., 
San Francisco; Alaska Transportation Co., James Griffiths & Sons, Inc., 
Northland Transportation Co., and Olympic Steamship Co., Inc., Seattle; 
Boland & Cornelius, Buffalo; Burns Steamship Co., Los Angeles; Dich- 
mann, Wright & Pugh, Inc., Norfolk; Eastern Steamship Lines, Inc., 
Shepard Steamship Co., and Wilmore Steamship Co., Ine., Boston; 
Fall River Navigation Co., Fall River, Mass.; Merchants & Miners 
Transportation Co., Baltimore, and Standard Fruit & Steamship Co., 
New Orleans. 

Tanker Operators 


Four stars: Standard Oil Co. of New Jersey, New York City. 

Three stars: War Emergency Tankers, New York City, and Pacific 
Tankers, Inc., San Francisco. 

Two stars: Gulf Oil Corporation, Socony Vacuum Oil Co. and The 
Texas Co., New York City; Deconhil Shipping Co., San Francisco; 
Keystone Shipping Co., Philadelphia, and Los Angeles Tanker Oper- 
ators, Los Angeles. 

One star: American Petroleum Transport Corporation, American 
Trading & Production Corporation, Barber Asphalt Corporation, Ber- 
nuth-Lembeke Co., Cities Service Oil Co., National Bulk Carriers, Pan 
American Petroleum & Transport Co., Sieling & Jarvis, Sinclair Refining 
Co., Spencer Kellogg & Sons, Inc., Tankers Company, and Tidewater 
Associated Oil Co., New York City; American Republics Corporation, 
Houston, Tex.; Atlantic Refining Co. and Sun Oil Co., Philadelphia; 
Richficld Oil Corporation and Union Oil Co., Los Angeles; Sabine 
Transportation Co., Port Arthur, Tex., and Standard Oil Co. of Cali- 
fornia, San Francisco. 

Letter from President 


The following letter from President Roosevelt was released 
by Vice-Admiral Land, chairman of the Maritime Commission, 
Mm connection with the Victory Fleet Day celebration: 


It seems to me particularly appropriate that Victory Fleet Day this 
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year should honor the men and management of the American merchant 
marine. 

The operators in this war have written one of its most brilliant 
chapters. They have delivered the goods when and where needed in 
every theater of operations and across every ocean in the biggest, 
the most difficult and dangerous transportation job ever undertaken. 

As time goes on, there will be greater public understanding of our 
merchant fleet’s record during this war. That, I hope, will give it 
the kind of support, especially from shippers and passengers, that 
will insure the strength and vigor it will need to meet our defense 
and foreign trade requirements in the years to come. 


Ocean Rate Control 


How rates on imports as well as those for exports of war 
goods and lend-lease shipments have been kept under control 
“at an orderly level,” is the subject of a statement issued by 
the War Shipping Administration in connection with observation 
of Victory Fleet Day. 

A comparison of rates on several commodities between 
the present and 1917-18, W. S. A. said, showed that the con- 
trols now in effect had resulted in ocean transportation costs 
much lower than in the previous war. In the case of cotton 
between New Orleans and Liverpool, England, the present rate 
was one-fourth that of the previous war, W. S. A. stated. 

Since the United States had been in the war, W. S. A. 
explained, cargoes had fallen into three principal classes— 
military, lend-lease and commercial. Transportation costs on 
all classes had been kept under strict control, it said, and 
enormous savings to the taxpaying public had been effected 
through the reasonable cargo rates paid on export war cargoes. 
Likewise, the public had benefitted from the controlled rates 
on imports, to the extent that such savings were reflected in 
selling prices of war materials and finished products, it said. 

Transportation costs were controlled by two methods, 
said W. S. A., adding: 


One means is through the cooperation of more than 100 shipping 
conferences—groups of carriers authorized to establish ocean rates 
under approved cooperative working arrangements and whose member- 
ships include American flag carriers in various areas—established under 
the shipping act of 1916. The second control is through the ship war- 
rant act, of July, 1941. Taken together they have averted such a 
chaotic rate situation as existed in 1917-18. 


Ship Warrant Act 


Following the outbreak of war in Europe in 1939, general rate 
increases rapidly became effective in the European and long-range 
trade areas. As military-successes of the Axis powers continued and 
the submarine menace was intensified it became necessary to make 
additional increases in rates on all world trade routes open to vessels 
of the Allied nations. Through cooperation of the rate conference 
the increases. during the first year of the European war were on the 
whole moderate. However, as tonnage became scarcer and time charter 
rates showed considerable tendency to rise, the need became apparent 
for a greater and more direct control by means of statutory jurisdic- 
tion over rates for transportation, charter hire and cargoes on specified 
routes. 

This control was effected by passage of the warrant act. Under 
warrant agreements between the War Shipping Administration and ship 
operators, W. S. A. is able to control -port privileges for vessels putting 
into American ports, prescribe routes and the class of cargo to be 
carried and also to enforce certain aspects of economic warfare by 
withholding port privileges from vessels serving undesirable companies 
ér nations. Restriction of immediate port privileges such as lighterage, 
fuel procurement, towing and repairs from vessels not under warrant 
agreements can compel them to await priorities, and as the warrant 
agreement contains provisions putting its routing and class of cargo 
under W. S. A. direction, the control is complete. 

A scale of time charter hire was established and incorporated into 
the warrant system. Rate conferences and individual lines were di- 
rected, effective January 20, 1942, to reduce berth rates to the level 
of September 1, 1940, with certain exceptions for good cause. 

Carriers were given directives concerning cargoes to be transported 
over specified routes. Rates on dry and liquid cargoes moving in bulk 
and not normally under conference control were established according 
to prescribed time charter rates. Surcharges were authorized where 
necessary to offset various increased wartime operating expenses such 
as war risk insurance on vessels and crews, crew bonuses and voyages 
extended beyond their normal routings. 


Comparisons 


As proof of the effectiveness of the rate controls, W. S. A. cites 
the following comparisons: 

Coffee from Brazil was brought to the United States in 1917 for 
$3.00 per bag; today the rate is $1.21%. Venezuelan coffee was carried 
at $28.00 per 1,000 kilos as against a rate of $14.64 today. 

Nitrate of soda, vital farm and manufacturing material, was hauled 
from Chile to our Atlantic ports at $25.00 per ton in 1918. Today’s 
rate is $11.55 per ton. 

Cotton from New Orleans to Liverpool in 1917 was $140.00 per ton. 
Today it is $33.82 per ton. 

Sisal, for rope manufacture, in 1918 was brought from Tampico, 
Mexico, to New York for $30.00 per ton. Today the sisal rate is $14.64. 

Divi divi, a tanning essential from Venezuela now has a rate of 
$18.14 per 1,000 kilos, compared to $45.50 in 1917. Wool from Australia 
was $5.50 per hundred pounds to San Francisco in the other war. 
Today the rate is $3.43% including rail transportation to eastern 
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points. General cargo to Alexandria, Egypt, today costs $37.50 per ton. 
In 1918 it was $90.00 per ton. 


Comparison of time charter rates in the two war periods also is 
revealing of the effectiveness of the controls, W. S. A. said. Six time 
charters made during the second half of 1917 for trades outside the 
war zone averaged $13.88 per dead-weight ton per month. A rate of 


$21 per d.w.t. per month was paid for the New York-Genoa trade, 
and $20 to France. 


Port Authorities’ Program 


Walter P. Hedden, director of port development, Port of 
New York Authority, president of the American Association of 
Port Authorities, has announced that there will be four panel 
discussions at the association’s annual meeting, at Hotel New 
Yorker, October 10 to 13. The first will be the morning of 
October 11, on “Post-War Merchant Marine Prospects,” spon- 
sored by the committee on harbors and shipping. It will be led 
by A. H. Abel, port manager and chief engineer, Port of Oak- 
land, Cal., chairman of the committee, and the participants will 
be Harvey Klemmer, executive secretary of the post-war plan- 
ning committee of the U. S. Maritime Commission, and A. F. 
Coon, manager of terminals of that commission. 

The afternoon of that day, the committee on national de- 
fense will sponsor a panel discussion on “The Disposal of Sur- 
plus Federal Waterfront Properties and Port Equipment.” 
E. O. Jewell, general manager, Board of Commissioners of the 
Port of New Orleans, will be chairman, and the panel mem- 
bers will include Lieut. Col. J. P. Woodlock, executive assistant, 
Surplus War Property Administrator. 

The morning of October 12, E. J. Amar, port manager, 
Long Beach, Cal., Harbor Commission, a member of the asso- 
ciation’s executive committee, will lead a panel discussion on 
“Post-War Pier Facilities and Handling Equipment.” Members 
of his panel will include W. C. Bickford, general manager, 
Port of Seattle, Wash.; Finley Parker, general manager, Gal- 
veston, Texas, Wharves; L. W. Byrne, assistant to the director 
of port development, Port of New York Authority; John M. 
Wilson, Canadian port expert, and P. B. Blanchard, Turner and 
Blanchard, Inc., New York. 

The final panel discussion, the afternoon of October 12, 
will be on “Increased Association Service to the Ports.” R. T. 
Spangler, executive vice-president of the association, will be 
in charge. 

One of the featured speakers of the meeting will be Wil- 
liam Burden, assistant secretary of Commerce for Air, who will 
appear at a luncheon sponsored by the aviation section of the 
New York Board of Trade October 12. There will also be a 
number of inspection tours including one of the New York Port 
of Embarkation, one of the Bayonne Naval Base, one of the 
Eastern Sea Frontier Base and one of the school for training 
naval personnel in terminal operation and cargo handling. On 
October 13, delegates will be guests of the New York City 
Department of Marine and Aviation and the New Jersey Board 
of Commerce and Navigation on a harbor inspection tour and 
at luncheon. President Hedden will entertain members of the 
association’s board of directors at luncheon October 10. The 
Port of New York Authority will be host at a luncheon October 
11 and dinners the evenings of October 11 and 12. 


SHIPS AND EXCESS PROFITS TAXES 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 5426. amending sec- 
tion 511(i) of the merchant marine act of 1936, as amended, 
relating to application of the federal excess profits tax to 
money placed in ship construction reserve funds and not used. 
Chairman Bland said the bill was designed to bring section 
511(i) into line with the provisions of the internal revenue act 
with respect to declared value excess profits taxes. 


McCORMICK LINE EXPANSION 


Pope and Talbot-McCormick Steamship Company, which 
was operating 171,380 deadweight tons of shipping when the 
present war began in September, 1939, now operates 593,732 
deadweight tons, Charles L. Wheeler, executive vice-president, 
reports. He said the company now operated ships in all parts 
of the world, though before the war its service was confined to 
the Pacific coast, the Panama Canal, Caribbean ports, Puerto 
Rico, the east coast of South America, and between the west 
and the east coasts of the United States. The expansion had 
been accomplished despite the absence of many key employes 
who had gone into War Shipping Administration service and 
into other war work, he said, adding that the company also 
acted in the war period as general agent for ships operating 
from both Atlantic and Pacific coasts and as berth agent in- 
volving the handling and booking of important food cargoes to 
Puerto Rico and of Pacific coastwise wheat cargoes. The com- 
pany also had stevedored more than 1,500,000 tons of war ma- 
terial at its Pacific coast ports, he said. He said company offi- 
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cials were hopeful that the American people would not fo: get, 
in post-war years, the vital role played by the American mer. 
chant marine in the war, adding that, if the public realized that 
value, it “would insist on an American Merchant marine in the 
post-war era that will be adequate to serve as‘an auxiliary ‘leet 
to the greatly enlarged United States Navy, carry domestic 


commerce and at least fifty per cent of the foreign commerce 
of the nation.” 


BAN ON U. S. SHIPS TO ARGENTINA 


Effective October 1, northbound calls by American flag 
ships at Argentina ports have been banned by the United States 
government. The War Shipping Administration said the “pres. 
ent ban on the calling of American flag ships at Argentine ports 
does not prohibit strategic material being brought to this coun. 
try in Argentine bottoms.” 

The W. S. A. said that by mutual agreement more than 
two years ago Argentina flag ships were to carry that coun- 
try’s imports and exports to and from the United States. This 
business, it continued, consisted largely of strategic material, 
and the Argentine merchant fleet was to be supplemented by 
sufficient American-flag ships to make it possible to meet the 
total tonnage demands. An average of five to eight American- 
flag ships southbound as far as Montevideo crossed to Argen- 
tine’s chief port, Buenos Aires, and picked up tonnage of 
strategic material destined for the United States, it said. The 
total tonnage moved had ranged between 50,000 and 100,000 
tons a month, it said. 

At the Department of State, it was stated, in response to 
inquiries about the ban, that the services of the W. S. A. were 
controlled by war needs, and that changes of route, as in this 
case, were responsive to war requirements. The ships in ques- 
tion, it was stated, were being diverted from the Argentina 
ports to other areas. ; 

A spokesman for the Department of State said that con- 
tinued sympathetic consideration with respect to American 
vessels for their domestic needs would be given to countries 
contributing effectively to the prosecution of the war. The 
attitude of Argentina with respect to the war figured in com- 
ment as to the action taken by the United States. Restriction 
of export licenses to Argentina by the Foreign Economic Ad- 
ministration also was involved, it was said. 


RIVER BASIN AUTHORITIES OPPOSED 


The Chamber of Commerce of the United States issued a 
statement September 27 announcing that its board of directors 
had reiterated its position against federal regional authorities. 

The action, said the chamber, was taken shortly after Presi- 
dent Roosevelt had sent a special message to Congress reaffirm- 
ing the principle of regional authorities for development of river 
basins, and favoring their creation by congressional action (see 
Traffic World, Sept. 23, p. 796). Continuing, the chamber said: 


The chamber’s board adopted a resolution which asserted that such 
regional authorities purport to take from the states the control of 
waters within their borders, and the determination of the uses to which 
the waters may be put. The resolution asserted that they would 
jeopardize existing water rights and uses already existing under state 
laws, would even jeopardize water rights for uses not yet created 
and ‘‘would tend to socialize the waters of the nation.’’ 

The board asserted that if the federal government seeks, by act 
of Congress, to establish any given federal water project for indus- 
trial, municipal, domestic, agricultural or flood control purposes within 
a state, the government may do so under state laws, without creating 
federal regional authorities. 

The National Reclamation Association, comprised of 17 states west 
of the Missouri, and the National Rivers and Harbors Congress also 
have gone on record against such agencies. 

The chamber’s board at the same time recommended that pending 
rivers and harbors bills in Congress contain a policy statement that 
Congress recognize the rights of states in determining the develop- 
ment of watersheds within their borders, as well as their rights in 
water utilization and control, and limit navigation projects to those 
in which “‘substantial benefit to navigation will be realized therefrom.” 





SEED IMPORTS TO P. R. AND V. I. 


The importation of field and vegetable seeds to Puerto Rico 
and the Virgin Islands will be returned to private importing 
channels, effective immediately, it is announced by B. W- 
Thoron, director of the Division of Territories and Island Pos 
sessions, Department of the Interior. : 

The Office of Distribution is discontinuing all importations 
of tomato, cabbage, pepper, lettuce, onion, eggplant, carrot, 
snap bean, potato, cow pea, pea, rice, radish, and other seeds 
used on the islands. . 

Applications for shipping space permits for the different 
seeds will be approved by the General Supplies Administration 
at San Juan and the Interior Department Supply Officer at St. 
Thomas, Virgin Islands. 
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September 30, 1944 


Postwar Ship-Surplus Problem 


What to do with American merchant ships that would 
become surplus after the end of the war with Japan was a 
question discussed by Vice Admiral Land, war shipping admin- 
istrator and chairman of the Maritime Commission, in a hear- 
ing September 25 by a subcommittee on foreign trade and 
shipping of the House special committee on postwar economic 
policy and planning. Representative Worley, of Texas, is chair- 
man of the subcommittee. 

Admiral Land advocated that about 50 per cent of this 
country’s exports and imports be carried in American flag 
ships. but explained that the size of the American merchant 
fleet after the war would depend largely on foreign trade pol- 
icies adopted by this nation and by other nations. He said 
he could not see why international agreements could not be 
effected with respect to international trade. Ships that had 
been built in the course of the current Maritime Commission 
construction program and that could not be sold at a fair 
price to American operators or to friendly nations, he said, 
should be placed in a “sanctuary reserve” for use as auxiliary 
vessels to the navy when and if needed and should be kept from 
deteriorating. Ships 20 years old or older, he said, probably 
would have to be scrapped. 

In that connection, he recommended the setting up of a 
“ship-breaking” industry, to dismantle the old ships “on a 
scientific basis,’”’ and he indicated that a few shipyards now 
building merchant ships might be converted into ‘“ship-break- 
ing” plants. He averred that, by “watching the market” and 
taking advantage of opportune prices, operators of such indus- 
tries could make a profit on the sale of the equipment and 
materials from the dismantled ships. 


Admiral Land saw prospects for development of much 
foreign trade with the countries of South America and Africa 
and with China, India and many other countries and areas. 
He agreed with the conclusion stated by Chairman Worley 
that ‘the existence of our merchant marine depends on what 
our foreign policy will be, and that policy is not determined 
by the Maritime Commission.” 


Extent of Building Program 


The Maritime Commission now had 2,609 Liberty ships 
under contract, of which about 2,300 had been completed, Ad- 
miral Land said. He added that “quite a number’ had been 
lost, that some had been allocated to foreign governments, and 
that between 2.000 and 2,100 Liberty ships would be available 
in the summer of 1945 “if we don’t curtail our program.” The 
average cost of a Liberty ship, he stated, was about $1,600,000, 
of which, roughly, about $800,000 represented cost of labor 
and the other $800,000 cost of materials. When a keel was laid, 
there had already been spent about $1,300,000 on the ship, and 
the Maritime Commission, in event of a “cutback” in construc- 
tion, would have to decide whether to spend the additional 
$300,000 and have a new ship, or whether to discard the part 
that had been built and thus lose the $1.300,000 already in- 
vested, he said. Ships of the ‘‘C”’ classes, he told the sub- 
committee, cost between $2,500,000 and $3,000,000 each, while 
troop ships and those designed for combat loading cost several 
million dollars more. 


“We have between $12,000,000,000 and $13,000,000,000 tied 
up in merchant ships,” he said, adding that by June 30, 1945. 
the amount invested in such ships probably would be between 
15 and 17 billion dollars. 

The wartime cost of ship construction, he continued, was 
about 35 to 40 per cent higher than the peacetime cost. because 
of overtime pay, higher wages and higher material costs. 

“We hope that our fast ships can be sold to our merchant 
marine operators,” he said. 


Sale of Ships 


He noted that a bill setting up a formula for sales prices 
of the government-owned ships had been introduced by Chair- 
man Bland, of the House merchant marine committee. Under 
that bill, he said, 35 to 40 per cent of the vessel cost would be 
taken off as a “war loss” and additional deductions would be 
made for war equipment that had been installed on the ships 
and that would be of no value in commercial operations. With 
respect to operating differential subsidies, he contended that, 
with development of foreign trade, ‘“we’re going to get most 
of our operating subsidy back.” He said he did not think that 
the United States could maintain a merchant marine of proper 
size without such a subsidy. 

lf “scrapped” merchant ships were sold “all at once,” said 
Admiral Land, their scrap value would be about $5 or $6 a 
ton, but if a waiting period were permitted their value as 
Scrap might be as high as $21 a ton. He compared these figures 
with an average cost of $200 a ton. 

Asked whether he would favor a requirement that all 
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exports from this country be transported in American flag ships, 
Admiral Land said he did not recommend such a policy, but 
that he would “play 50-50” with foreign countries, so that if 
any of them adopted that policy, the United States could do 
likewise with respect to its exports to such countries. 

In a discussion of development of foreign trade and the 
formulation of international agreements, Admiral Land said 
that there would have to be, first of all, a currency stabilization 
agreement. He suggested that the subcommittee obtain sug- 
gestions on foreign trade policy from the Foreign Trade Council 
of the United States. 


Outlook for Shipyards 


Responding to an inquiry as to the future of U. S. ship- 
yards Admiral Land said he looked with alarm at “the condi- 
tion that faces the shipbuilders.” In 1936, he said. there were 
five major and four minor shipyards, and at the present time 
the Maritime Commission had under its jurisdiction a total 
of 80 shipyards, including 50 “major” yards. 

“For the minor yards, I see nothing,” he said. ‘For the 
majority of the major yards, I see very little. For some of the 
best yards, particularly on the west coast, there should be 
room for continued work on (1) repairs, (2) conversion of 
ships, and (3) some continuation of shipbuilding, on new ships 
of speed and quality.” 

He said that “we can support, maybe, ten or twelve yards.” 

The per cent of foreign trade carried in U. S. ships before 
the war had varied, ranging from 8 per cent to 30 or 40 per 
cent, he said. He reiterated his view that the percentage that 
U. S. ships should carry should be 50 per cent, and maintained 
that transporting of a larger percentage than that would be 
“uneconomic.” 

Granville Conway 


Granville Conway, deputy administrator of the War Ship- 
ping Administration, a witness before the Worley subcommittee 
September 26, stated that the W. S. A., within the last three 
months, had adopted a “ship freezing’ policy, under terms of 
which certain ships assigned to various shipping companies as 
general agents of the W. S. A. were operated in regular sched- 
ules in the pre-war ocean trades of those companies. This, he 
said, was the first step in restoration of merchant shipping to 
a normal basis. The second step, he said, would be the return 
to the shipping companies of their own vessels that the W. S. A. 
had requisitioned, and the third step would be the restoration 
of the merchant ships and ship services to private operation. 

Prior to adoption of the “ship freezing” program, said Mr. 
Conway, the ship operators were not in position to know when 
they would have ships available to pick up cargo or to what 
ports the ships would have to sail after they arrived in their 
home ports. 

Participating in the testimony heard by the subcommittee 
September 26 was William Radner, general counsel of the 
Lee 

Mr. Conway said that about 800 privately-owned American- 
flag merchant ships were under charter to the W. S. A., and 
Mr. Radner stated that no U. S. merchant ships, except a few 
on the Great Lakes, were now being privately operated, but 
that all were operated under the direction of the W. S. A., for 
war service. About 75 shipping companies were now operating 
vessels as general agents for the W. S. A., Mr. Conway said, 
adding that more operators were not required at the present 
time. After the war, he said, this country would have a mer- 
chant fleet sufficiently large to “take up the slack” of the Ger- 
man and Japanese fleets combined. 

Questions by subcommittee members brought statements 
from the witness to the effect that one reason that American 
ships had not been used to a greater extent before the war in 
transporting American exports was that in many instances the 
buyer had specified that the shipments were to be delivered in 
vessels of the buyer’s own country. 

Mr. Conway said he was confident that with the faster and 
more economically-operated ships that were now being added 
to the U. S. merchant marine, and if American shippers would 
be “kind” to the American merchant marine, American ships 
could carry 50 per cent of this country’s exports. 

Representative Wolverton, of New Jersey, insisted that 
there was not enough support in the facts of the situation to 
justify the confidence expressed by Mr. Conway. Mr. Wolver- 
ton wondered what could be done, by government action, to 
force greater use of American ships in peacetime trade, and 
averred that that question had not yet been answered. He 
asked Mr. Conway what advantages American ships would have 
over foreign ships. Mr. Conway said that U. S. ships would 
have advantages of speed and efficiency if the slower vessels 
now in use were sold to foreign countries. Asked whether he 
thought that foreign countries would be interested in buying 
such ships, he said he seriously doubted that they would. 

Mr. Wolverton suggested that if this country wanted to 
reduce shipping costs and yet maintain high standards of wages 
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and working conditions for ship crews, “we’ll have to increase 
subsidies.” Mr. Radner said he did not think an increase on a 
unit basis would be necessary, but that employment of a larger 
number of ships would mean an increase in the aggregate 
amount of operating differential subsidy. 

The future of the American merchant marine, Mr. Radner 
said, would have to encompass the use of all American ports 
for commercial purposes. He said that nothing would help 
shipping more than the balancing of exports and imports. An- 
swering a question, he said that under operation of the mer- 
chant fleet by the W. S. A., there had been practically no 
changes in the terms of employment of ship crews. 

Mr. Conway said the Maritime Commission hoped to build 
some small ships, of 3,500 tons or less, for use in the Caribbean, 
that some refrigerator ships were being built now, and that 
some ‘‘C-type” ships were being converted to refrigerator ships. 
He said there was a need for construction of large passenger 
liners, but that plans for such construction would be affected 
by the outcome of current efforts of steamship companies to 
obtain overseas air transport rights. 


Wayne Taylor 


Testifying before the subcommittee, September 27, Wayne 
C. Taylor, Under Secretary of Commerce, expressed the opin- 
ion that world shipping might be of such volume after the 
war that there would be no surplus of shipping. 

Questioned as to what percentage of American shipments 
ought to move in American bottoms, Mr. Taylor said that that 


was a question of policy. The main thing, said he, was that 
U. S. commerce be carried. 


“In our ships?” queried Chairman Worley. 

“The main thing is that it should be carried,” reiterated 
Mr. Taylor. 

On further discussion he agreed in effect with Chairman 
Worley that his viewpoint was that it was desirable but not 
essential from the standpoint of volume of American business 
4 foreign trade that American commerce move in American 
ships. 

Thomas E. Lyons, executive secretary of the Foreign-Trade 
Zones Board, briefly reviewed what the Department of Com- 
merce did with respect to shipping and the purpose of foreign- 
trade zones and accomplishments of zone in New York City, 
the only zone operating under the foreign-trade zone law, 
Mr. Lyons told about the activities of the Bureau of Foreign 
and Domestic Commerce with respect to better packing of ship- 
ments and stowing of cargoes, as well as shipping research in 
relation to subsidies and trade routes. 


Mr. Lyons said, after testifying, that the port of Phila- 
delphia was indicating an interest in establishment of a foreign- 
trade zone there. 


With reference to his statements before the Worley sub- 
committee about the ‘‘ship-freezing’” policy adopted by the 
W.S. A., Mr. Conway said, after the hearing, that the operation 
of vessels in the pre-war routes of the shipping companies now 
serving as general agents of the W. S. A. was now in effect 
generally with respect to ship services between the Pacific coast 
of the United States and South America and partly with respect 
to ship services between the east coast of the United States and 
South America, and, also, ‘‘to some extent” in the Puerto Rican 
steamship service. The operation of ships on regular schedules 
in other pre-war routes would be restored as rapidly as the war 
situation made such restoration possible, he indicated. He em- 
phasized that the “ship-freezing’” program did not mean that 
more ships were available now than heretofore; on the contrary, 
he said, the ship supply situation was “tight.” 


SHIPPING AGREEMENT HEARING 


The Maritime Commission has announced that hearing in 
No. 635, U. S. Gulf-Atlantic and India, Ceylon and Burma Con- 
ference (agreement No. 7620), will be held October 17 at the 
-St. George Hotel, Brooklyn, N. Y., before R. H. Hallett, director 
of the division of regulation (see Traffic World, Sept. 16, p. 720). 


MARITIME COMMISSION HEARING 


The Maritime Commission has announced that Examiner 
C. W. Robinson will hold a hearing, beginning October 18 at 
the Jung Hotel, New Orleans, La., in No. 633, Lykes Bros. 
Steamship Co., Inc. vs. Florida East Coast Car Ferry Co. et al. 


MERCHANT SHIP PRODUCTION 


The War Production Board has announced that the July 
maritime program, with total construction at 1,282,000 dead- 
weight tons, was 4 per cent under the goal and 8 per cent 
below the June level. It said August “fell off more than 
planned.” Deadweight tons completed totaled 1,161,000. The 
program includes both military type and merchant ships. 

“Maritime construction is slated to rise steadily during 
the rest of the year and reach a peak of 1,700,000 deadweight 
tons next March—almost 50 per cent above the August level,” 
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said the W. P. B. “The emphasis will be on combat loaders, 
Victorys and standard cargo vessels.” 


POSTWAR MERCHANT MARINE 


A compilation of addresses, magazine articles and essays 
on subjects relating to postwar problems of the American mer. 
chant marine has been made available for distribution by the 
House committee on merchant marine and fisheries. The 
printed booklet, embracing 144 pages, is designated by the com. 
mittee as Committee Document No. 100, “The Postwar Mer. 
chant Marine.” 

One of the articles in the document, on “The American 
Merchant Marine in the Postwar World,” was prepared by the 
committee chairman, Representative Bland, of Virginia (see 
Traffic World, Sept. 9, p.:655). 


SALE OF TANKERS 


Sale of two large tankers now under construction to Na- 
tional Bulk Carriers, Inc., New York City, has been approved 
by the Maritime Commission. Aid in the purchase has been 
granted under section 509 of the merchant marine act of 1936, 
The tankers are being constructed under commission contract, 
says the commission, adding: 


The maximum estimated cost of the two vessels, exclusive of na- 
tional defense features, will be $6,400,000, from which will be deducted 
$710,000 trade-in allowance on the obsolete S.S. Pan-Virginia, a dry 
cargo carrier built in 1919 and converted into a bulk carrier in 1937, 

The two new tankers of the Virginia type are being built by Weld- 
ing Shipyards, Inc., Norfolk, Va. They are 541 feet long, will make 
16% knots, and with 23,500 deadweight tonnage will have a carrying 
capacity of 210,000 barrels of gasoline. 


MAIL TO FRANCE 


Limited mail service was resumed September 24 from the 
United States to 11 French Departments, including the city of 


Paris, Postmaster General Frank C. Walker announced. Said 
he: 


The service is restricted to non-illustrated postcards of a personal 
character written in English or French. The departments to which 
service is extended are: Cotes-du-Nord, Eure, Eure-et-Loir, Ille-et- 
Vilaine, Mayenne, Orne, Sarthe, Seine (including the city of Paris), 
Seine-Inferieure, Seine-et-Marne and Seine-et-Oise. On September 9 
service of this character was made available to all communities in the 
Departments of Calvados and Manche. 
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Statement of Ownership and Management of 
The Traffic World, published weekly, at Chicago, Ill., for October 
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County of Cook ‘ 

Before me, a notary public in and for the state and county afore- 
said, personally appeared Henry A. Palmer, who having been duly 
sworn according to law, deposes and says that he is the vice-president 
and secretary of the Traffic Service Corporation, publisher of The 
Traffic World, and that the following is, to the best of his knowledge 
and belief, a true statement of the ownership, management, etc., of the 
aforesaid publication for the date shown in the above caption, required 
by the Act of August 24, 1912, as amended by the Act of March 3, 1933, 
embodied in section 537, Postal Laws and Regulations, printed on the 
reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, and bus!- 
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South Market St., Chicago 7, Ill. Editor, Henry A. Palmer, 1244 Forest 
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E. F. Hamm, Jr., Winnetka, Ill.; Estate of William Eastman, Evans- 
ton, Ill.; Henry A. Palmer, Evanston, Ill.; Ruth Tyler Fullam, La 
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4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
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books of the company but also, in cases where the stockholder 
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belief as to the circumstances and conditions under which stockholders 
and security holders who do not appear upon the books of the company 
as trustees, hold stock and securities in a capacity other than that of 
a bona fide owner; and this affiant has no reason to believe that any 
other person, association, or corporation has any interest direct or in- 
direct in the said stock, bonds, or other securities than as so stated 
by him. 

. The Traffic Service Corporation, Publishers, Henry A. Palmer, Vice 
President and Secretary. 
Sworn to and subscribed before me this 26th day of September, 1944. 
(Seal) ELEANOR E, KOHNEE. 
(My commission expires October 20, 1945.) 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 


Dewey and Labor 


Editor the Traffic World: 

In your September 23 Editorial, “CCampaign Oratory,” you 
apparently failed to consult case trickery. 

If memory serves, both railroad management and brother- 
hoods, negotiated a new wage agreement acceptable to both 
parties in strict conformity with the provisions of the railway 
labor act, only to find that such agreement was not acceptable 
to another agency of government, necessitating the whole mess 
being referred to the President for consideration and final 
action. 

Here we had a clear case of collective bargaining contem- 
plated in one law being abrogated by another agency of gov- 
ernment solely in the guise of a war emergency and in com- 
plete refutation of the intent of Congress which enacted the 
railroad labor law! If this is not chargeable to presidential 
fumbling please set me right. 

Of course, Mr. Roosevelt was not responsible for either 
Hell or the Civil War, but the writer is of the firm conviction 
that the New Deal would claim credit for both if, by so doing, 
it would further its 1944 political aims and aspirations. 

No, Mr. Dewey was very questionably sound in his criti- 
cism as he always was as a prosecutor and executive, and if 
there were any doubt of this as an original proposition it was 
quite settled at least in my mind, by his Oklahoma speech a 
few nights ago. 


B. and Ohio R. R. Co. 
E. B. Andrews, 
Baltimore, Md., Sept. 27, 1944. 


Subsidy for Trucks 


Editor the Traffic World: 

Since those non-partisan traffic experts who closely follow 
transportation matters no longer contend that highway trans- 
portation is subsidized, it is with considerable surprise that I 
note the letter of R. O. Burnett in your issue of September 9. 
Mr. Burnett pumps air into all of the deflated bogeymen . 
namely; trucks do not pay for building and maintaining high- 
ways . . . trucks shouldn’t travel other than short, overnight 
trips . . . and all the old familiar and discredited arguments. 

He is entitled to his opinion, as truck operators are en- 
titled to theirs. However, an argument based on opinion would 
be both interminable and unprofitable. Let us, therefore, look 
at the facts. 

1. Only one completely comprehensive study of trans- 
portation subsidy has been made by a disinterested and official 
body. It consists of four volumes under the title “Public Aids 
to Transportation,” and was developed under direction of the 
late great transportation authority Joseph B. Eastman, Federal 
Co-ordinator of Transportation. Its major conclusion was that 
highway transportation, instead of being subsidized, had over- 
paid by hundreds of millions of dollars while the other three 
major forms of transport . . . railroads, waterways and air- 
ways ... were all subsidized. Within the classification of high- 
way transportation trucks were found to be paying their share. 
The study classified trucks by use as well as by size. 

Here is some language from the report: 


Outstanding results may be stated as follows: Passenger cars 
Slightly more than discharged their responsibility for road and street 
costs. All buses except school buses met their responsibilities ; payment 
by groups of largest buses exceeded assigned costs by large margins. 
Farm trucks failed to meet the costs assigned them. Trucks larger 
than 1% ton rated capacity generally discharged their obligations; 
In some cases payments considerably exceeded assigned costs. Pay- 
ments failed to meet costs in the case of the smallest private combi- 
a 5-ton private and for-hire truck and the 5-ton private combi- 
nation, 

2. This study showed that weather and natural forces are 
responsible for fully two-thirds of pavement maintenance costs 
—a sad blow to the “pavement-buster”’ argument. 

3. As to length of truck haul, this is determined by the 
heec’s of the shipper who, after all, caters to the public interest. 


of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. 
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When an abortive attempt was made, under cover of war con- 
ditions, to impose a 300-mile limit on trucks, shippers by the 
hundreds protested, and successfully, any artificial restriction 
on truck operating mileage. 

These are facts, not opinions. Most transportation men are 
well acquainted with Mr. Eastman’s studies and with the angry 
reaction of the shipping public to all proposals to restrict any 
form of transport merely for the sake of restrictions. 

Since your publication is read by transportation people, I 
shall not attempt to answer Mr. Burnett’s advocacy of higher 
truck rates for I am sure they understand the fallacy of arguing 
rate matters by letter. 

American Trucking Associations, Inc., 
Walter W. Belson, 
Director of Public Relations. 
Washington, D. C., Sept. 27, 1944. 
Editor the Traffic World: 

I read with interest Mr. R. O. Burnett’s letter in the Sep- 
tember 9 Open Forum commenting on your editorial relative 
to the suggestion of the Office of Defense Transportation ad- 
visory committee that, perhaps, direct subsidy for trucks is in 
order that they might continue their efforts to help win the 
war. I am somewhat surprised that a man who has risen to 
his position should pull that old “chestnut” about the trucks 
already being subsidized by having the highways of America 
turned over to them. Even the railroad officials and lobbyists 
have long ceased to pull that old gag. Most people who have 
studied the matter at all know that there would be no roads 
of consequence in this country if there had been no trucks and 
busses. If there were no trucks today, most of our modern 
roads would be “cow paths” to all intents and purposes. I 
remember reading a statement awhile back that the trucks of 
Indiana paid more in taxes in 1941 than was spent on all roads 
(county, state and federal), thus allowing all automobiles to go 
free or they would have gone free had not the politicians taxed 
them and then diverted the entire amount, plus some of the 
truck taxes, into the general fund. 

As an American citizen I am proud of the job that the rails 
have done in handling war material and what I say is not 
intended in any way to detract from glory which the rails 
have so justly earned, even with the Attorney General trying 
to stab them in the back. On the other hand, I would like to 
call Mr. Burnett’s attention to the fact that the late Joseph B. 
Eastman, one of the best learned transportation men of all 
times, said over and over again that the rails could not have 
possibly handled all the freight during this war and would 
have broken down worse than they did in world war No. 1 
if they had not had the trucks to help them out. Just to illus- 
trate, I remember that Mr. Eastman made the statement that, 
after the ODT made the ruling that the rails could not handle 
oil and other products in tank cars for distances under 100 
miles, some 4,000 tank trucks took the place of 11,000 tank 
cars and handled more oil. This is just one instance where the 
trucks relieved the rails of short hauls and of less than carload 
freight, leaving them free to handle thousands upon thousands 
of train loads across the continent and into our various em- 
barkation ports in an orderly fashion. No, Mr. Burnett, if there 
were no trucks there would be no American army knocking 
at the gates of Germany today. 

I could go on ad finitum reciting the things the trucks have 
done toward the winning of the war, such as carrying millions 
of gallons of gasoline to the front, moving untold millions of 
pounds of materials under enemy fire. From jeeps to half 
tracks they have done a herculean job and no army or navy 
officer would deny the fact that the trucks have played an 
important role in bringing Hitler and Hirohito to their knees. 
Aside from the tremendous amount of war material trucks have 
handled, they have also moved over 75% of live stock, meat, 
butter, eggs, milk and produce to the markets of America. 
There are 38,000 communities in the United States served by 
trucks that have no other transportation service. 

But to get back to the subsidy question. As a war time 
measure we, the American taxpayers, have subsidized almost 
every kind of business that has participated in the conduct of 
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the war. Factories by the score were built out of taxpayers’ 
money and they were operated on a cost plus basis out of tax- 
payers money. Why? For one reason only—to win the war. 
Ask the traffic manager of any large war plant, or any traffic 
officer in the Army or Navy whether or not trucks should be 
kept running. The main issue today is win the war. 

Under normal conditions the motor freight business can 
compete with rails on even terms even though it does pay 
more for its right of way than the rails do, but these are not 
normal conditions. Since Pearl Harbor, hundreds of truck 
lines have gone out of business and scores of trucks are being 
laid up daily, not because they cannot compete with the rails, 
but because of a lack of tires, parts, and replacements. Some 
of the reasons that truck lines need a subsidy are that during 
the war their replacement supply of trucks has been practically 
taken away from them—they have paid higher prices for in- 
ferior tires and parts made from inferior steel, higher labor 
costs, and have an acute labor shortage. In spite of these handi- 
caps, they have moved nearly double the amount of freight as 
in any other comparable period of time with 20,000,000 less 
heavy duty tires. (These are Commissioner Johnson’s figures.) 
Interstate Commerce Commission reports indicate that hun- 
dreds of lines throughout the country are losing money because 
of conditions beyond their control. Just why should they not 
be subsidized if it means winning the war? 

Now, as to Mr. Burnett’s statement that the trucks de- 
stroy the highways. I would like to ask him just what con- 
dition he thinks that stretch of thirty miles of highway built 
fourteen years ago would be in today if it had not been used 
during that time—freeze, thaw, heat, and cold would very 
likely have made it impassable by this time. I quote from an 
ad by a trailer manufacturer appearing on page 741 of the 
September 16 Traffic World: 


Have you ever noticed that concrete pavements from which all 
traffic has been barred deteriorate more rapidly than identical pavement 
continuous traffic? 

Highway engineers will tell you that the ravages of nature—winter 
frost ... spring thaws... and summer heat—are the most destructive 
forces they have to contend with. 

In fact, highway engineers know that pavements thick enough to 
withstand soil and weather conditions do not require additional thick- 
ness to carry even the heaviest of modern trucks with low pressure 
tires, scientific distribution of weight and impact-cushioning springs 
and shock absorbers. 


Personally, I think Mr. Burnett’s attack on the common 
carrier trucks is ill timed and unjust, to say the least, and it is 
certainly not concurred in by the editor of the Traffic. World, 
who wishes to see the war won regardless of cost and most 
certainly not by the general public which wishes most of all 
to see the war over and our men back home. This suggestion 
by the National ODT Committee was in the light of an emer- 
gency war measure only. It is too late now to talk of rate 
adjustments to help win the war—that can wait for peacetime— 
and if Mr. Burnett is a real traffic man he will understand the 


reasons. 
W. D. Knapp, 
Director of Sales, 
Carolina Motor Express Lines, Inc. 
Indianapolis, Ind., Sept. 22, 1944. 


“Transportation Costs Money” 


The country might count on the continuance of technologi- 
cal progress in railroading and on the continuance of coopera- 
tion within the railroad business and between railroads and 
those who used them, said Robert S. Henry, assistant to the 
president, Association of American Railroads, in an address 
September 26 before the fiftieth annual Public Works Congress 
of the American Public Works Association at St. Paul, Minn., 
but continued investment of private capital in improved plant 
and equipment—the third great factor in successful railroading 
and satisfactory rail service—might not be counted on with 
the same certainty, for reasons entirely outside of and beyond 
the business of railroading itself. Mr. Henry, in the following 
part of his address, explained what these “reasons” were: 


Transportation in the United States stands in a curiously dual rela- 
tion to the general economy of the country. In some aspects, transpor- 
tation is a sort of economic step-child, grudgingly supported because it 
must be. In others, it is the pampered pet of the economy, showered 
with largesse. This difference, I believe, is due to the fact that ‘‘two 
entirely different groups support transportation, for entirely different 
reasons. 

Many persons who don’t mind at all spending their money for a 
tangible thing, something that they can wrap up in a package and take 
home with them, don’t like to pay the cost of a service, such as trans- 
portation—a thing which, though very real and absolutely essential, is 
a And so there is a constant effort to avoid transportation 
charges. 


To cutting costs there could be no possible objection. The way by 
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which America has come so far so fast is the way of reduced costs and 
charges and increased use.. But much of the effort to reduce or avoid 
transportation charges is directed not to cutting true costs but to shift- 
ing them—an effort to create ‘‘cheap transportation’’ no matter how 
much it costs, so long as someone else pays for it. 

But transportation costs money—and the farther up the scale in 
organization one goes, the greater is the proportion of the cost repre- 
sented by fixed investment. The pack mule needed no paved highway, 
The birch bark canoe threaded unimproved waters. The barn-storming 
plane could use the cow pasture for its airport. But the modern railroad 
train or the heavy-duty truck call for fixed ways prepared at large 
expense. The modern tow-boat with its barges can move only on costly 
waterways, constructed or improved. The 42-passenger skyliner calls 
for its mile-long paved runways and all the other costly paraphernalia 
of the airports and the airways. 


Cost Ignored by Users 


The great paradox of transportation in our time is that so much of 
all this inescapable cost is so completely ignored by the users, and so 
successfully shifted to those who are merely taxpayers—if one might 
presume to use the word ‘‘mere’”’ in any form in relation to the taxes 
of today and tomorrow, 

It was not always so. The early canals, for example, back in the 
days when a canal represented the best available in transportation effi- 
ciency—collected tolls from those who operated boats upon them in an 
amount which, it was planned, would make the canal self-supporting, 
The same principle applied to the early turnpike roads, when they, too, 
represented the best then available in land transportation. 

The principle is retained, to a more or less adequate extent, in rela- 
tion to highways through user taxes applied to highway vehicles. I shall 
not here discuss the adequacy or inadequacy of these charges, or the 
related question of the support which commercial users of highway 
facilities should accord to the other facilities and services of government, 
such as schools and the like. But when we come to the waterways, the 
principle of self-support through charges borne by the user rather than 
the general taxpayer has been abandoned. And as for the airways, 
which have grown up in these latter years, the principle of user support 
never even began to be applied. It rarely seems to occur to anyone 
that the commercial users of the facilities created by the taxpayers 
should be expected to contribute anything toward meeting the tre- 
mendous outlays made on their behalf. 


How tremendous these investments and fixed costs out of taxes are 
as compared with the mere operating costs borne by those engaged in 
the commercial business of air transportation, may be gauged by the 
simple fact that one airport alone, used to virtually its entire capacity 
by commercial air transports, required an investment of more millions 
of dollars than were spent by all the airlines of the United States for 
all the 360 transport planes in service at the beginning of the war. And 
for that matter, much of the operating cost of running commercial air 
transports, analogous to the signal and traffic control systems of the 
railroads, is borne by the government at the cost of the taxpayers. 


Self-Supporting or Tax Aided Transport 


All this is touched upon—and no more than touched upon—as an- 
other necessary preliminary to any consideration of the future of trans- 
portation. 

We have in the transportation field now—leaving out of considera- 
tion pipe lines which are more in the nature of plant facilities than 
transportation agencies—two opposite bases of organization and opera- 
tion. The railroad on the one hand is a private business, privately 
financed, privately managed, paying real taxes which are not earmarked 
for the upkeep of tracks or for any other special benefit of railroads, 
but go to the support of the general services of government. On the 
other hand, there are large segments of transportation, representing an 
investment comparable to that in railroads, where the most that is ex- 
pected of those whose vehicles use the facilities provided at public 
expense is that they shall pay something for such use—and where, in 
many cases, not even this modest contribution is expected. We have, 
in short, self-supporting transportation, paying real taxes, and other 
transportation which is dependent, wholly or in part, upon tax bounty. 

I am not suggesting that government should not engage in public 
works of transportation. There are some things which only government 
can do. However, when government uses its taxing power to compel 
all its citizens to support any form of commercial business which cannot 
support itself—and which demonstrates that it cannot support itself by 
being unwilling even to try—the ill effect goes beyond even the imposi- 
tion upon the taxpayer. 


Urges User Charges 


Government should not permit the commercial operation of so much 
as a peanut stand in a public park without collecting from the operator 
a proper payment for that business privilege. Otherwise, more and more 
of the peanut business would be done on public, tax-free property, and 
less and less of it on private, tax-paying property. 

What is true of the peanut business is true of every other line of 
business, including transportation. The government’s power to tax can 
be used, with the best intentions of the world, to foster, subsidize, 
promote and support the enlargement of business competition which 
impairs, or even destroys, private earning power. 

Therein, it seems to me, is the grave danger of too eager a devotion 
to the idea of public works, especially those offered not as measures 
which are, or can be made, self-supporting by charges upon those who 
use them but as measures for the creation of jobs or some other col- 
lateral purpose, and which will not and are not expected to be self- 
supporting. Of course they could be paid for and supported from the 
taxing power—as so much of our transportation business is now—but 
with enough of that, sooner or later there would no longer be sufficient 
earnings to support private business in competition. And should that 
day come, who would pay the taxes upon which, at bottom, public works 
and public employment depend? 
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Questions and Answers 


In this column will be cnswered questions of both legal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. ; , 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


RS ARLENE PE ETL IIE ELLIE ELIE ELSI DDI A 


Tariff Interpretation—Intermediate Rule Rate Versus 
Distance Rate 


Wisconsin.—Question: We shall appreciate you views in 
connection with the following application of rates on molding 
sand, carloads. ; 

Soo Line Freight Tariff 187-E, I. C. C. 6879, Section 1 
thereof provides rates from Burlington, Wisconsin to Chicago, 
Ill., in Item 1000. This local rate is 88 cents per net ton with 
an alternate rate of 77 cents (Column 2) when traffic is destined 
beyond. We are concerned with a carload movement from 
Wheatland, Wis., a point between Burlington and Chicago, 
to North Chicago, Ill., via Soo Line to Leighton, Ill., and 
E. J. & E. to destination. The proper rate appears to be an 
84-cent factor published in E. J. & E. Tariff 40-K, I. C. C. 2264. 
It is the contention of the rail carriers that the combination 
rate factors consist of 88 cents and 84 cents, total 172 cents. 

It is our contention that the legal rate is 65 cents and 
not 88 cents per net ton based on the thirty-mile bracket shown 
in Section 4 of the Soo Line Tariff previously named. Our 
attention has been directed by rail carriers’ claim department 
to the provisions on page 68 therein, reading: “When the rates 
are published in section 1, the rates named in this section on 
the same commodity from and to the same points, via the 
same route, do not apply.” It is our judgment that this provision 
is nonapplicable and that the mileage rate is applicable. This 
by the fact that no rates are to be found in section 1 between 
Wheatland, Wis., and Leighton, Ill., the point of interchange. 

Will you kindly cite any findings of the Commission or 
any facts which may clarify this situation? . ; 

Answer: The Commision has held that an intermediate 
provision in a tariff establishes specific rates just as positively, 
plainly, and legally from or to unnamed point as if such points 
were specifically named. See Evansville Chamber of Commerce 
vs. Atchison, T. & S. F. Ry. Co., 182 I. C. C. 708; Firestone Tire 
& Rubber Co. vs. Southern Pacific Co., 243 I. C. C. 157. 

In its report in Dodge County Lumber Co. vs. Seaboard 
Air Line Ry. Co., 153 I. C. C. 693, the Commission said: 


Distance commodity rates are specific rates within the meaning of 
Rule 6(b) of Tariff Circular 18-A, as they give a precise description 
of the article on which they apply and cannot be applied on analagous 
commodities. In this sense all commodity rates are specific and the 
use of the abjective ‘‘specific’’ to define a commodity rate is superflu- 
ous. But the phrase specific commodity rates in railroad and tariff 
terminology has a well-defined and generally accepted meaning and it 
is in the latter sense that it is used by us in Rule 10 of Tariff Circular 
18-A. It is there used to differentiate a commodity rate published 
to apply between named or specified points from a distance commodity 
rate. It is not meant by this statement that a specific commodity rate 
must be repeated in a tariff in connection with every point from and 
to which it applied, for there are several other methods of specifying 
the point from and to which such rates apply, the most common of 
which is probably by the use of the intermediate clauses. 

Under the provisions of the title-page of the distance tariff and of 
Rule 10 of the Tariff Circular 18-A, the distance commodity rates here 
sought by complainant may be used only when no specific commodity 
rates are provided. The rates published in Speiden’s I. C. Cc. 850 for 
use in connection with Glenn’s I. C. C. A-551 are specific commodity 
Tates and take precedence over the distance commodity rates. 


See also Pekin Pickling Co. vs. Chicago, St. P. M. & O. 
Ry. Co., 140 I. C. C. 459, to the same effect. 

Also in Northwest Arkansas Freight Bureau vs. Kansas 
C.S. Ry. Co., 155 I. C. C. 187, the Commission said that it is 
Only under peculiar circumstances where the tariffs so provide, 
* * * that distance rates render inapplicable specific-com- 
modity rates. See, in this connection, Sherman Concrete Pipe 
Co. vs Chicago, R. I. & P. Ry. Co., 151 I. C. C. 190. 
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It seems apparent that if the distance rate was applicable 
it could be applied only on the theory that there was specific 
provision in the tariff for its application, namely in the applica- 
tion of the intermediate rule. 

However, in view of the specific provision in section 4 of 
the tariff containing the distance rates, to the effect that if 
rates are published in section 1, the rates in that section apply, 
regardless of rates in other sections, we are of the opinion 
that the distance rate is not applicable. 


Tariff Interpretation—Application of Intermediate Rule— 
Commodity Versus Class Rates 


Ohio.—Question: Referring to the answer to California, 
under the caption “Export Rate Versus Domestic Rate,” on 
page 722 of the Traffic World of September 16, 1944. 

If Trans-Continental Freight Bureau Tariff No. 3-R pro- 
vided for the application of the more distant point rates at in- 
termediate points, would not the 90-cent commodity rate pub- 
lished to Brownsville apply to El Paso in lieu of the export 
class rate of 115 cents, published in Pacific Freight Tariff Bu- 
reau Tariff 113-P? 

Answer: In Lyon & Greenleaf Co., Inc., vs. N. Y. C., 197 
I. C. C. 37, the Commission held that a commodity rate made 
by the use of an intermediate rule takes precedence over a 
specific class rate from and to the same points published in 
another tariff. See, also, the decisions of the Commission in 
Curtis Leather Co. vs. Atchison, T. & S. F.. Ry. Co., 151 I. C. C. 
610; Perrine-Armstrong Co. vs. New York Central R. R. Co., 
169 I. C. C. 347, and Beaumont Texas Port Comm. vs. Beau- 
mont, S. i. & W. Ry. Co: 229 1. C..C. 198. 

Therefore, were there an intermediate rule in section 3 
of the Trans-Continental Tariff, the commodity rate would 
apply to El Paso. 


Delay—Perishable Goods—Liability of Carrier 


New York.—Question: We would refer you to your answer 
under the above caption, appearing on page 1530 of the June 
3rd, 1944, issue of the Traffic World. 

We have a pending claim with the express company cov- 
ering delay to a shipment of perishable goods which arrived 
in unsalable condition at destination and in reviewing your 
answer we are somewhat hazy of the interpretation that should 
be given to the sixth paragraph of your answer. 

This shipment did take place shortly prior to the Christ- 
mas Holidays, when the facilities of all carriers are taxed 
regardless of war conditions, troop movements, etc. 

Our claim was declined by the carrier on the premises that: 


Consignment in question moved at a time when traffic conditions 
were congested to their utmost brought about by the heavy movements 
of military personnel, war materials, holiday traffic, and normal busi- 
ness. Terminals were congested beyond their capacity and all shipments 
were moved and protected to the best of our ability. Considering these 
conditions, this shipment was delivered at the earliest possible date. 

Since it was a condition over which this agency had no control 


and in the absence of negligence, we must respectfully deny responsi- 
bility and your claim is declined. 


In your reply, it would be appreciated if you would indi- 
cate whether the sixth paragraph referred to above is all in 
excerpt from the case of Southeastern Express Co. vs. Bowers, 
Inc., 109 S. W. 2d 851. 

Answer: The statement to which you refer is not an excerpt 
from the decision in Southeastern Express Co. vs. Bowers, Inc., 
109 S. D. 2d 851, but is a general statement of the law derived 
from the principles applied in the above cited case and other 
cases. 

Overcharges—Astray Shipments 


Illinois —Question: We are unable to find a similar decision 
handed down by the Interstate Commerce Commission regard- 
ing our problem. We therefore would appreciate your opinion 
dealing with the following situation: 

A shipment of 22,000 Ibs. from Rochester, N. Y., destined 
to Le Suer, Minn., was received by our line at Chicago from 
a motor common carrier for delivery at final destination. This 
shipment was received short at our terminal. We received 
15,000 pounds and the balance of 7,000 pounds was to follow on 
free astray billing. 

The balance of this shipment was never turned over to 
our line, but instead, through an error the originating carrier 
transported this part of the shipment to St. Paul, Minnesota, 
and transferred it to a third carrier for final delivery. 

We collected the total revenue due on the shipment from 
the consignee and paid the originating carrier their portion 
based on the entire shipment. 

_ They have filed an overcharge claim against us for the 
freight charges on the portion of the shipment that was diverted 
to another carrier. It is their contention that we cannot expect 
= = compensation for more freight than we actually 

auled. 


Answer: Since 22,000 pounds were finally delivered to 
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the consignee, freight charges on that weight at the rate appli- 
cable thereon as one shipment must be paid by the consignee. 
If no more that this amount has been collected from the 
consignee, there exists no overcharge, regardless of the fact that 
your line collected charges on greater weight than it delivered. 
The consignee has no interest in the settlement of the 
division of the revenue as between your line, the originating 
carrier and the carrier that delivered the 7,000 pounds. 


If, however, charges in an amount greater than applicable 
on a weight of 22,000 pounds as one shipment have been col- 
lected, the consignee has a claim for overcharge, which may 
be collected. 


In view of the circumstances, we believe that the claim 
should be filed with the initial carrier. 


Damages—Loss of Containers 


Massachusetts.— Question: For more than three years we 
have been unable to buy new steel drums used for our cements 
and other liquids. These drums are made specially for us of 
the best quality of steel, tin-lined, built according to Inter- 
state Commerce Commission specifications for inflammables, 
and to each drum was attached a brass plate with a place for 
the serial number, which was cut into the brass in such a way 
as to make it practically impossible to obliterate the number. 
Our stock supply of new drums soon ran out and it was then 
necessary to fix on a scale of prices we would pay for used 
drums; the only condition being that they must be leak proof. 
Although these were returned by the hundreds there were 
times when because of having no containers in which to ship 
the material on order it was necessary to scour the country- 
side to secure used drums, paying therefor in each case accord- 
ing to the scale of prices as agreed upon when our proposition 
was first submitted to the trade. 


Due to the fact that these drums have been returned from 
every section of the country—mostly by rail—occasionally one 
is lost in transit and we have before us a case where a railroad 
claim agent will pay only $1.50 (junk value) when we would 
willingly pay anyone $18.00 for that particular drum. Is not 
our understanding correct that the market value at the time 
of delivery, or at the time the lost article should have been 
delivered, the proper amount to claim? 


It would also be helpful if reference was made to certain 
court decisions in which the carrier was required to pay for 
the container lost in transit, the price agreed upon between 
the two parties in advance of the purchase of the material 
ordered. 


Answer: Where property is lost in transit, the general rule 
is that the carrier will be liable for its market value at the 
time whén delivery should have been made, less the unpaid 
freight charges. 


Where goods are shipped in pursuance of a scale thereof at 
a stipulated price which is less than the market price at des- 
tination, damages for loss or injury must be estimated on the 
basis of the price to be received under the contract of sale; 
Missouri, K. & T. Ry. Co. of Texas vs. Witherspoon, 45 S. W. 
424; but if the price contracted for is greater than the market 
value at destination, the estimate must be based on the market 
value, unless the carrier had been notified at the time of ship- 
ment of the fact that the goods had been sold for a higher 
figure. Gibsom vs. Inman Packet Co., 164 S. W. 280; Missouri, 
K. & T. Ry. Co. of Texas vs. Witherspoon, 45 S. W. 424. 


The measure of damages for loss of or damage to an article 
having no market value is the value of the article to the ship- 
per. St. L. I. M.’& S. vs. Dague, 176 S. W. 138; St. L. & S. F. 
vs. Dunham, 129 Pac. 862. 


Since the drums have a value not as junk, but as containers 
and are transported by the carrier as freight, it is our opinion 
that you are entitled as damages to the amount paid for the 
drums, the actual loss you have sustained. Illinois Central 
R. R. Co. vs. Crail, 281 U. S. 57, 50 S. Ct. 180. 


Notice of Claim—-What Constitutes 


New York.—Question: I should like to take exception 
to your answer to Illinois on page 651 of the September 1, 
1944, Traffic World, under the above caption. 

Article 1(a) of the Principles and Practices for the In- 
vestigation and Disposition of Freight Claims as contained in 
the Freight Claim Rule Book published by the Freight Claim 
Division of the Association of American Railroads. to which 
Rules of Order, Principles and Practices, and Freight Claim 
—— the large bulk of rail carriers are members, provides as 
ollows: 


, . Provided, further, that a communication in writing from the 
claimant, filed with one of the above mentioned carriers (receiving 
or delivering, carrier issuing bill of lading, or carrier on whose 
line the alleged loss, injury or delay occurred) within the time limits 
specified in the bill of lading or other contract of carriage, which- 
ever is applicable containing facts sufficient to identify the shipment 
(or shipments) involved and asserting liability for alleged loss, damage, 
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injury or delay, will be considered as a sufficient compliance with 
such provisions of the bill of lading or other contract of carriage, 


_ We believe that since Illinois identified the shipment by 
suitable car number and arrival date within the stipulated nine 
months’ period, the statute of limitation was tolled, and car. 
rier is obligated under the foregoing to honor the claim having 
no grounds to consider the claim outlawed. 

Answer: A mere assertion in a letter to the carrier that 
a claim would be filed at a later date, even though it gives 
the car number and date of arrival of shipment, in our opinion 
is not a claim, since it does not amount to a demand for com- 
pensation, which is an essential element of a claim. 


Tax on Transportation—Demurrage 


Wisconsin.—Question: We received several carloads of 
coal on which the four-cent net transportation tax was collected 
from the consignee at destination. Demurrage charges accrued 
on these cars on which were assessed the 3% transportation 
tax. The consignee refused to pay the 3% tax stating that the 
tax of four cents a net ton collected at the time the freight 
charges were paid also covered the tax on the demurrage 
charges. 

We would like your opinion as to whether the 3% tax on 
the demurrage charges was applicable also if consignee re. 
quested these cars to be weighed, if the weighing chargés would 
be subject to the 3% tax. 

We have received several conflicting opinions on this sub- 
ject and would appreciate any information you can furnish. 

Answer: The. tax imposed by section 3475 of the Code at- 
taches to the first transportation for hire of coal and is based 
on the number of short tons transported without reagrd to the 
amount paid for the transportation or accessorial charges in 
connection therewith. Accordingly, any amount paid as a de- 
murrage or weighing charge in connection with the transporta- 
tion of coal is not subject to the tax. 

The above is the opinion of the Bureau of Internal Revenue, 
Delivery of Shipment Stopped for Partial Unloading on Bond 

Illinois—Question: Please refer to your answer to Okla- 
homa under the above caption, as shown on page 651 of the 
Traffic World of September 9, 1944. 

_ While there is no indication in the question as to the tariff 
which authorizes the stopping in transit to partly unload, it 
appears that all stop-over tariffs generally carry the same re- 
strictions as those shown in Rule 51, Consolidated Freight 
Classification No. 16. In the exception to this rule, provision 
is made that stop-off services will not apply in connection with 
shipments which require the surrender of a written order or 
any other documents in advance of delivery. 

It seems to us that the shipper in notifying the agent at 
the stop-off point that delivery is only to be made upon sur- 
render of a written order actually requires a change in the 
billing, which would constitute a reconsignment. Inasmuch 
as stop-offs are generally prohibited on any shipments which 
may be delivered only upon surrender of a written order, the 
provisions of the stop-off tariff are not complied with and, 
therefore, there would be no rates in effect, except the rate to 
and from the stop-off point. It may be true that the tariff 
naming the stop-off privilege does not carry this exception. 
However, as stated, this is not true of all tariffs of this nature 
which we have been able to locate. 

Answer: As we understand the question the delivery order 
was to be surrendered by the agent at final destination, since 
reference is made to the consignee, who is the party at final 
destination. 

If so, we see no reason why the balance of the shipment 
could not be delivered on consignee’s bond under a delivery 
order, since to do so would not be contrary to provisions of 
stop-in-transit tariffs to which you refer. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Lawrence Bennett, New York, N. Y.; Carl Brandt, 
Pittsburgh, Pa.; James D. Carpenter, Jr., Jersey City, N. J. 
Chas. W. Crowder, Richmond, Va.; Tom J. Davis, Butte, Mont. 
Edwin R. Eckersall, Chicago, Ill.; J. F. Gillis, New York, N. Y; 
W. Davis Graham, Uniontown, Pa.; Elmer E. Hazard, Jacksot- 
ville, Fla.; A. Walter Kraus, Jr., Baltimore, Md.; Joseph J. Laub, 
New York, N. Y.; Randal B. Lewis, Paterson, N. J.; Louis M 
Lissner, Los Angeles, Calif.; Hunter Martin, Lenoir, N. C: 
Francis J. Meistrell, New York, N. Y.; Harold B. Muffly, Lincoll, 
Neb.; Ben H. Rudnick, Los Angeles, Calif.; John M. Snodgrass, 
Scottsboro, Ala.; George W. Thames, Jacksonville, Fla.; Court 
ney C. Wells, Hazard, Ky.; Horace E. Whiteside, Ithaca, N. Y; 
and Sidney F. Zipser, New York, N. Y. 


FARES FOR RELEASED SOLDIERS 


The White House announced September 28 that the Pres: 
dent had signed H. R. 5196, the act to amend section 22 of the 
interstate commerce act by authorizing common carriers 
grant reduced fares to personnel of armed services. 


Septe 


I. 4 


C 
foreis 
comir 
shipp 
them, 
jnters 
powe 
(see 

¢ 


Blanc 
the ] 
tion | 
(sect 
Hous 
with! 
tee W 
consi 
state 
gust 
July 


“the 
to m: 
consi 


and 
neces 
‘ 


of th 
Inter 
a prc 
It m 
ways 
riers 


bill 
I wo 
rece 
ship] 
that 


Msg 


railr 
railr 
of A 
tativ 
pres! 
men‘ 
A.A 
sent: 
railr 
clud 


» 


mack 
nece: 
cipal 
auto! 
reco! 
accor 
tion 
card 
of p 
by t 
ing 
and 
regis 
chin 
purp 
mac! 
hanc 
othe 
; 
bine 
Tap¢ 
asse} 
from 
men 
plat 
repo 
and 
and 
of tl 
tent; 


the 
Inst: 





ORLD 


ce with 
lage, 


ent by 
-d nine 
id car- 
having 


-r that 
t gives 
pinion 
r com- 


ads of 
lected 
iccrued 
rtation 
hat the 

freight 
lurrage 


tax on 
nee re- 
; would 


lis sub- 
furnish, 
ode at- 
s based 
1 to the 
rges in 
S a de- 
isporta- 


evenue, 
n Bond 
0 Okla- 
of the 


1e tariff 
load, it 
ame re- 
Freight 
rovision 
ion with 
rder or 


igent at 
yon sur- 
» in the 
lasmuch 
S which 
der, the 
ith and, 
- rate to 
1e tariff 
<ception. 
s nature 


ry order 
yn, since 
at final 


shipment 
delivery 
isions of 


fore the 
| Brandt, 
y, N. Ji 
e, Mont; 
ik, Nia; 
Jackson- 
J. Laub, 
Louis M. 
. NOG 
, Lincoll, 
nodgrass, 
1.3 Court: 
ca, N.Y, 


he Presi 
22 of the 
rriers 10 


September 30, 1944 


1. Cc. Act Amendments 


Chairman Lea, of the House committee on interstate and 
foreign commerce, in a letter to Chairman Bland, of the House 
committee on merchant marine and fisheries, has suggested that 
shipping interests ‘consider a modification,” satisfactory to 
them, of that part of S. 1473, the Wheeler bill to amend the 
interstate commerce act, proposing to give the Commission 
power to divert water carrier traffic in periods of high water 
(see Traffic World, Aug. 26, p. 516, and Sept. 2, p. 578). 

Chairman Lea’s letter, written in reply to one Chairman 
Bland had addressed to him, calling attention to objections of 
the Maritime Association of the Port of New York to the sec- 
tion of S. 1473 dealing with diversion of water carrier traffic 
(section 6), contained the statement that the report of the 
House interstate commerce committee on this bill was being 
withheld and Mr. Lea’s comment that “I am sure our commit- 
tee would not object under the circumstances until appropriate 
consideration can be given to these proposals.” The House inter- 
state commerce committee had ordered the bill reported Au- 
gust 23. The Senate had passed it in June (see Traffic World, 
July 1, p. 48). 

“Before filing the report,” said Chairman Lea in his letter, 
“the concern of shipping interests about the matter was brought 
to my attention, and I, therefore, held up the report until proper 
consideration could be given to the objection. 

“One consideration is that we omit section 6 from the bill 
and report it accordingly. That section does not appear to be 
necessary or essential to the legislation. 

“Another correction suggested would be for representatives 
of the shipping interests to confer with representatives of the 
Interstate Commerce Commission with a view of working out 
a provision that would be satisfactory to the shipping interests. 
It might well be that section 6 is desirable for inland water- 
ways and possibly you are aware that some of the inland car- 
riers desire this section. 

“A question has been raised as to another section of the 
bill which will require consideration by the committee before 
I would want to see it reported. As the matter probably cannot 
receive consideration until November, I would be glad if the 
shipping interests would consider a modification of section 6 
that would be satisfactory to them... .” 


Machines in Transportation 


A demonstration of business machines designed to aid the 
railroads in revenue and cost accounting control in postwar 
railroad operations was given September 23 at the Association 
of American Railroad offices in Washington, D. C., to represen- 
tatives of the press and other guests. E. H. Bunnell, vice- 
president, finance, accounting, taxation, and valuation depart- 
ment, A. A. R., Robert S. Henry, assistant to the president, 
A. A. R., and other officials who have been working with repre- 
sentatives of companies making the machines to fit them to 


railroad needs, were: present. The machines demonstrated in- 
cluded the following: 


National Cash Register Company’s machines for: 1. A ticket selling 
machine which will print and produce, coincident with each sale, the 
necessary railroad transportation information on tickets sold at prin- 
cipal points on the seller’s railroad, and which will, as a by-product, 
automatically produce the essential revenue control and accounting 
records. 2. Dining car audit-control machine to audit meal checks and 
account for total thereof. 3. Ticket accounting machine for transporta- 
tion ticket offices for recording sale of tickets, classification as between 
card and coupon tickets, designation of amount of tax, individual sales 
of pullman tickets and tax thereon, etc., also classification of sales 
by ticket clerks, preparation of accounting records and reports includ- 
ing locked auditor’s total, and other important features. 4. Pay roll 
and analysis machine for simultaneously preparing pay roll, check 
register, pay check with stub and employe’s earning record. This ma- 
chine can also be used for accumulating statistics and for other 
purposes. 5. Bookkeeping machine which includes combination adding 
machine (with subtractor) and typewriter, which may be used for 
handling individual’s and company’s accounts receivable and for many 
other purposes. 

International Business Machines Corporation: Teletypewriter com- 
bined with I. B. M. Tape-Controlled Card Punches, Card-Controlled 
Tape Punches and punched cards—the combination being designed to 
assemble and transmit advance information as to freight train consists, 
from one railroad terminal to another, with a view to expediting move- 
ment of freight trains through the terminal yards. The plan contem- 
Plates the coordination and simplification of train consists and wheel 
Teports, freight car records (interchange, car movements, per diem 
and inventories (card index) of cars in terminals and out-lying yards), 
and car, train, locomotive and traffic statistics. A pilot installation 
of this equipment will soon be made on an important railroad and this 
tentative plan fully developed. 


The principal objective of the IBM machine is to reduce 
the time of freight cars in terminals. The first commercial 
Installation of this machine will be in the Maybrook, N. Y., and 
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Cedar Hill, Conn., yards. It was hoped that the machine would 
be placed in operation at those points early in 1945. 


Taxes and Transportation 


In response to inquiry by Edward F. Lacey, executive sec- 
retary, National Industrial Traffic League, D. S. Bliss, deputy 
commissioner of internal revenue, has written the following 
with respect to the tax imposed on the transportation of prop- 
erty by section 3475 of the internal revenue code: 


You state that one of your members has called attention to the fact 
that a railroad in refunding overcharges refuses to refund the tax unless 
the party receiving the amount of the overcharge actually paid the tax 
on the sum involved. You state further that frequently on shipments 
sold on freight-allowed basis the consignee would actually pay the 
freight charges, including the 3 per cent tax to the delivering carrier, 
but would charge the amount back to the original shipper by making 
deduction of the amount involved from the invoices. You request advice 
in the matter. 

Section 3471 of the internal revenue code, as amended, provides as 
follows: 

‘“‘(a) Credit or refund of any overpayment of tax * * * may be 
allowed to the person who collected the tax and paid it to the United 
States if such person establishes * * * that he has repaid the amount 
of such tax to the person from whom he collected it, or obtained the 
consent of such person to the allowance of such credit or refund. 

“‘(b) Any person entitled to refund of tax under this chapter paid, 
or collected and paid, to the United States by him may take credit 
therefor against taxes due upon any monthly return.”’ 

There is no authority in law which would permit the refund of tax 
to any person other than the person who actually paid the tax to the 
carrier. 

Accordingly, under the circumstances stated by you, the carrier 
could only make refund of the tax involved to the person from whom 
the tax was collected. The question as to whether the shipper may 
obtain refund of the tax is a matter for settlment between him and the 
person who paid the transportation charges and the tax to the carrier. 


Taxes Collected 


Federal taxes on amounts paid for the transportation of 
property, collected in August by the Bureau of Internal Rev- 
enue, totaled $21,374,744.35 as against $18,545,987.53 in August, 
1943, according to the monthly tax collection statement issued 
by the bureau. Taxes on amounts paid for the transportation 
of persons yielded $21,556,501.70 in August as against $14,171,- 
724.42 in August, 1943. 

The annual $5 motor vehicle use tax yielded $15,411,873.30 
in August as against $17,002,427.28 in August, 1943. 

The federal tax on gasoline yielded $36,256,042.35 in Au- 
gust as aganist $23,097,568.48 in August, 1943. A substantial 
part of the difference may have been due to the fact that more 
collections for a longer period of time were reported in August 
this year than in August last year, it is explained. 

The tax on transportation of oil by pipeline yielded $1,563,- 
986.35 in August.as against $1,592,992.99 in August, 1943. 

Carrier employment taxes yielded $35,420,235.13 in August 
as against $32,812,720.18 in August, 1943. 


BARNARD NOMINATION TO I. C. C. 


One of the last items of business disposed of by the Senate 
September 21, before Congress began a recess from that day 
until November 14, was the unanimous agreement to entry of 
an order, offered by Senator Barkley, of Kentucky, that the 
status of nominations not acted on be not affected by the ad- 
journment. Accordingly, by such suspension of the Senate 
rules, the nomination of George M. Barnard, of Indiana, to be 
a member of the Commission will remain “alive” after the 
return of the senators November 14, and it will not be neces- 
sary for the President to make another nomination, on or after 
that date, of a successor to the commissionership left vacant 
by the death of Joseph B. Eastman. Delay of the Senate inter- 
state commerce committee in acting on the nomination of Mr. 
Barnard had been attributed to requests by several senators to 
Chairman Wheeler that the matter be held up until after the 
November election (see Traffic World, Sept. 23). 


TRANSPORTATION INSTITUTE PROCEEDINGS 


Proceedings of the Institute of Transportation, sponsored 
by New York University and the Transportation Association 
of America at New York City last May (see Traffic World, 
May 27, p. 1445), have been printed in a 200-page book. The 
book contains all of the addresses delivered at the institute 
and the discussions and is fully indexed. Arthur T. Vanderbilt, 
dean of the school of law, New York University, contributes 
an introduction. The proceedings are being distributed by the 
Transportation Association of America, Chicago, and by the 
university. . 

CHANGE IN DOCKET 


Hearing in MC 89913 Sub. 36, September 29, Oklahoma City, Okl3., 
postponed to date to be fixed. 
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_ Praffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are recetved too late to be 
of value. THE TraFFic WorLD goes to press in Chicago Friday of 
@ach week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired, If publicity is looked for it 
should be made the duty of someone in the club to keep ws ade- 
quately and promptly mformed.—Hditor THe Trarric Wor. 





The Cleveland Transportation Club has elected the follow- 
ing officers: President, Adam J. Maywhort; vice-president, 
Frank J. Knechtl; secretary, Glenn E. Hawkins; treasurer, 
Harry C. Stricklin; members, board of governors, Joe P. Feeley, 
Oscar Neuman, Bill Starr, E. G. Heilbronner, and Norm Dod- 
well. Glenn E. Hawkins has been appointed editor of the 
monthly bulletin. An educational meeting will be held Octo- 


ber > G. A. Lamb, freight traffic manager, Erie Railroad, will 
speak. 





At a meeting of the Junior Traffic Club of Metropolitan 
St. Louis, October 4, Capt. L. R. Wickwire, ordnance officer 
of the Missouri State Guard, will speak on ‘Mission of the 
Missouri State Guard.” Motion pictures of fighting on war 


fronts will be shown by arrangement with the Monsanto Chem- 
ical Company. 





F. A. Doebber, president of the Associated Traffic Clubs 
of America, will speak on activities of the association and its 


members at a luncheon meeting of the Traffic Club of St. Louis, 
October 2. 





At a meeting of the Richmond, Va., Traffic Club, Octo- 
ber 16, F. A. Doebber, president, Associated Traffic Clubs of 
America, will speak on the importance to industry and the 
professionalization of traffic management. 





The Traffic Club of New York will hold a post-season golf 
outing at the Westchester Country Club, Rye, N. Y., October 19. 
Prizes will be awarded. 


The Transportation Club of Dallas, Tex., has adopted a 
plan submitted by its educational committee to hold annual 
essay contests on transportation subjects for the next three 
years, and to award cash prizes of $75, $50 and $25 to first, 
second, and third prize winners, respectively. The plan was 
adopted to interest college students in research in transporta- 
tion problems and to prepare for work in the industry. Ac- 
credited juniors and seniors of the schools of business admin- 
istration and economics of colleges and universities in Texas 
may enter the contest. Winners of the annual awards will be 
brought to Dallas at the club’s expense to receive the awards. 
Details of the contest, including subjects for consideration, 
closing date for submission of essays, and the like will be 
submitted to Texas schools by the educational committee, 
members and honorary members of which will judge the essays. 
The committee includes: Wallace Green, Huey and Philp Hard- 
ware Company; Frank Leffingwell, commerce counsel, and 
G. L. Johnston, Gillette Motor Transport, Inc. Honorary mem- 
bers include: S. D. Sparks, Missouri-Kansas-Texas Railroad; 
L. W. Land, regional vice-president of the Associated Traffic 
Clubs of America; E. H. Pickering, institute of air transporta- 
tion, Dallas College; H. A. Hauhart, dean of the school of 
administration, Southern Methodist University, and the presi- 
dent and secretary of the club. Eugene B. Germany, who was 
a delegate from Texas to the Democratic national convention 
at Chicago in July, spoke on “The South and the Electoral Col- 


lege” at a luncheon meeting September 25. Fred Clark was 
chairman for the day. 





The Transportation Club of Decatur, Ill., will hold its silver 
anniversary dinner at the Hotel Orlando October 10. T. J. 
O’Shaughnessy, public relations officer for the Rock Island 
Lines, Chicago, will speak. Members will hold a farewell 
luncheon the afternoon of the same day in honor of Thomas 


Irish, Spencer Kellogg and Sons, Inc., who is being transferred 
to Buffalo, N. Y. 





The Traffic Club of Kansas City held its final golf tourna- 
ment and golfers’ dinner at the Milburn Golf and Country Club 
September 26. The club and the Junior Traffic Club of Kansas 
City will jointly sponsor three classes in traffic management to 
open October 2 and 3 at the Manual High School. J. S. Char- 
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trand, traffic manager, Peppard Seed Company, will be in 
charge of a beginning course; W. R. Cadwallader, chief rate 
clerk for the Union Pacific, will be in charge of an advanced 
course, and J. H. Tedrow, transportation commissioner, Kansas 
City Chamber of Commerce, will have charge of a course in 
commerce law and problems of the Kansas City area. P. J, 
Patten heads the educational committee of the senior club, and 
L. N. Bright heads that of the junior club. 





The forum group of the Motor City Traffic Club of Detroit 
held a meeting September 25 at which the Great Northern's 
color film ‘Empire on Parade” and films on airplane construc. 


tion and tank destroyers were shown. Andrew Stark is chair- 
man of the group. 





The Traffic Club of Minneapolis held a luncheon meeting 
September 28 at which Capt. Joseph T. Walker, chaplain of the 
Thirty-Fourth Division, U. S. Army, spoke on his experiences 
in Italy. LL. E. Edwards was chairman for the day. A stag 
party will be held October 12. 





The Traffic Club of Memphis, Tenn., held its first regular 
meeting of the fall September 25. There was a program of 
entertainment, and dinner was served. 





George Knox, traffic representative, Northwest Airlines, 
spoke on the possibilities of postwar air service by his company 
in the Beloit-Janesville, Wis., area, at a meeting of the South- 
ern Wisconsin Traffic Club at Beloit September 19. J. J. Phil- 
lips, president of the club, presided. 





The Traffic Club of New Orleans held a luncheon meeting 
September 25 at which Philip H. Landwehr, executive director, 
American Association of Small Business, and a club member, 
spoke on “Where Is Small Business Headed?” The following 
have been appointed members of the nominating committee: 
W. S. Cahill, D. F. McCullough, F. J. Treuting, F. L. Barnes, 
H. L. Sutton, J. E. Monroe, and J. E. Fitzwilson. A barbeque 
outing was set to be held at the Colonial Country Club Sep- 
tember 30.. The program includes golfing, horseshoe pitching, 
a softball game between teams representing shippers and car- 
riers, bridge, and dancing. H. L. Michaelis is general chairman 
of the committees on arrangements. 





The High Point, N. C., Traffic and Transportation Club 
will hold a fish fry at the City Lake October 10. There will 
be a softball game and horseshoe pitching. 





The Winston-Salem, N. C., Traffic Club held its fall bar- 
beque and golf outing at Reynolds Park September 28. Classes 
in traffic management sponsored by the club have been re- 


sumed under the direction of C. W. Hancock, Chicago and 
North Western. 





The Portland, Ore., Transportation Club held its first meet- 
ing of the fall September 15. Past presidents were guests of 
honor. Dinner was served. C. J. Roper, traffic manager, Mar- 
shall-Wells Company, who was president in 1933, was toast- 
master. Regular luncheon meetings will be held this fall and 


winter on the third Thursday of each month at the Multnomah 
Hotel. 





The following correction has been received in the list of 
traffic clubs published in the Traffic World August 19: Women’s 
Traffic Club of Pittsburgh, Mrs. Alice A. Nash, secretary. 





John U. Shroyer, secretary of highways, commonwealth of 
Pennsylvania, will speak on “The Highway Program” at a 
meeting of the Wyoming Valley Traffic Club at the Hotel 
Sterling, Wilkes-Barre, Pa., October 4. 


N. I. T. L. MEETING 


Plans for the annual meeting of the National Industrial 
Traffic League at the Pennsylvania Hotel, New York City, 
November 16 and 17, are being completed, according to E. F. 
Lacey, executive secretary. 


J. A. FARMAR DIES 


Joseph A. Farmar, chairman of the Western Trunk Line 
Committee and of the Western Traffic Executives Committee, 
died at his home in Oak Park, Ill., the night of September 28. 
He had been ill for many months. He began work for the 
Milwaukee Road in his youth and was assistant freight traffic 
manager there when he was appointed chairman of the Trans- 
continental Freight Bureau in 1935. In 1937 he was appointed 
to the positions he held at his death. 
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Docket of the Commission 





NOTH—Items im the docket marked with an asterisk (*) have been 
added since the last issue of THR Trarric WorLD. New assignmenis 
now on the Commission’s dacket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change m thre 
doaket will be noted elegwhere. 


October 2—Brooklyn, N. Y-—Hotel St. George—Examiner Badian: 
MC 80413 Sub. 1—F. D. McKay, Inc., Salamanca, N. Y., certificate 
to extend operations. 
MC 103729 Sub. 1—J. & S. Delivery Service, Linden, N. J., permit to 
extend operations. 


October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Coyle and Jt. 
Bd. 42. 

MC-C 413—Peters Trucking Corp., New York, N Y.; MC-C 414—F. A. 
Weick, Inc., New York, N. Y.; MC-C 415—Waco Transportation Co., 
Newark, N. J.; MC-C 416—A. E. Behrens Express, Neptune, N. J.; 
MC-C 417—Luther Van Service, Inc., Teaneck, N. J.; MC-C 418— 
Nassau Van Co., Inc., Brooklyn, N. Y.; MC-C 424—Glen Cove Motor 
Express Lines, Glen Cove, N. Y., revocation of certificates. 


October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Cremins: 
Finance 9954—F., J. & G., reorganization. 


October 2—Chicago, I!l.—Sherman Hotel—Examiner Hanrahan: 
MC 52657, Sub. 180—Arco Auto Carriers, Inc., Chicago, Ill., certificate 
to extend operations. 


October 2—Detroit, Mich.—Hotel Fort Shelby—Examiner Dunn: 
MC 8989 Sub. 80—Howard Sober, Inc., Lansing, Mich., certificate to 
extend operations. 
October 2—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 280: 
MC 58346 Sub. 1—Gray Truck Line, Craig, Colo., certificate. 
October 2—Sacramento, Calif.—U. S. Ct.—Jt. Bd. 75: 


MC 78786 Sub. 147—Pacific Motor Trucking Co., San Francisco, Calif., 


certificate to extend operations. 


MC 78786 Sub. 143—Pacific Motor Trucking Co., San Francisco, Calif., 


certificate to extend operations. 


October 2—St. Louis, Mo.—Coronado Hotel—Examiner Walsh: 
Fourth Section Appl. 


Fourth Section Appl. 20266—Asphalt from El Dorado, Kan. 


October 3—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 105237—D. Kramer, Woodbourne, N. Y., certificate. 
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October 3—Brooklyn, N. Y.—Hotel St. George—Examiner Coyle: 

MC-C 425—M. H. Powers Co., New York, N. H.;MC-C 426—W. Franz, 
Farmingdals, L. I., N. Y.; MC-C 427—United District Express & 
Trucking Corp., Port Richmond, Staten Island, N. Y.; MC-C 42g— 
Robbins Motor Express, Eussex, N. J.; MC-C 431—W. J. Lynn, New 


York, N. Y.; MC-C 432—Famous Trucking Co., Brooklyn, N. y,, 
revocation of certificates. 
October 3—Chicago, lil.—Sherman Hotel— Jt. Bd. 149: 


MC 1514, Sub. 7—Illinois Greyhound Lines, Inc., Cleveland, O., cer 
tificate to extend operations. 


October 3—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 89599 Sub. 3—Yuma County Transportation Co., Yuma, Colo., cer. 
tificate to extend operations. 


October 3—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 74001 Sub. 49—Premier Motor Transportation Co., Grand Rapids, 
Mich., certificate to extend operations. 


October 3—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 104911—Barnett Detroit Cartage Co., Detroit, Mich. 


October 3—Inverness, Fla.—Citrus County Ct.—Examiner Lyle: 
Finance 14439—Appl. of S. A. L. for abandonment of line from Inver. 
ness Junction to Inverness, Fla. 


October 3—Milwaukee, Wis.—Hotel Schroeder—Examiner Smith: 
MC-F 2613—H. J. Olson et al., control; Olson Transportation Co,, 
purchase L. Markel. 


October 3—Pierre, S. D.—State Comm.—Jt. Bds. 184 and 185: 
MC 104925—H. J. Christensen, Kyle, S. D., common carrier. 
MC 105233—J. C. Jamison, Mission, S. D., certificate. 


October 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 65748 Sub. 1—East End Trucking Co., Pittsburgh, Pa. 


October 3—St. Paul, Minn.—Hotel Lowry—Examiner Stiles: 
29160—Railroad and Warehouse Comm, of Minn. vs. LU. u. 


October 3—Washington, D. C.—Examiner Brown: 
W 911—H. E. Savage, Jr., contract carrier application. 


October 3—Washington, D. C.—Examiner Schutrumpf: 
Finance 14447—W..& O. D., purchase. 


October 4—Brooklyn, N. Y.—Hotel St. George—Examiner Badian and 

Jt. Bds. 42, 305, 119, and 227: 

MC 104847 Sub. 1—J. Glick, Brooklyn, N. Y., permit. 

MC 105152—J. A. Finneran, Brooklyn, N. Y., certificate. 

MC-C 412—Mickey’s Express, Bristol, Conn.; MC-C 419—Federal Stor- 
age Warehouse, Newark, N. J.; MC-C 420—J. W. Ort, Long Valley, 
N. J.; MC-C 421—U. M. Hintze, Arlington, N. J.; MC-C 422—Van 
Tassell’s Express, Chappaqua, N. Y.; MC-C 423—Acme Express, 
Newark, N. J.; MC-C 429—J. L. Mount, Cream Ridge, N. J.; MC-C 
430—Barretts Express, Hightstown, N. J., revocation of certificates. 


(Continued on page 870) 
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The final shattering pressure calls 
for overwhelming support from us 
at home... Let’s remember, too, 


that V-E Day will become V Day 
only after the defeat of Japan. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building, Denver, Colorado 
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Transportation Association of America 


Recommends to all interested 
in transportation progress in 
America a careful reading of 
the proceedings of the 


Institute of Transportation 


held recently in New York under the spon- 
sorship of New York University and the 
Transportation Association of America. 


A 200-page book containing discus- 
sions on vital transportation subjects 
by eminent authorities. 


Order your copies today from the 
Institute of Transportation 
Suite 910, 475 Fifth Ave. 

New York 17, N. Y. 


Gimele copies ........... $2.50 
Quantities from 
10 to 25 copies........ $2.00 each 
26 to 50 copies........ $1.50 each 
Over 50 copies........ $1.00 each 


(Special single copy price to 
libraries, $1.50 each.) 
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Personal Notes 





G. A. MacNamara has been appointed general traffic man- 
ager for the Minneapolis, St. Paul and Sault Ste. Marie Rail- 
— at Minneapolis, succeeding E. G. Clark, who retired re- 
cently. 

John V. Flaig has been appointed southeastern passenger 
agent for the Frisco Lines at Birmingham, Ala., and Mary 
Rose Natsch has been appointed woman passenger representa- 
tive at Dallas, Tex. 

The Canadian Pacific and Soo Line have announced the 
following appointments: W. W. Kremer, general freight agent, 
Chicago; R. A. Hasenstab, general freight agent, Detroit, and 
T. M. Holland, district freight agent, Chicago. 

David A. Simmons, counsel for the Houston Port Commis- 
sion, was unanimously elected president of the American Bar 
Association at its annual meeting at Chicago last week. He has 
for many years been a member of the committee on law and 
legislation of the American Association of Port Authorities. 

Capt. Doss H. Berry, U. S. Army Transportation Corps, 
who will revert to inactive status October 12 after two years of 
military service, has been appointed traffic manager for the 
Pensacola, Fla., Port Authority. Prior to the war, he was traf- 
fic manager and director of the Port of Beaumont, Tex. 

C. V. Berglund has been appointed general superintendent 
of transportation for the Northern Pacific, at St. Paul, Minn., 
succeeding Patrick H. McCauley, who resigned at the age of 
73 after serving in the department for 55 years. Other appoint- 
ments include: H. A. Aberg, assistant general superintendent; 
E. L. Martin, general car service agent, and A. H. Marty, 
traveling car service agent, all at St. Paul. 

Frank E. Lawrence, of Groveland, Mass., recently director 
of the State Planning Board at Columbia, S. C., and prior to 
that engaged in design and construction of railroads, highways 
and pipelines, has become associated with Charles Donley Asso- 
ciates, of Pittsburgh, Pa., in engineering survey work relative 
= —" and airports planned throughout the eastern United 

ates. 

Scott Russell, recently general counsel of the Senate spe- 
cial committee on postwar economic policy and planning, has 
been appointed general manager of the Aeronautical Chamber 
of Commerce of America. 


William Phelps Eno, founder and chairman of the board 
of the Eno Foundation for Highway Traffic Control, a research 
affiliate of Yale University, has announced the appointment of 
Roscoe Ellard, newspaper and magazine writer and editor, to 
the newly created position of editorial director of the founda- 
tion. 

E. W. Sanford has been appointed district freight and pas- 
senger agent for the Denver and Rio Grande Western Railroad 
at Pueblo, Col. 

Paul R. Dupree, formerly traffic manager, has been ap- 
pointed general traffic manager for the American Lumber and 
Treating Company at Jacksonville, Fla. 

E. E. Baldwin, formerly with the International Forwarding 
Company, has been appointed traffic manager for the Campana 
Sales Company at Batavia, Il. 

F. R. Barfield has been appointed freight service agent at 
Savannah, Ga., for the Atlantic Coast Line. 

B. F. Hoffman has been appointed traveling freight agent 
for the Chicago and Illinois Midland at Peoria, Ill. 

S. J. Roll, formerly assistant to the vice-president and 
general. traffic manager for Pan American Airways, Inc., has 
been appointed foreign trade counsellor, and John E. Muhlfield, 
formerly general traffic manager at Lima, Peru, for Pan 
American-Grace Airways, has been appointed to succeed Mr. 
Roll as assistant to vice-president and general traffic manager 
for Pan American Airways. Both appointments are at New 
York. C. Edouard Houriet, assistant to the operation superin- 
tendent, La Guardia Field, New York, Pan American Airways, 
completed 15 years of service with the company September 26. 

Leon B. Poore, district passenger agent for the Pennsyl- 
vania Railroad at St. Paul, Minn., has retired after serving 
with the company more than 55 years, the last 23 in charge of 
the St. Paul passenger department. 

Jack G. Ihnet has been appointed special registrar of traf- 
fic management studies in the Twin Cities district for LaSalle 
Extension University. 

The Army Ordnance Association, Washington, D. C., has 
announced that it will make an annual award of $100 for the 
best essay submitted by enlisted men and officers below the 
rank of major in the U. S. Army Ordnance Department on the 
subject of ordnance. The Timken-Detroit Axle Company, De- 
troit, has established a fund of $5,000 for the award, which 1s 
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“in tribute to a great ordnanceman, Col. Herbert W. Alden, 
director in charge of engineering of the Timken-Detroit Axle 
Company.’’. For the 1944 award, the subject is ‘‘How Ordnance 
Training Will Help Ordnancemen Face the Post-War World,” 
Entries must be 500 words or less and must be submitted 
before midnight, January 1, 1945. 

F. Gruver, Jr., has been appointed general agent for the 
Atlantic Coast Line, the Charleston and Western Carolina and 
the Columbia, Newberry and Laurens railroads, with head. 
quarters at Kingsport, Tenn. J. R. McLendon and H. W. Bran- 
don have been appointed commercial agents for the Atlantic 
Coast Line at Wilson, N. C., and Greenville, S. C., respectively, 
and W. R. Pittman has been appointed superintendent of the 
Atlantic Coast Lines’ terminals at Port Tampa, Fla. 


DOCKET OF THE COMMISSION 


(Continued from page 866) 
October 4—Lansing, Mich.—Hotel Porter—Jt. Bds. 73 and 76: 
MC 59559 Sub. 12—D. Graff & Sons, Kalamazoo, Mich., certificate to 
extend operations 
MC 66562 Sub. 579—Railway Express Agency, Inc., New York, N. Y 
certificate to extend operations. 


October 4—Louisville, Ky.—Kentucky Hotel—Examiner Walsh: 

1. & S. 5303—Cement, Speed, Ind. to Bristol and Norton. 

Fourth Section Appl. 20990—Cement from Ind. and Ky. to south. 
October 4—Madison, Wis.—State Comm.—Examiner Smith: 

MC-F 2578—Greyhound Corp., control; Northland Greyhound Lines, 

Ine., purchase, Wisconsin Power and Light Co. 

October 4—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 65: 

MC 1199 Sub. 2—T. W. McKnight Transfer, Grove City, Pa. 


MC 11266 Sub. 1—H. S. Anderson, Washington, Pa., certificate to 
extend operations. 


October 4—St. Paul, Minn.—Hotel Lowry—Examiner Stiles: 
1. & S. 5293—Cattle, Miss. River crossings to Terre Haute. 


October 4—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 88857 Sub. 21—O. M. Collett, Salt Lake City, Utah, certificate 
to extend operations. 
October 4—Washington, D. C.—Argument: 
29015—S. F. & N. V. R. R. vs. Sou. Pac. et al 
October 4—Washington, D. C.—Examiner Weems: 
29153—-St. L-S. F. vs. C. of G. 
October 4—Washington, D. C.—Examiner Mackley: 
28277—C. R. I. & P. et al., vs. Ahnapee & Western et al. 
28589—B. & O. et al vs. C. R. I. & P. et al. 


October 5—Las Vegas, Nev.—Fed. Bldg.—Jt. Bd. 128: 
MC 62379 Sub. 2—Overland Greyhound Lines, Omaha, Neb., certifi- 
cate to extend operations. 


October 5—Okeechobee, Fla.—Okeechobee County Ct.—Examiner Lyle: 

Finance 14590—Appl. F. E. C. (1) for permission to abandon line from 

Maytown to a point 14.6 miles south of Okeechobee, and (2) for 
authority to construct a connecting track to Ft. Pierce, in Fla. 


October 5—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 10955 Sub. 2—Renner Motor Lines, Barberton, O., certificate to 
extend operations. 
MC 82336 Sub. 3—United Parcel Delivery, Inc., Youngstown, O., per- 
mit to extend operations. 
October 5—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 2863 Sub. 8—Rio Grande Motor Way, Inc., Denver, Colo., certifi- 
cate to extend operations. 
October 5—Sisseton, S. D.—City Hall—Jt. Bd. 143: 
MC 105179—L. V. George, Sisseton, S. D., permit. 


October 5—St. Paul, Minn.—State Comm.—Examiner Smith: 
MC-F 2577—S. L. Wasie, control; Merchants Motor Freight, Inc., 
purchase, Loyd’s American Line, Inc. 
October 5—Washington, D. C.—Argument: 
28277—-C. R. I. & P., et al., vs. Ahnapee & Western, et al. 
28589—-B. & O., et al., vs. C. R. I. & P., et al. 
October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Badian and 
Jt. Bd. 305: 
MC 9837 and Sub. 1—Red Circle Freight Lines, Inc., Brooklyn, N. Y. 
MC 94876 and Sub. 1—Tuxedo Trucking Co., Long Island City, N. Y. 
October 6—Milwaukee, Wis.—U. S. Ct.—Examiner Dunn: 
MC 39717 Sub. 15—Hilside Garage & Transit Co., Milwaukee, Wis. 


October 6—Omaha, Neb.—Hotel Fontenelle—Examiner Smith: 
* MC-F 2525—W. A. Gordon, control, Highway Motor Freight, Inc. 


October 6—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 30416 Sub. 5—Sentle Trucking Co:, Toledo, O., certificate to ex- 
tend operations. 


October 6—Salt Lake City, Utah—State Comm.—Jt. Bd. 85: 
MC 105089—United Traders, Evanston, Wyo., certificate. 

October 7—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 12294—Truckman’s Representative, New York, N. Y., license. 
MC 96531—Fusco Trucking Co., Bronx, New York, N. Y., certificate 

or permit. 


October 7—Omaha, Neb.—Hotel Fontenelle—Examiner Smith: 
* MC-F 2615—Ford Van Lines, Inc., purchase, D. P. Lair. 
October 7—Salt Lake City, Utah—State Comm.—Examiner Freidson: 
1. & S. M-2458—Bakery goods, intermountain-Pacific Coast points. 
October 9—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 2835 Sub. 9—Adirondack Transit Lines, Inc., Kingston, N. Y. 
certificate to extend operations. 
MC 44370 Sub. 2—E. M. Lerit, Inc., Newark, N. J., certificate t0 
extend operations. 
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Sov es 
Time! 


saves MONARCH ONE MAN CAR DOOR OPENER 


+ ELIMINATES HAZARDS! One man can open the most 
Lite" No strained muscles binding, balky, box car door 
Li No slips or falls with the Monarch Car Door 
No beck 1 a r Opener. Get greater safety 

* . a a oe o . speed loading and un- 
mashed fingers. loading schedules . . . order 

vy -. No fatalities. an ample supply to fill your 
Sa No time wasted. needs today! Priority needed. 


No “gangs” needed. MINING SAFETY DEVICE CO. 


No oney' No time lost. Dept. TW, Bowerston, Ohio 
Only $17.50 each—order now! 


Services in 
Washington, D. C., and 


Commercial Zone: 
1. Pool Car Distribution—On B. & O R. R. 


Siding—Economical—Fast—Dependable 
2. Local Cartage 


The Jacobs Transfer Company, Inc. 
Established 1859 
61 Pierce Street, N. E. * Washington 2, D. Cc. 
Phone District 2412 


Reminder : 7 ON SHIPMENTS 


TO OR 
FROM MEXICO 


Sacciy— 


“VIA AMERICAN , AIRLINES 
































PERFECTION IN SHIPPING PROTECTION... 





World’s Largest 
1 Long-Distance Movers of 
mx Household Goods, Office 


Furniture and Equipment 
* 


ALLIED 
VAN LINES 
Inc. 





GULF “MOBILE gO OHIO RAILROAD 


; “BOUND TO 


mW WRC GET THERE” WITH 
20 gins ACME STEELSTRAP 


AND 


UNIT-LOAD 







ACME STEEL COMPANY, 2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 







All Nations—Our Customers 


Ships flying Old Glory, sailing from hundreds of 
ice-free American ports, can develop the United 
States into the greatest Maritime nation the world 
has ever known. Buying and selling on a world- 
trade basis will not only result in full-scale employ- 
ment, but a better understanding with other nations. 


DIVISION OF POPE 
AND TALBOT, INC. 


M®°CORMICK pa COMPANY. 
















872 


October 9—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 105172—Covered Wagon Train, Belfast, N. Y., certificate. 
October 9—Chicago, Ill._—Hotel Sherman—Examiner Stiles: 
29163—-Cardox Corp. vs. A. & W. Ry. Co., et al. 
October 9—Davenport, la-—U. S. Ct.—Jt. Bd. 54: 
MC 105220—J. P. Yarrington, Galesburg, Ill., permit. 
October 9—Salt Lake City, Utah—State Comm.—Jt. Bd. 30: 
MC 102308 Sub. 4—Inland Freight Lines, Salt Lake City, Utah, cer- 
tificate to extend operations. 
October 9—Washington, D. C.—Examiner Jordan: 
* Finance 14675—Application N. Y. O. & W. to acquire trackage rights 
over N. Y. N. H. & H. between Campbell Hall and Maybrook, N. Y. 


NEW COMPLAINTS FILED 
No. 29192, Géo. H. Nowland Co., Cincinnati, O., vs. Aberdeen and 
Rockfish et al. 

Rates on petroleum oil, n. 0. i. b. n., petrolatum or petroleum 
preparations, prepared and represented as a medicine or lubricant 
for the human body, less-carload, shipped from Cincinnati to points 
in Alabama, Florida, Georgia, Kentucky, Louisiana (east of Mis- 
sissippi River), Mississippi, North Carolina, South Carolina, Ten- 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads—$1.00 a line, minimum 3 Jines. Classified display —$15 a column inch.) 

Writ time, 13 time, 26 tie time.Classified di Oscount rates 














NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 





WANTED: Position as traffic manager of industrial concern or 
short line railroad. 33 years’ experience in traffic work, 20 years of 
which was employed as general frt. and pass. agt. of short line rail- 
road, and 2 years as traffic manager of industrial concern. Box 276, 
Chicago office Traffic World. 





WANTED TO BUY—Used Wetzel tariff file cabinets. Address Box 
279, Chicago office Traffic World. 








TRAFFIC MAN, 18 years’ railroad and industrial traffic experience, 
rates, routing, claims. College training in traffic law. Seeks permanent 
connection in industrial traffic as assistant traffic manager or senior 
rate man. Box 281, Chicago office Traffic World. 





HELP WANTED—Rate and claim clerk, assist traffic manager, 
large growing New Jersey oil refinery, future, salary commensurate 
with proven ability, full detailed experience in first letter. Box 390, 
159 East 34th St., New York 16, N. Y. 








60-TON LOCOMOTIVE 


Storage Battery Type, built by General Electric Co. in 1930. Double 
truck, 4-motor type, each 75 H. P. Steeple cab. Good condition. 


Complete specifications available. 


IRON & STEEL PRODUCTS, INC. 
13450 S. Brainard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL” 





A GOOD INVESTMENT 
FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 
55—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
8—Gondola, 50-Ton, High-Side, Steel : 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
} “ANYTHING contelaing IRON or STEEL'' 


SS 





TRAFFIC WORLD 


nessee, and Virginia, in violation of section 6. Asks cease and 
desist order. (Lester E. Barber, 3226 Nash Ave., Cincinnati 26, 0.) 
No. 29193, Transit on Scrap Rubber. 

Investigation instituted by the Commission, division 2, on its 
own motion, into and concerning the reasonableness, and _ lawfy). 
ness otherwise, of the transit arrangements covering sorting, grad- 
ing, cutting, storing and reshipment in transit at St. Louis, Mo. 
East St. Louis, Ill., Little Rock, Ark., and Memphis, Tenn., of 
rubber scrap, n. o. i. b. n., in carloads, originating at points in 
the United States, except points in Southern and Transcontinentg| 
Territories, and destined to points in the United States east of 
the Mississippi River, except points in Southern Territory, as 
described in Item 2152 of Supplements Nos. 61 and 62 to Agent 
J. R. Peel’s tariff I. C. C. No. 3514. 

No. 29194, Omaha Grain Exchange of Omaha, Neb., vs. A. T. g 
S. F. et al. 

Rates on grain and grain products, from points in Colorado anq 
Kansas to the market of Omaha, Neb. (including Council Bluffs, 
Ia.), in violation of sections 1 and 3. Also alleges such rates jp 
violation of the Commission’s order in Docket 17000, Rate Structure 
Investigation, part VII, Grain and Grain Products Within the 
Western District and for Export, 205 I. C. C. 301 and 215 1.C¢ 
83. Asks cease and desist order, and rates. (John A. Kuhn, 79 
Omaha Grain Exchange Bldg., Omaha, Neb.) 

No. 29195, Dining-Car Employees’ Union Local No. 351 vs. A. T. & S. F, 

Alleges that, by reason of failure of the Santa Fe to furnish 
division passes, annual passes, and transportation passes on foreign 
lines to complainants’ members, they have been subjected to unjust 
and discriminatory treatment in the course of their employment 
as railroad employes; that the defendant has been unduly preju- 
dicial in its conduct; and that complainants’ employes have been 
subjected to unjust and unreasonable conditions of employment, 
in violation of section 3, sub-section 1, of the interstate commerce 
act. The complaint also reproduces an order of the Commission 
of December 7, 1938, ordering that the work defined as that of an 
employe or subordinate official in orders of the Commission then 
in effect be amended and interpreted so as to include the work of 
persons in the dining-car service on the Santa Fe and affiliated lines 
embraced in the Santa Fe system, under the contract with Fred 
Harvey, and thus bring the persons performing such work within 
the term ‘‘Employe’’ as used in the fifth paragraph of section 1 
of the Railway Labor Act, as amended. Asks cease and desist 
order, and establishment of right of members of complainant to 
receive transportation passes to the same extent such passes are 
granted to other employes of the defendant. (Joseph M. Jacobs, 
201 N. Wells St., Chicago, Ill.) 


MC C-435, Chicago Suburban Motor Carriers Association, Inc., Chicago, 
Ill., vs. Lloyd Markel, dba Aurora Transfer Co. et al. 

Complaint filed for ‘‘the sole purpose of clarification of motor 
carrier status with respect to the applicability of the provisions 
of the motor carrier act, 1935 (as amended).’’ Alleges defendants 
maintain charges for the transportation of shipments moving 
wholly within the state of Illinois, between Aurora and Chicago, 
which rates and charges are considerably lower than the rates and 
charges between the same points assessed and collected on identical 
shipments moving in interstate or foreign commerce, in violation 
of sections 216 and 222. Asks cease and desist order. (Earl Girard, 
10 N. Clark St., Chicago 2, Ill.) Coincidental with making the 
complaint public, the Commission, division 3, issued an order in 
the proceeding dismissing-the complaint. It said the complaint did 


not state reasonable grounds for investigation and action by the 
Commission. 


33rd St. and 
S.Wabash Ave. 
Chicago 


General Office 
8th & Kentucky Sts. 


MOTOR EXPRESS Louisville, Ky. 


INCORPORATED 
Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all polnts in Kentucky, Tennessee, North Carolina, South Carolina and Georgla 


P.d P.U.Ry. and Peoria Gateway 
“$.. —Always Open— 


arn ° 
Sey atees nenice 


me 


PFORIA-GATE WAY 


PEORIA &PEKIN 
UNION 


PEORIA & PEKIN UNION RY. 
ae E. F. Stock, Tr. Mgr., Peoria, Illinois 
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Next Best “Thing 
to a SKY HOOK! 


NE of the objectives of war is to put the 
other fellow’s war machines out of action. 
The job of the Army’s Heavy Wreckers is to 
move in and remove damaged equipment to 
a point of safety, where it can be made ready 
to fight again. 
These ten-ton trucks, with ten-wheel drive 
are made and equipped by the hundreds in 
our Elmira Factories for the Rochester Ord- 


nance District. They can go just about any- 
where, and perform amazing feats, because 
they are engineered to their specific job. 


You may never have need of a Heavy 
Wrecker (although a surprising number of 
inquiries have indicated a need for just such 
a vehicle), but whatever job your motor fleet 
has to do can be done better, and at lower 
cost, if the trucks are designed and built for 
the specific job they are to do... Our Sales 
Department will be glad to work with you 


now on your requirements. 


 WARDLAFRANCE 


TRUCK DIVISION 


GREAT AMERICAN ( INDUSTRIES, INC. 


4 
4\ 
ELMIRA Bae | NEW YORK 





trouble hits... 
_ TRAILERS sub for the hstation 


OF THE HUNDREDS of different tasks given to 
Truck-Trailers, few are more unusual . .. and 
probably none more important in time of need 
... than this: Substituting for a disabled elec- 
tric sub-station! 


Electric Utilities in all sections ae country 
are using General Electric Mobile U: 5ubstations 
mounted on Fruehauf Trailers. In no longer time 
than it takes to make the electrical connections, 
service is restored and households and industries 
go on as usual. The Mobile Unit Substation oper- 
ates until the regular substation is in order. 


Utilities possessing Trailer-mounted Mobile 
Unit Substations also find them invaluable for 
normal power system operation. Being completely 
mobile, they often serve the electrical needs of 
circuses, fairs or construction projects . . . maintain 
continuous service while regular substations are 
being enlarged or overhauled . .. or temporarily 
furnish electricity in newly-developing areas. 


Mobile Unit Substations offer an excellent 
example of the wide adaptability of Truck- 
Trailers. 


In any operation, a Trailer multiplies the work- 
ing capacity—and consequently the value—of a 
motor truck, because any truck, pulling a Trailer, 
can haul far more than it is designed to carry. 


In operations where the “shuttle system”’ is 
practical, the efficiency and savings are even 
greater. Only one truck is needed for two or three 
Trailers. While one Trailer is being loaded and a 
second unloaded, the truck is en route with the 
third Trailer. Truck and driver are never idle... 
never wasting money. 


Another adaptation of Frue- 
hauf Trailers for Utility serv- 
ice is the General Electric 
High-voltage High-frequency 
Testing Unit. A motor-gener- 
ator set, transformer and 
switchgear are mounted in 
this mobile unit which can be 
quickly moved wherever it 
may be needed. 


World’s Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY ° DETROIT 


ee Service in Principal Cities Nin Jraneport” \N\LL GET YOUR JOB DONE! 


If you aren't using truck transportation, have you ever challenged your 
shipping costs and over-all efficiency with the job that professional 


F haulers can do for you? Why not ot least get the facts from a motor 
U E H AU F Vhee , 3 carrier and stack them up against your own records? : 


_ “ENGINEERED TRANSPO al oe BUY MORE WAR BONDS 








